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When it again becomes necessary to check and recheck your shipping _ 
costs, in order to meet your competition, will you be shocked at the cost —— 
of emergency practices? a Air ' 
How much freight have you had to ship by more expensive, if slightly q 7 
faster means, only to have it lie idle on arrival? ; 
Right now all avenues of freight transportation are choked with _ 
traffic. But now is the time to look into ways and means of utilizing Wag 
waterborne freight routes, wherever possible, in order to reduce your - 
costs of shipping—when every dollar saved will be reflected in your sat 
competitive strength. The 
When you use McLain service—a service that gives you dependable, True 
on-time and economical waterborne freight delivery on Eastern water- 
ways, over the New York State Canal System, Long Island Sound, New App 
York Harbor, the Hudson River, Chesapeake Bay and the Intracoastal Ques 


Waterway to Jacksonville, you are getting the most from your trans- 


. Doin 
portation dollar. 


Chart your post-war shipping NOW. Use McLain service. Dige 
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DAY-BY-DAY ROUTINE 


Shipments that must be handled with “kid glove" care 
yet moved with unfailing dispatch have long been daily 
routine here at DECATUR. That's one reason we were so 
well qualified to meet the urgencies of transporting war 
materiel. We had what it took. Our great organization 
has always been geared for smooth, swift action. "On 
Time" is our credo. And we're daily transporting enor- 
mous quantities of war and civilian merchandise in a 
manner that has no peer in care and punctuality. We have 
the facilities, the skilled man power, the modern equip- 
ment and the experience to take what you have wherever 


you want it taken ... speedily and safely. Test us. See 


why... 
FOR SHIPMENTS MIDWEST, DECATUR IS BEST. 




















Published weekly b 


THE TraFFic SERVICE Co 











S. Market St., Chicago, Ill. — sy as 
second class matter January 1, 1913, at the postoffice = Chicago, Iil., under the Act of March 3, 





306 


Another bilton 





N thinking about work after the war, don’t overlook 
l the 230,000 miles of steel “highways” which the 
railroads have built and maintain at their own ex- 
pense. These “highways” provide jobs for more than 
a quarter of a million men working on construction 
and maintenance of tracks and roadway — jobs for 
more than a million other railroad workers — besides 
still other thousands in the mines, the mills and the 


forests where roadway materials and: supplies are 
produced. 


More than that—the railroads pay real taxes on 
these “highways,” not for their own special benefit, 
but for the support of schools and other general 
services, including public highways and streets. 


After the last war, between 1920 and 1930, the rail- 
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dollar highway 


al — all 





Ne tagee st 


roads spent more than four billion dollars for im- 
provements on these “highways,” and in addition more 
than three-and-a-half billion dollars for betterments 


in equipment. After this war, a similar program will 
be required. 


So there’s another highway program which could 
make a lot of postwar jobs, and which needs no more 
than a public policy of treating all forms of commer- 
cial transportation alike — letting each one pay its 
own way, which includes the payment of the general 
taxes upon which governmental services depend. 


ASSOCIATION OF 


AMERICAN RAILROADS 
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THE 
EVERLASTING 


Quest - 






have to do with a locomotive and the operation of a 
railroad? More than you would ever dream. 


In the Norfolk and Western Railway’s modern, 
completely equipped physical and chemical labora- 
tories, and in the field, the railroad’s chemists, physi- 
cists, metallurgists, and mechanical experts make 
approximately 30,000 scientific tests and analyses 
a year of nearly everything used by the railway — the 
steel that goes into locomotives, cars, rails, and 
bridges; concrete, ballast, paint, lubricating oils, 
signals, brakes, draft gears, coal, and thousands of 
other items. The search for better materials, improved 
facilities, better operating methods, and improved 
safety — goes on day after day, year in and year out. 
What are the results? Here’s one example: 


In 1943, the N. & W. had 42 percent fewer freight 
locomotives than in 1918, but the better designed, 


Norfolk... 


What does a test tube and the contraptions below 


TRANS PORT A T 











easier to maintain “and more efficient locomotives of 
1943 performed an average of 33 percent more 
service, moved 58 percent more freight, hauled in 
better cars that made 61 percent more mileage, at 60 
percent faster freight train speed. 


The Norfolk and Western, and other American 
railroads, are alert and awake to their opportunities. 
By constant research, study, improvements, and enter- 
prise, they will continue to forge ahead. 


Today — the N. & W. is moving the greatest vol- 
ume of freight in its history, to help speed Victory. 
Tomorrow — the N. & W. will have the facilities and 
the ‘know how” to move any volume required to help 
establish and maintain a lasting peace! 


Westore. 


RAILWAY 
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eet Power and 
| Performance to 


“KEEP ‘EM ROLLING’ 


The Chicago Great Western Railway is adequately 
equipped to perform its full share in carrying out the 
Nation’s war program. 


5 


Important Gateways condition. Operations are well organized and function- 
ing efficiently and smoothly. 


Tracks, motive power and all equipment are in first class 


Chicago , - 
By virtue of its strategic location and its modern facili- 


ties, the Chicago Great Western Railway is prepared to 
Council Bluffs (Omaha) meet demands for added transportation for the Nation's 

St. Joseph war program and for the ordinary needs of America. 
At your service. 


Kansas City 


Minnesota Transfer 


(The Twin Cities) B. R. HARRIS, General Traffic Manager 


309 West Jackson Blvd., Chicago, Ill. 
Traffic Offices in the Larger Cities 


CHICAGO GREAT WESTERN RAILWAY 


The Corn Belt Route 
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FAST Freight Service 


Fine Today and Even Finer in the Coming Years of Peace 
IS THE PLEDGE OF 


The MINNEAPOLIS & ST. LOUIS Railway 


@ To Traffic Managers 

@ To Freight Shippers 

@ To Agriculture and Industry 
@ To Connecting Railroads 


The newly reorganized M. & St. L. Rail- 

way is an efficient Freight Carrier, as 

A warsevinie SO f\ result of improvements begun ten years 

eee 4 ago and still continuing. On these, the 

\ “Ww road already has spent more than 
$20,000,000. 

‘In 1944, the M. & St. L. added, to its 
already modern fleet, 500 new steel box 
cars; 150 flat cars; and five Diesel road 
locomotives of 1,000 horsepower each. 

On order for 1945 are two big Diesel 
engines of 4,050 horsepower; four more 
1,000 horsepower Diesels; 500 more 
steel box cars; ten light weight alumi- 
num body box cars; and six stainless 
steel. passenger coaches, of modern 
design and air conditioned. 

Rolling on heavy duty tracks, newly 
rebuilt with rock and gravel ballast, 
hardwood ties and heavier rail, this 
modern equipment is enabling the 
M. & St. L. to play its full part in the 
greatest transportation job of all time— 
fast movement of America’s War Freight. 

In the years ahead, it assures that the 
M. & St. L. will fulfill its promise of 


FAST, DEPENDABLE FREIGHT SERVICE 


Factors in this superior service, of significance to every Shipper and Traffic 
Manager, are the strategic location of the M. & St. L.and its Peoria Gateway, which 
Save precious time on shipments, East, West, North, South. 


The MINNEAPOLIS & ST. LOUIS Zectuay 


GENERAL OFFICES: NORTHWESTERN BANK BUILDING, MINNEAPOLIS 2, MINNESOTA 








AVORITE of thousands of truck 

operators, the U.S. Royal 
Fleetway is adapted to all types 
of heavy duty service on the 
highway. Extra strength, extra- 
gauge rayon cords beneath the 
tread, firmly bonded together, 
give you a tire body that can 
take plenty of punishment, yet 
can be recapped time and again. 
With tread specially compounded 
for long miles of economical, de- 
pendable service under heavy 
loads, the U.S. Royal Fleetway 
is built to deliver the goods. 

To get the most miles from your 
tires — regardless of make — ask 
your U.S. Truck Tire Dealer about 
U.S. Transportation Maintenance. 


Listen to “Science Looks Forward’—new series 
of talks by the great scientists of America— 
on the Philharmonic-Symphony program. CBS Net- 
work, Sunday afternoon 3:00 to 4:30, E.W.T. 
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FOR THE HIGHWAY- 


US THE FEETWAY— 


SERVING THROUGH SCIENCE FOR GREATER TRUCK TIRE MILEAGE 


UNITED STATE 


1230 SIXTH AVENUE - ROCKEFELLER CENTER - NEW YORK 20, N.Y. 
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The miracle of America’s “time-table war” in the 
Pacific will brighten the pages of history for many 
generations of future, free Americans. They will 
read of the incredible regularity and precision with 
which our glorious armed forces ... all working 
together in one great offensive . . . conquered 
time, distance and the Japanese. 

It is understandable that the management 
and the employees of a western railroad, like 
the ROCK ISLAND LINES, should feel a share of 
the pride in this tremendous, coordinated 
achievement. For a military offensive is only as 
powerful as its supply lines are dependable. 


Buy War Bonds . 


ROCK 


ONE O 
— ALL 


ISLAND LINES 


AMERICA'S 
UNITED 


This time-table of history has been, and still is, our 
most important time-table, too. Since the beginning 
of the war, millions of tons of war freight and 
hundreds of thousands of fighting men have been 
transported over the rails of the ROCK ISLAND... 
on schedule. The men and women of our railroad 
dared not fail . . . and they did not fail. 

Until the war ends victoriously for America, our 
most important business, and the business of our 
24,000 patriotic employees, will be the most 


dependable war transportation service we know 
how to provide. 


. . and SAVE Them! 


Rock 
Island 


RAILROADS 


FOR VicTory 
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The problem you can't sleep on 


® Transporting America’s staggering military 
and civilian needs is the toughest problem in 
railroading history. Only 24-hours-a-day effort, 
every day, has enabled us to meet the challenge. 


We of C & O are proud of the record loads of 
freight and passenger traffic we have handled. 


But more than proud, we’re grateful. Grateful 
to you shippers and receivers for your splendid 
cooperation in loading and unloading faster. 


AP] 


Grateful to you packers, labelers and handlers 
for working with us so much more efficiently. 


It is your help, as much as any other factor, 
that has enabled us to get maximum use out of 
every piece of rolling stock and other equipment. 


Every day—and night—makes it more es- 
sential than ever to make every car count. So, 
thanks for all you’ve done .. . and all we hope 
you’ll continue doing .. . to “keep ’em rolling!” 


= ANID OHIO 














We believe that one reason why attempts toward 

professionalization of traffic management have 
made little progress, despite wide discussion and: promo- 
tion by able advocates, is the fact that there is no agree- 
ment on the meaning of the term. The arguments of 
some proponents are by analogy. They assert that traf- 
fic management is fully as technical as accounting and 
that, therefore, there ought to be some statutory desig- 
nation certifying the competency of traffic managers 
similar to that which endows some accountants with the 
privilege of writing “C.P.A.” after their names. Others 
talk about the organization of an institute for traffic 
management, in or through which traffic men them- 
selves would work toward the attainment of a higher 
level of education and skill in their work. Still others 
are concerned chiefly with the necessity for convincing 
industry that competent traffic management is as much 
a part of business economy as efficient production and 
forceful sales. 


The dictionary is not of much help. It defines pro- 
fessionalization as “to cause to become professional,” 
and “to manifest or develop professional characteris- 
tics,’ and it says a profession is an “occupation that 






A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 

Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
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Trattie Professionalisation 


OUR PLATFORM™M 
(THE LONG HAUL) 








properly involves a liberal education or its equivalent 
and mental rather than manual labor.” 

It will be noted that the dictionary definition im- 
plies no statutory sanction as necessary to the designa- 
tion of a profession. It has also been pointed out that 
the statutes ought to be invoked to bestow legal pro- 
fessional titles on a type of work only when that work 
touches closely the public interest. Medicine, the law, 
and pedagogy are three types of pursuits that do this 
in the most direct degree. Others, such as accountancy, 
especially where the accountant holds himself out to 
examine accounts for public or quasi-public information, 
skirt the borders. Still others, regardless of how much 
education they require and regardless of how far they 
are removed from manual toil, have no public interest 
and, therefore, do not have reasons for seeking statu- 
tory sanctions. It should be noted, too, that statutes 
that give the members of any craft the right to put 
initials after their names are, in essence, licensing stat- 
utes. They not only confer a privilege, pleasing to the 
vanity of some, no doubt, but they definitely place the 
group under regulation. The regulation initially im- 
posed may, indeed, be merely sufficient to satisfy what- 
ever authority is set up that the individual has quali- 


not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Standardization of state regulations as to weights and 
dimensions of motor transport units. 

Repeal the anti-trust act as it applies to transportation 
rate-making. 

Place the function of regulating all instrumentalities of 
transportation in one commission. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to ex- 
pand their facilities to meet the present emergency demands, 
but to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 


Exempt from income tax railroad revenue set aside for 
deferred maintenance. 
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Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportatiom 

Ration rail passenger travel. 
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How the Fruehauf 
Elevating Endgate 
cuts delivery costs 





4. INCREASES CARRYING CAPACITY—When 
the Fruehauf Endgate is level with the truck-bed, 
it may be safely used to carry extra a payload. 





5. LEVEL LIFT—Gives driver and load a level lift 
a\ to truck-bed level regardless of weight distribu- 
\) tion of the load on the Elevating Endgate. 









1. SAVES MANPOWER—The intend haaien 
Endgate is a combination Elevator and Endgate. 
It eliminates extra manpower, lessens the possi- 
bility of damage to goods and accidents to men. 





6. LOADS AT ANY LEVEL—Can be loaded ra 
ground or any height platform. Endgate stops 
automatically at ground or truck-bed level. 

Sy 


2. SAVES BRAWN _Lifts up to 2,000 Ibs. —oper- 
ates by smooth, hydraulic power from the truck 
engine by the mere shift of a lever. It does the 
le-work” for the truck driver or load 





7. LOW UPKEEP—Years of safe, trouble-free op- 
eration are insured by the durable, simple con- 
struction. Safety device prevents overloading. 


e All of these add up to the actual savings in 

: : dollars-and-cents which have meant increased 
—e , i  tryck earnings for operators during the past 

3. SAVES TIME—Many users report a saving of fey years. 

50% over old methods . . . no waiting for extra 

help to load or unload. Raises man and load from 

ground to truck-bed level in about 10 seconds. 





* * * 


Get all the facts from your nearest 

Fruehauf Factory Branch, or write 
World’s Largest Builders of Truck-Trailers for the new fully-illustrated catalog Pi PRIOR, 

FRUEHAUF TRAILER COMPANY, DETROIT 32 “Fruehauf Elevating Endgate.” Qu; IRED ” 


Service in Principal Cities 


FRUEHAUF TRAILERS <@> 72c20z.- 
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fications for the designation to be bestowed; but, of all 
men, the traffic man ought to know best that regulation, 
however lightly imposed, has the invariable trend of 
tightening to the point of strangulation. The traffic 
man’s daily work is in the field of transportation where 
the process has been at work for more than a genera- 
tion. The process has repeated itself in so many in- 
stances that it might well be raised to the dignity of an 
economic law. There is no reason to feel that it would 
not operate in the case of a statutorily designated pro- 
fessional traffic class. Those who advocate the adoption 
of state laws to accomplish professionalization of traffic 
would do well to consider that angle. 

There can be nothing but unanimity of opinion 
about the wisdom of traffic men, individually and organ- 
ized, doing what they can to make themselves more 
competent and efficient and so win acceptance as pro- 
fessional men in the dictionary sense. So far, how- 
ever, attempts to do anything along those lines by 
means of voluntary organization haven’t proceeded far. 
About five years ago a proposal to establish an institute 
of transportation was before the major shipper groups. 
The Associated Traffic Clubs of America, the National 
Industrial Traffic League, and, we believe, the National 
Association of Shippers’ Advisory Boards adopted reso- 
lutions commending the idea, but none of them did any- 
thing about it other than appoint committees to study 
the matter. As an organized activity, we suppose the 
move toward the foundation of such an institute is in 
abeyance for the present, as are so many other things 
while traffic men are occupied with more important 
work. Perhaps, when the war is over, the idea will be 
resurrected and something will be done about it. 

We think no traffic man will deny the need for try- 
ing to convince industry of the value of industrial traffic 
management. There has been some improvement along 
that line in recent years. Here and there we see the 
traffic manager of some large industry admitted to the 
circle of major executives, with or without the title of 
vice-president, so that he sits with the purchasing, pro- 
duction, and sales heads as an equal. Generally, how- 
ever, that is not true and there is still a surprising 
number of fairly large industries where the services of 
a traffic man are regarded as an expense to be held at a 
minimum or to be avoided altogether. 

The Associated Traffic Clubs of America had before 
it at its 1944 meeting a proposal for a nationwide adver- 
tising plan to “sell” traffic management to industry. 
F. A. Doebber, president of the association, has spoken 
about it before a number of local traffic clubs in recent 
months. It appears to have aroused interest. Whether 
or not this is the best way to go about the job at present 
it is too early to say, but the proposal certainly merits 
wide discussion. There is connected with it a problem 
of financing that may be hard to solve, though. traffic 
men must know that wider acceptance of the value of 
their work by industry would be of profit to them in 
the long run and ought, therefore, to take kindly to the 


idea of assisting anything that might bring that about. ~ 


Another plan, which has several times been sug- 
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gested in these columns, that would probably not in- 
volve nearly so much expense as the advertising scheme 
and would furnish at least a more direct method of 
attacking the problem, is to set up an organization 
sponsored financially and otherwise by groups and indi- 
viduals interested in “selling” to industry the traffic 
idea, such as the traffic clubs, through their national 
organization and individually, traffic organizations like 
the National Industrial Traffic League and local leagues, 
and traffic schools, in charge of a capable man whose 
work would be promotional. The two plans might, of 
course, be combined. 

But we return to what we said in the beginning. 
The difficulty with the move for professionalization of 
traffic at present is the lack of agreement on what is 
meant by the phrase. Maybe the first thing to be done 
is to set up a committee to decide that question. From 
that point, then, the traffic men could proceed. At least 
the situation would then be such that the individual 
traffic man could look it over and decide whether he 
was for or against it. 


























































Admiral Land, chairman of the Maritime Commis- 
sion, sees nothing out of the way in officials and em- 
ployes of the commission receiving gifts from sponsors 
of new ships launched so long as the expense is not 
charged against the government—indeed, he says, he is 
responsible for the practice and encourages it. Of 
course, even the lowest-browed gangster could see the 
impropriety of such gifts if the government paid for 
them, but when it comes to gifts from the ship builders 
and owners, at their own expense, to officials and em- 
ployes of the commission that control them, it takes a 
little finer (though not much) appreciation of the ethics 
involved to perceive the impropriety—an appreciation 
that Admiral Land lacks. 





Railroad Earnings 


Class I railroads of the United States in the year ended 
December 31, 1944, had an estimated net income, after interest 
and rentals, of $660,000,000, according to reports filed by the 
carriers with the Bureau of Railway Economics of the Associa- 
tion of American Railroads. 

“For the year 1943, net income of those roads, after in- 
terest and rentals, was $873,478,025,” the A. A. R. said. 

“Net railway operating income, before interest and rentals, 
of the Class I carriers in 1944 amounted to $1,106,531,810, com- 
pared with $1,359,595,175 in 1943. 

“The decrease in net railway operating income in 1944 com- 
pared with 1943 was 18.6 per cent. This decrease resulted 
largely from: 


1. Increased wages growing out of adjustments made in 1943 but 
in some cases not effective until 1944. 
2. Higher prices of fuel, materials and supplies used in connection 
with railroad operation. 


“The rate of return earned on property investment averaged 
4.00 per cent in 1944, compared with a rate of return of 5.03 per 
cent in 1943. 

“Property investment is the value of road and equipment 
as shown by the books of the railways including materials, 
supplies, and cash. The earnings reported above as net railway 
operating income represent the amount left after the payment 
of operating expenses and taxes, but before interest, rentals, 
and other fixed charges are paid. 

“This compilation as to earnings in 1944 is based on reports 
from all Class I railroads, representing a total of 228,624 miles. 

“Total operating revenues in 1944 amounted to $9,435,- 
446,954 compared with $9,054,050,790 in 1943, an increase of 
4.2 per cent. Operating expenses in 1944 amounted to $6,281,- 
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308,309 compared with $5,657,107,080 in 1943, an increase of 
eleven per cent. 

“Class I railroads in 1944 paid $1,845,345,629 in taxes, 
compared with $1,849,020,258 in 1943. 

“Sixteen Class I railroads failed to earn interest and rentals 
in 1944, of which eight were in the Eastern District, one in the 
Southern Region, and seven in the Western District. 

“Total operating revenues in December amounted to $755,- 
514,804 compared with $781,703,513 in December, 1943, a de- 
crease of 3.4 per cent. Operating expenses in December totaled 
$555,114,327 compared with $599,124,095 in December, 1943, a 
decrease of 7.3 per cent, Taxes accrued in December amounted 
to $114,025,886 compared with $99,425,717 in December, 1943. 
Net railway operating income was $69,804,963 in December, 
compared with $69,548,827 in December, 1943, an increase of 
0.4 per cent. 

Eastern District 


Class I railroads in the Eastern District in 1944 had an estimated 
net income after interest and rentals of $268,000,000 compared with 
$352,568,671 in 1943. 


Those same roads in 1944 had a net railway operating income, 


before interest and rentals, of $455,304,485, compared with $558,915,389 
in 1943. 


Operating revenues of the Class I railroads in the Eastern District 
in 1944 totaled $4,082,071,045, an increase of 2.8 per cent compared with 
1943, while operating expenses totaled $2,894,753,738, an increase of 
10.6 per cent above 1943. 

Southern Region 


Class I railroads in the Southern Region in 1944 had an estimated 
net income, after interest and rentals, of $91,000,000 compared with 
$131,396,078 in 1943. 

Those same roads in 1944 had a net railway operating income 
before interest and rentals of $163,169,102 compared with $198,195,976 
in 1943. 

Operating revenues of the Class I railroads in the Southern Region 
in 1944 totaled $1,332,947,262, an increase of three per cent compared 
with 1943, while operating expenses totaled $839,093,267, an increase of 
11.4 per cent above 1943. 


Western District 


Class I railroads in the Western District in 1944 had an estimated 
net income after interest and rentals of $301,000,000 compared with 
$389,513,276 in 1943. 

Those same roads in 1944 had a net railway operating income, before 
interest and rentals, of $488,058,223, compared with $602,483,810 in 1943. 

Operating revenues of the Class I railroads in the Western District 
in 1944 totaled $4,020,428,647, an increase of 6.1 per cent compared 
with 1943, while operating expenses totaled $2,547,461,304, an increase 
of 11.4 per cent above 1943. 


Rail Public Relations Job 


Speaking at a meeting of the Western Railway Club, in 
Chicago, February 5, Gustav Metzman, president, New York 
Central, said that millions of American people had a stake in 
America’s railroads and that it was part of the job of all rail- 
road men to make them aware of that stake. 


The railroads, so far, had done their war job well, he said, 
largely because the foundations of the job were laid through 
“post-war planning” after the first world war. He paid par- 
ticular tribute to the work of M. J. Gormley, retired executive 
assistant, Association of American railroads, “whose lectures 
at the Army War College aided in developing the Army trans- 
portation corps and its record of distinguished service.” The 
job was accomplished, he said, by “hard and efficient work” by 
railroad management and labor, the A. A. R., the Army and 
Navy Departments, the Office of Defense Transportation, the 
Commission, the War Production Board and other government 
agencies, and “the shippers and travelers of this country, indi- 
vidually and through regional advisory boards and other or- 
ganizations.” At the moment, he continued, the railroads were 
“probably in the midst of the hardest part of the war job” and 
the hope was that they would soon be “over the hump.” 

The work of guiding public opinion had also been fairly 
well done, he said, pointing to the fact that a recent survey 
showed that 94 per cent of the people gave the railroads credit 
for having done a good job and for doing their best “despite 
wartime exigencies.” In 1941, he said, fifty per cent of the peo- 
ple favored government operation of railroads in case of war. 
At present only fifteen per cent were of that opinion, he said, 
adding that, if the railroads kept up the good work and kept 
up their public relations equally well, “only a few people—the 
dyed-in-the-wool socialists—will favor government operation.” 

In order to meet stiff post-war competition the railroads 
would “need a lot of improvement,” he said, largely along the 
lines of modernization, ‘‘to take advantage of all the things we 
learned or heard of during the war years, and some of the 
things we learned before but did not have money to pay for.” 
That, he added, would “need a lot of capital funds. To get 
them, the public would have to be told of the advantages that 
would accrue to the public in the creation of jobs. The im- 
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provement program, he said, would “spread employment and 
prosperity in ever-widening circles,” and that would be “just 
the opposite of ‘boondoggling,’ and the opposite of unnecessary 
public works.” 

The biggest cloud on the horizon, he said, was the ques- 
tion as to whether or not governmental policies would permit 
the improvement program to materialize—whether federal, 
state and municipal governments would “encourage the flow of 
private capital funds into the railroads” or whether they would 
“discourage that flow and dry it up.” 

Another cloud, he added, was the “uneconomic handling of 
government investments in competing transportation facilities.” 
More money had been spent on “fixed transportation plants 
other than the railroads” in the last twenty years than had 
been spent on the whole railway plant in more than a century, 
he said, and by far the greater part of it came from taxes. 
That, he said, was in spite of the fact that 75 per cent of the 
war traffic, excluding local cartage, was carried on the rail- 
roads, built with private capital. The country’s interests would 
be best served, he said, “by policies that give the investors in 
transportation facilities a chance to earn a modest profit and 
get their money back—whether they are investing private funds 
or paying taxes which become government investments.” 

The railroads did not want public grants or subsidies, he 
continued, but, unless they had the same opportunity as their 
competitors, “under a policy of self-supporting transportation,” 
he did not know how long the railroads could “get along with- 
out public aid.” There was “a widespread public impression” 
that the railroads had received more public aid than other 
forms of transportation, he said, and asked what railroad men 
could do about that. 

“Let us take a leaf from our wartime experience,” said he. 
“By word as well as deed we have impressed on the American 
public the fact that railroads fight best under private manage- 
ment—under government cooperation rather than government 
operation. Let us similarly convince Mr. and Mrs. America 
that they will get the kind of railroad transportation they want 
and protect their tax and investment dollars by encouraging 
the policy of self-supporting transportation. For only under 
such a policy will new capital be ready to build the finer trains 
of tomorrow. And only under such a policy will the railroad 
investments that underlie so many savings accounts and insur- 
ance policies continue to yield an adequate return.” 

Other clouds, he said, were “unsound taxation policies,” 
and land-grant rates. Only about half the people of the country 
had ever heard of land-grant rates, he said, and only about a 
fifth of them believed that the railroads had made any repay- 
ment for the land-grants, whereas the fact was that they had 


ao _ for in reduced rates “nine times over.” Continuing, 
e said: 


Every problem we have in this railroad industry is really two prob- 
lems. First, the problem itself; and, second, the job of telling the 
American people, with honest facts and straight reasoning, about it. 
I am firmly convinced that what is best for the American people is also 
best for the railway industry. Our policies deserve to succeed, only if 
and to the extent that they serve the nation’s best interest. This is 
something to keep before us, when we are forming policies. Then, let 
us show the American people that our policies will serve their best 
interest. 

The best start is the point of common interest with the man or 
group to whom you are talking. ‘‘The people’’ to whom we refer are 
not just an unorganized mass. This country consists of over 130,000,000 
human beings—individuals, like you and me. Each one is a member of 
groups of one kind or another—some groups formal and organized, 
others not so closely knit. Almost every individual belongs to many 
groups. The wage earner, for example, is also a producer of goods or 
services; he is a taxpayer—and becoming every day more conscious of 
his role as a taxpayer; he is a consumer, and so on, almost indefinitely. 

This great railroad industry represents many different things, to 
many different people. There are millions of ways and millions of 
places where the welfare of the American people, or of an important 


part of the American people, is bound up with the welfare of our 
railroad industry. 


D. P. C. COMMITMENTS 


The Defense Plant Corporation has announced authoriza- 
tion of a contract with Southeastern Motor Truck Lines, Inc., 
Nashville, Tenn., to provide transportation equipment for oper- 
ation in Tennessee and adjoining states at a cost of approxi- 
mately $85,000. 

The D. P. C. also announced authorization of an increase 
in its contract with Pacific Intermountain Express, Salt Lake 
City, to provide additional transportation equipment for opera- 
tions in northwestern states at a cost of approximately $150,000, 
resulting in an overall commitment of about $400,000. 

Defense Plant Corporation also announced that it had 
authorized: 


Execution of a contract with Consolidated Freightways, Incorpo- 
rated, Portland, Ore., providing automotive transportation equipment 
at a cost of approximately $175,000 for operation in the northwestern 
states, by Consolidated Freightways, Incorporated, title remaining in 
Defense Plant Corporation. 
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Cottonseed Products to West 


Efforts of railroads serving western states to comply with 
orders of the Commission have resulted in a finding, by division 
2, in I. and S. No. 5263, Cottonseed Products, Southwest to 
Western States, embracing Fourth Section Application No. 
20531, Cottonseed Products to Mountain Pacific Region, that 
the proposed rates were unduly prejudicial and not shown to 
be just and reasonable. The suspended schedules were ordered 
cancelled by March 8, and the proceeding discontinued. The 
division also denied fourth-section relief in connection with. the 
proposed rates. Commissioner Alldredge dissented in part. 

By schedules filed to become effective November 2, 1943, 
and later, the respondents, Northern Pacific, Great Northern, 
and Union Pacific, and connecting rail carriers, proposed to 
establish new rates, mostly increases, on cottonseed cake and 
meal and on cake and meal made from coconuts, copra, pea- 
nuts, sesame seeds, soybeans, and velvet beans, in carloads, 
from Cairo, II1., Memphis, Tenn., Vicksburg, Miss., New Or- 
leans, La., and from the southwest to destinations in Montana, 
Idaho, Washington, Oregon, Utah, Nevada, New Mexico, Ari- 
zona, California, and British Columbia, Canada. On protests of 
the Texas Cottonseed Crushers Association, National Cotton- 
seed Products Association, and others, operation of the sched- 
ules was suspended until June 2, 1944, and voluntarily postponed 
by respondents until June 2, 1945. 

By Fourth Section Application No. 29531, filed concurrently 
with the proposed schedules, respondents asked for authority to 
establish and maintain the proposed rates to destinations in 
Montana, Idaho, Utah, Oregon, Washington, and Nevada, with- 
out observing the long-and-short haul provision of section 4 of 
the interstate commerce act. 


In tracing the history of the rates, the report said that the 
suspended rates were the outgrowth of A. E. Staley Mfg. Co. vs. 
Alton R. Co., 255 I. C. C. 277, decided March 1, 1943. 


“On November 2, 1943, defendants in that (the Staley) pro- 
ceeding established 18.5 per cent of first-class rates on soybean 
and linseed cake and meal from Chicago, Decatur, and Mil- 
waukee, to the destinations considered therein, including those 
in Montana,” said the report. “Those rates were not suspended. 
The suspended rates are those proposed by respondents on cot- 
tonseed cake and meal and other articles from the southwest 
to mountain-Pacific territory. Respondents’ proposal herein goes 
substantially beyond the rate changes required by the findings 
in the proceeding last cited, as will be hereinafter revealed.” 

The report continued: 





































































































The present carload rate on soybean cake and meal from Chicago 

to Glendive, Mont., is 55 cents, or 18.5 per cent of first class, and 17.5 
per cent of the constructive first class rate from Fort Worth, Tex., to 
Glendive made as provided in the original report in A. E. Staley Mfg. 
Co. vs. Alton R. Co., supra, is 66 cents, which is the rate here proposed 
on cottonseed cake and meal from and to the latter points, 11 cents 
higher than the corresponding rate on soybean cake and meal from 
Chicago. The present rate from Fort Worth to Glendive is 59 cents. 
Under the findings in the proceeding last cited, respondents had the 
option of maintaining the present rate on cottonseed cake and meal 
—_ Fort Worth and reducing the rate on soybean cake and meal 
ve Chicago, or of continuing the latter rate and increasing the 
Pogo rate, as here proposed. If the rate from Chicago were made on 
se basis of an 11-cent differential under the present rate from Fort 
orth, a rate of 48 cents would result; but if based on the prescribed 













ee with respect to the present rate on cottonseed meal and cake 
a Orleans, the rate from Chicago would be 45 cents. Under 
noel ormula the rate from Chicago would vary according to the south- 

estern origin point selected for application of the formula. For this 
and other reasons, respondents concluded to increase the rates from 


the Southwest as herein pro 
posed and to maintain unchanged the 
Present rates from Chicago. 
















As indicative of the difficulty faced by the respondents, the 
sa said that, to determine the column 17.5 rate from Fort 
ns to Agawam, Mont., required 102 calculations, adding 

at “in each instance it was necessary to ascertain the lowest 
Tate-making route and the distances in the respective rate ter- 
Titories,’ It said that the respondents’ committee had spent 17 
Weeks in making more than 2,000,000 calculations from 210 
—" in the southwest to 94 destinations in Montana, and that 
hey admitted numerous errors in computation were made, 
Which they were willing to correct. 
P In his dissenting-in-part expression, Commissioner All- 
Tedge said that the report of the majority was substantially 





















































Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 


the same as the proposed report of the examiners, and that the 
respondents had excepted to the proposed report, saying that . 
the decision in the Staley case required the performance of 
tremendous undertakings, that literally millions of computa- 
tions were made, and that it was not surprising that many 
mathematical errors had occurred; that the respondents had 
followed what appeared to be the only practical course that 
could be followed in attempting to comply with the Staley case 
decision, the results of which the Commission did not foresee; 
and that “the proposed report herein leaves the respondents 
high and dry, and, if adopted, would afford no guide as to re- 
spondents’ future course of action.” ; 

Commissioner Alldredge said that “the foregoing exception 
is obviously well founded.” He said he believed it was true that 
the Commission did not have a correct understanding of the 
collateral or indirect results of its decisions in the Staley case. 
Those results were now known, he said, and that some of the 
requirements of the decision were demonstrated to be unwork- 
able. 

“As shown by this report,” he continued, “respondents have 
already expended a large amount of time and effort in an at- 
tempt to comply with this decision but have failed. Neverthe- 
less they still remain under the obligation technically to formu- 
late an adjustment of rates that will comply therewith. In my 
opinion, we are not justified in casting upon respondents such 
a burden. Instead, this proceeding should be referred to the 
Commission, and the Staley case and the companion included 
in the same report should be reopened in part with a view to 
making such modification of the finding therein as will enable 
respondents to formulate some kind of workable rate adjust- 
ment. This obligation is upon the Commission, and we should 
not avoid it as is here done. I concur, however, in the findings 
of non-justification made in the report of the majority.” 


Carloader Corporation Rights 


The Commission, by a report and order on argument and 
reconsideration in FF-122, Carloader Corporation Freight For- 
warder Application, has affirmed the conclusions in the prior 
reports, 260 I. C. C. 123, and 260 I. C. C. 282, that the applicant 
was entitled to a permit authorizing it to perform service, in 
interstate commerce, as a freight forwarder of commodities 
generally when consigned for export from New York, N. Y., 
and Philadelphia, Pa., to United States ports on the Atlantic 
coast south of Norfolk, Va., on the Gulf of Mexico and Pacific 
coasts, and to Eagle Pass and Laredo, Tex., until December 31, 
and also affirmed the denial of authority to perform a domestic 
forwarding service, as well as an export service from other 
points. 

Commissioner Johnson participated in the disposition of 
the proceeding, breaking a tie vote in which Commissioner 
Aitchison, joined by Commissioner Splawn, and Commissioner 
Alldredge, joined by Commissioner Lee, furnished dissents, and 
Commissioner Patterson noted a dissent. The dissenting opin- 
ions dealt with the denial of authority to perform domestic for- 
warding service. 

The report observed that the applicant had sought to per 
form a domestic service from-New York to Brownsville, Dallas, 
Eagle Pass, Houston, Fort Worth, San Antonio, and Laredo, 
Tex., and Oklahoma City and Tulsa, Okla., and that this author- 
ity had been denied by division 4. The majority said the appli- 
cant’s president had testified that it had not “abandoned” its 
domestic operation, but had admitted that no domestic traffic 
had been handled since July, 1942, except a small amount used 
to fill out a car of export traffic destined to Laredo. Further- 
more, it said, the applicant’s solicitor had admitted that he was 
no longer soliciting domestic traffic. Only eight carloads of 
domestic traffic had been handled prior to May 16, 1942, the 
majority said. 

Commissioner Aitchison said the Commission was required 
under section 410(c) of the interstate commerce act to issue a 
permit to a properly qualified applicant if the proposed service 
was, or would be, consistent with the public interest and the 
national transportation policy. He said there was no hint in 
the record or the report that the domestic service might have 
any adverse effect, except so far as that service might increase 
competition protesting freight forwarders had to meet, adding 
that denial solely on that ground was specifically prohibited by 
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section 410(d). He said, furthermore, that the statement that the 
domestic service previously performed did not warrant the 
authority sought but that discontinuance of that service tended 
to establish lack of public interest, was contrary to the Com- 
mission’s experience in the present emergency in which, he 
said, the Commission had frequently recognized the necessity 
for transportation agencies to shift or even temporarily discon- 
tinue certain services because of war conditions. In conforming 
its operations to changed conditions, he said, the applicant could 
not fairly be found to have abandoned its domestic operations 
and that, in any event, the showing of its prior domestic opera- 
tions was rather convincing evidence that it would be entirely 
consistent with the public interest and the national transporta- 
tion policy. 

Commissioner Alldredge said it seemed to him that the 
majority report was “too strict” in its interpretation of the 
applicant’s evidence, observing that there was no “grandfather” 
provision in part IV of the act and no requirement that an 
applicant prove continuity of service before it was entitled to 
a permit. He said the facts clearly showed that the applicant 
was organized for the purpose of engaging in domestic for- 
warder service, and that to deny the permit would have the 
effect of penalizing the applicant for temporarily turning its 
attention to war activities. 

The order said that the permit and order entered January 
20, 1944, and postponed until the Commission’s further order, 
should be in force from and after March 25. 





Structural Iron and Steel Rates 


The Commission, division 2, has resolved a difference of 
opinion that has existed since 1921 between the Western Weigh- 
ing and Inspection Bureau and the railroads as to whether the 
iron and steel rate of 32.5 per cent of first class, or a rate of 
37.5 per cent, applicable on houses or buildings, portable or 
fabricated, should be applied to iron and steel structural ma- 
terials fabricated in transit at Oklahoma City and Tulsa, Okla. 
By a report and order in No. 29011, Corporation Commission, 
State of Oklahoma, vs. Midland Valley Railroad Co., et al., 
embracing No. 29011, Sub. 1, Allied Steel Products Corporation, 
et al. vs. The Atchison, Topeka & Santa Fe Railway Co., et al., 
the division found the 37.5 per cent rate applicable, as con- 
tended by the bureau, but that the rate had been, was, and 
would be unreasonable for the future to the extent that it ex- 
ceeded the iron and steel rate of 32.5 per cent. 

Specifically, the division said: 


We find that the rates charged on complainants’ shipments were 
inapplicable; that the applicable rates were those which applied’ on 
building sheet metal work, iron and steel; and that the applicable rates 
were unreasonable to the extent that they exceeded rates made 32.5 
per cent of the first-class rates concurrently in effect from the same 
origins to the same destinations through the same transit points, and 
that they are and for the future will be unreasonable to the extent 
that they exceed or may exceed rates made 32.5 per cent of the present 
first-class rates from the same origins to the same destinations through 
the same transit points. Defendants will be authorized to waive collec- 
tion of outstanding undercharges to the basis herein found to have 
been reasonable as to shipments on which claims are not barred by 
the statute. 


The order required the defendant railroads, according as 
they participated in the transportation, to establish, on or be- 
fore May 30, on not less than 30 days’ notice, and apply to the 
transportation, in carloads, ‘of iron and steel structural mate- 
rials . . . from points in official, western trunk-line, southern, 
and southwestern territories fabricated in transit at Oklahoma 
City and Tulsa, Okla., and reshipped therefrom to destinations 
in Oklahoma, Illinois, Missouri, Kansas, Arkansas, Louisiana, 
Texas, New Mexica, Colorado, Florida, -Tennessee, Nebraska, 
Montana, Georgia, Kentucky, Iowa, Indiana, Mississippi, South 
Carolina, Arizona, Alabama, California, Wyoming, Pennsyl- 
vania, West Virginia, Ohio, and Rhode Island, rates which shall 
not exceed rates made 32.5 per cent of the present first-class 
rates from the same origins to the same destinations through 
the same transit points.” 


The report said that, because of the difference of opinion 
as to the character of the shipments and the applicable rates, 
a joint check of the records covering the traffic had been made 
by the inspection bureau and representatives of the complain- 
ants in the sub-numbered proceeding. The check revealed that, 
in addition to the contraband material (window sash, glass, 
putty, etc., billed separately) the shipments consisted of “end 
trusses,” ‘‘sections,” “fabricated structural steel,’ and ‘‘build- 
ings.” Thereupon, the report said, the defendants had changed 
the originally billed description on the shipments, “fabricated 
structural steel,” “fabricated structural steel, galvanized sheets, 
and bolts,” ‘structural steel for buildings,’ “structural steel 
for hangers,” “iron and steel fabricated trusses, sections, beams, 
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columns, angle bars, plates, sheets, channels, rods,” and “fabri- 
cated sections, iron and steel buildings, knocked down,” on 
which charges had been collected on the basis of the iron and 
steel articles rate, 32.5 per cent of first class. 


Under the tariff, the report said, in ascertaining the appli- 
cable rates on the shipments from origin to ultimate destina- 
tion, the character of the fabricated material shipped from the 
transit point must be determined. It said that if the shipments 
consisted of articles specifically included in the list of iron and 
steel articles, rates on the basis of 32.5 per cent or specific 
commodity rates, or combinations of such class and commodity 
rates, from origin to ultimate destination, plus the transit 
charge, over the route through the transit point, would apply. 
However, it said, if the articles shipped were not included in 
that list but were properly covered by the descriptions for 
which the defendants contended, rates higher than those on 
iron and steel articles, sought to be collected, would apply. 


; In finding that the rates on iron and steel articles were 
inapplicable, the report said that the exceptions to the western 
classification governing the movement from the transit points 
named all the materials used in the complainants’ fabricated 
material, but did not include the so-called sections as such. 
It continued: 


Complainants contend that, as the materials of which the sections 
are constructed are separately named in the list of iron and steel 
articles, the highest rating named on any of the component parts 
would, under rule 186 of the western classification relating to combina- 
tion of articles, also apply to the complete section, and that as the 
same rating applies on the various items, that rating also would apply 
on the sections. The ratings on the iron and steel articles named in 
the exceptions remove such articles and the rating thereon from the 
classification. As a result, rule 18 cannot be used in connection with 
the establishment of a rating on an additional article constructed by 
combining such separate items. Exceptions rates, not unlike com- 
modity rates, must be applied strictly, and only articles clearly com- 
prehended within the descriptive terms of the exceptions can be consid- 
ered as having been removed from the classification. Therefore, on 
the shipments which included the so-called sections, rates on the basis 
of those on iron and steel articles were inapplicable. 


_ The report said that the governing classification named a 
rating of fifth class on “building sheet metal work, N. O. I. B. 
N., iron or steel, or wood covered with iron or steel or tin 
plate, galvanized, plain or primed, in packages; also C. L,, 
loose, minimum weight 36,000 pounds.” This description, in the 
absence of a more specific one, embraced the so-called sections 
included in all of complainants’ shipments, the report said. It 
added that, under rule 10 of the classification, relative to mixed 
carloads, the rating on sections applied on all other material 
loaded in the cars, except the contraband. The rates on build- 
ing sheet metal work, therefore, were applicable on complain- 
ant’s shipments, it concluded. 


As to the reasonableness of the applicable rate, 37.5 per 
cent of first class, the report said the material shipped from the 
transit point was used in the construction of iron and steel 
buildings, and that some or all of the identified shipments con- 
tained sections, loaded vertically and closely together on open- 
top equipment, with other articles. All of the material, except 
the contraband and the sections, were included in the list of 
commodities on which the rates on iron and steel articles ap- 
plied, it said, and that that list also included separately the 
articles of which the sections were constructed. 


“There is no evidence that in combining those articles (the 
fabricated structural forms and the galvanized sheets) into a 
section their separate values have been materially increased,” 
the report said. “Considering all the facts and circumstances, 
the conclusion is warranted that rates on the considered traffic 
in excess of 32.5 per cent of the corresponding first class rates 
were unreasonable.” 


A. C. & Y., AND N. 0. REORGANIZATION 


By a report and order in Finance No. 9923, Akron, Canton 
& Youngstown Railway Co., and Northern Ohio Railway Co. 
Reorganization, the Commission, division 4, has fixed the sum 
of $13,500 as the maximum limit of final allowance to be paid 
out of the estates of the debtors as reasonable compensation 
for all services rendered by the petitioners as counsel for the 
reorganization managers in connection with the consummation 
of the debtors’ reorganization plan. Such allowance, it said, 
was to cover any overhead expenses with respect to such serv- 
ices for which provision should be made. 


The division said that by a petition filed December 16, 1944, 
in proceeding No. 28282, pending in the federal court for the 
Ohio northern district, eastern division, for reorganization 0 
the debtor railroads, the firm of Squire, Sanders & Dempsey, 
of Cleveland, O., requested an allowance for service rendered 
as counsel for the debtors’ reorganization managers. It said the 
petitioners requested an allowance of $13,950 for services ren- 
dered from April 19, 1943, to the conclusion of the proceedings, 
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and that they completed their services as counsel for the re- 
organization managers on November 4, 1944. 


Granite Motor Rate 


By a report and order in MC C-387, Victory Granite Co. 
Successor to Richard V. Storer, dba Sauk Rapids Granite Co. 
vs, Central Truck Lines, Inc., et al., the Commission, by Com- 
missioner Barnard, has found unreasonable a second-class rate 
of $3.25 charged on a shipment of polished building granite 
from Sauk Rapids, Minn., to Tampa, Fla., fo the extent that it 
exceeded the aggregate of intermediate rates, $2.48. 


The report said the governing national motor freight clas- 
sification rated polished building granite fourth class in less 
than truckloads, and seventh class, minimum 36,000 pounds, 
reduced to 20,000 volume minimum by exception. It said that 
no class rates lower than the sixth-class rates were maintained 
by the defendants, but that the classrate tariff contained a 
class-rate “stop” of second class between Sauk Rapids and 
Tampa, to which, it said, each of the defendants was a party. 
It said there was no dispute concerning the applicability of the 
second-class rate charged on the shipment. 


It said that the assailed rate exceeded the aggregate of the 
intermediate rates contemporaneously applicable over the route 
of movement, and that the lowest combination instanced by 
the complainant had been $2.48, composed of factors of 25 
cents from Sauk Rapids to Minneapolis, $1.80 from Minneap- 
olis to Lake City, Fla., and 43 cents beyond. It said that joint 
rates that exceeded the aggregate of intermediate rates were 
prima facie unreasonable, a presumption that the carriers had 
not overcome by a showing that the aggregate of intermediates 
was unreasonably low. 

“They contend that it would be inconsistent to find unrea- 
sonable the joint second-class minimum rate,” said the report, 
“and at the same time to approve as a factor of the aggregate 
of intermediates, the fourth-class rate from Minneapolis to 
Lake City which itself results from a minimum rate restriction. 
The finding herein does not constitute an approval of the meas- 
ure of the defendants’ rate on polished building granite from 
Minneapolis to Lake City, or the manner of its publication. 
The conclusion reached is simply that the joint rate charged 
was unreasonable to the extent that it exceeded the combina- 
tion of intermediate rates which would have applied on the 
shipment in the absence of a joint rate.” 


The commissioner rejected a contention of the defendants 
that the complaint should be dismissed or that its disposition 
delayed until such time as the complainant had shown that it 
had a suit pending in a court of competent jurisdiction, follow- 
ing the decision of the Commission in Bell Potato Chip Co. vs. 
Aberdeen Truck Line. The commissioner said that a careful 
reading of a quoted portion of the decision in that case indi- 
cated clearly that “the Commission did not intend to, and did 
not prescribe an inflexible rule requiring that in all proceed- 
ings such as this the complainant must show that a suit has 
been instituted in court before we may exercise our jurisdic- 
tion to make an administrative finding respecting the lawful- 
ness of motor carrier rates charged on past shipments.” He 
Said the Commission had been careful not to prescribe a pre- 
cise rule and had merely pointed out, for the purpose of dis- 
couraging the filing of frivolous or moot complaints that “gen- 
erally speaking” proceedings of this type “should” not be 
brought before it prior to the institution of a suit in court and 
should” show that such court action had been brought within 
the period allowed by the applicable statute of limitations. He 
said there was nothing in the report to bar consideration on 
the merits of such a complaint although no court action had 
been instituted, where the circumstances warranted such ac- 
tion. He also observed that the instant complaint was neither 
frivolous or moot and had been filed four months before the 
report in the cited proceedings was issued. 


Motor Cargo Authority 


The Commission, division 5, has granted certain “grand- 
father” authority to Motor Cargo, Inc., of Akron, O., and denied 
a public convenience and necessity application filed as a matter 
of precaution. The action was taken by a report and order 
in MC 74721, Motor Cargo, Inc., Common Carrier Application, 
embracing MC 74721, Sub. 1, Same, the name and number 
assigned to MC 31433, The Shippers Transportation Co. Com- 
mon Carrier Application, after merger into Motor Cargo; and 
MC 31433, Sub. 1, The Shippers Transportation Co. Extension. 

In MC 74721, the applicant was granted authority to con- 

hue operations as a common carrier of general commodities, 
With exceptions, between the points on, and over, 31 regular 
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routes, serving specified intermediate and off-route points in 


Ohio, Pennsylvania, Indiana, Illinois, Iowa, Minnesota, and 
Wisconsin. 


In MC 74721, Sub. 1, formerly MC 31433, Motor Cargo, as 
successor in interest to The Shippers Transportation Co., was 
found entitled to continue operation as a common carrier of 
general commodities, with exceptions, between points on, and 
over, 17 regular routes, serving specified intermediate and off- 
route points in Ohio, Pennsylvania, New York, New Jersey, 
Delaware, Maryland, and the District of Columbia. 


In MC 31433, Sub. 1, the division found that the applicant 
had failed to show that public convenience and necessity re- 
quired the proposed operations as a common carrier of general 
commodities, with exceptions, between points in Ohio, Pennsyl- 
vania, Maryland, Delaware, New York, New Jersey, and the 
District of Columbia, over regular routes. 


The division rejected a contention that, in connection with 
“grandfather” rights, it should consider the evidence pertaining 
to Motor Cargo’s operations and those of The Shippers Trans- 
portation Co. as a whole, observing that the applicant was 
claiming “grandfather” rights under its own operations and 
under those of its predecessor, and that it was necessary for 


Motor Cargo to establish its rights under operations conducted 
by each carrier. 


The division denied a claim to unrestricted authority with 
respect to claimed routes west of the Illinois-Indiana state line. 
It said that Motor Cargo claimed it had never restricted those 
operations to an inter-territorial service and that it had always 
held itself out to render both an inter-territorial and an intra- 
territorial service. It said that the only substantial intra-terri- 
torial operations shown to have been performed by the appli- 
cant were those rendered by it from the Twin Cities to Chicago 
and points in the Chicago commercial zone. Shipments shown 
to have been carried between other points had been so insub- 
stantial, infrequent, and inconsistent with the applicant’s hold- 
ing out as to warrant a disregard of the latter, it said. 


The division said Motor Cargo claimed it was entitled to 
a “grandfather” certificate authorizing it to serve all points 
within 15 miles of the corporate limits of Minneapolis, St. Paul, 
Milwaukee, Chicago, Akron, and Cleveland, and all points with- 
in 5 miles of the corporate limits of Youngstown and Daven- 
port. As to these claims, the division found, as to the Twin 
City area, that the applicant had established the right to con- 
tinue service to all points within 5 miles of the area; as to the 
Milwaukee area, that it had failed to establish rights to or 
from points within 15 miles of Milwaukee; as to the Chicago 
area, that it had established the right- to continue to serve 
all points within the Chicago commercial zone; as to the Daven- 
port area, that it had failed to establish such rights to or from 
points within 5 miles of Davenport; as to the Akron, area, that 
it had established the right to continue to serve all points 
within 15 miles of Akron; as to the Cleveland area, that it had 
established a right to continue to serve all points within 5 miles 
of Cleveland; as to the Youngstown area, that it had failed to 
establish the right to serve points within 5 miles of Youngs- 
town. 

As to “grandfather” rights claimed by Motor Cargo as suc- 
cessor in interest to Shippers Transportation in terminal areas, 
the division found, as to the Akron area, that the claimed 
rights duplicated those granted in the title proceeding and would 
not be further considered; as to the Cleveland area, that Motor 
Cargo had failed to establish the right to serve points within 
15 miles of Cleveland; as to the Youngstown area, that it had 
failed to establish rights to serve points within 5 miles of 
Youngstown; as to the Harrisburg area, that it had failed to 
establish a right to serve points within 15 miles of Harrisburg; 
as to the Pittston and Wilkes-Barre areas, that it had failed 
to establish the right to serve points within 5 miles of those 
cities; as to the Philadelphia area, that it was entitled to 
authority to serve all points in the Philadelphia commercial 
zone; as to the New York area, that it had established the 
right to serve the off-route points of Kearney and Paterson, 
N. J., and all points in the New York commercial zone; as to 
the Baltimore area, that it was not entitled to a “grandfather” 
certificate to serve points within 15 miles of Baltimore; and 
as to the Washington, D. C., area, that it had failed to estab- 
lish the right to serve any points within 15 miles of Washington. 

Discussing the application in MC 31433, Sub. 1, the report 
said that Motor Cargo urged that it be considered as a con- 
tinuation application, rather than one for authority to institute 
a new or extended service, and that this difference was funda- 
mental as it had a far-reaching effect on the nature and 
quantum of proof required. It said that Motor Cargo had failed 
to sustain the burden of showing that existing carriers were 
unable to provide adequate service and that it had not shown 
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that public convenience and necessity required the proposed 
service. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob 
tained by prompt application to the Commission.) 


Grapefruit 


No. 29120, Atlantic Commission Co., Inc., vs. St. Louis, 
Brownsville & Mexico Railway Co. (Guy A. Thompson, Trus- 
tee) et al. By the Commission, Commissioner Alldredge. Dis- 
missed. Rate charged and rate sought to be charged on a 
carload of fresh grapefruit from Hauser, Tex., to Maspeth, 
N. Y., found inapplicable. Applicable rate determined, and 
shipment found undercharged. “A rate of $1.46 sought to be 
applied on the carload of grapefruit, shipped November 12, 
1942, and rate charged of $1.19 found inapplicable. Rate of 
$1.20 found applicable. The case involved tariff interpretation, 
under which defendants claimed an intention to exclude Maspeth 
from application of a lower commodity rate in the tariff. The re- 
port said the Commission’s tariff rules contemplated that tariffs 
contain clear and definite rate applications, and that if the 
defendants had intended to exclude Maspeth the item should 
have so indicated. The $1.20 rate was found applicable under 
the alternative provisions provided in section 1 of the citrus 
fruits tariff, Agent Peel’s I. C. C. No. 3430. 


Sisal 


No. 29135, Midwest Waste Material Co. vs. Canadian Na- 
tional Railways et al. By the Commission, Commissioner 
Splawn. Dismissed. Rate of fifth-class, 66 cents, on sisal, dam- 
aged by fire, in carloads, from St. Catherines, Ontario, Canada, 
to St. Louis, Mo., found applicable, and applicable rate not 
shown to have been or to be unreasonable. The damaged sisal, 
on arrival, was put through a rope cutter and shredder and 
converted into a plastering fibre, the report said, adding that 
the governing classification did not specifically rate burnt or 
scrap sisal as such. Plastering fibre, it said, was rated fifth 
class. It said the classification specifically rated sisal fibre 
fifth class and that the description was “unequalified, and em- 
braces sisal fibre whether new, old, used, burnt, or otherwise 
damaged. The specific rating of fifth class was, therefore, ap- 
plicable.” 


Two-for-One Rule 


No. 29158, John Buckmiller et al. vs. Union Pacific. By 
the Commission, Commissioner Patterson. Failure to provide 
a so-called two-for-one rule in connection with rates on ship- 
ments of feeder sheep from Armstead, Mont., to Dubois and 
Spencer, Ida., and from Apex, Mont., to Spencer, found to 
have resulted in unreasonable charges. Waiver of collection 
of undercharges authorized. The report said the defendant did 
not oppose the relief sought and had stated that the rates 
were not made subject to the two-for-one rule through inad- 
vertence. It said that, after the shipments in issue had moved, 
a two-for-one rule was established. The report showed that the 
complainants had ordered four, one, and ten double-deck cars, 
but that the defendant, for its own convenience, had furnished 
eight, two, and twenty single-deck cars. 


Circuitous Routing 


I. and S. M-2334, Circuitous Routing over United Truck 
Lines. By division 2. Proposed changes in motor-carrier rates 
between Portland, Ore., and Seattle and Tacoma, Wash., over 
a circuitous route via Spokane, Wash., found unjust and un- 
reasonable. Proposed schedules ordered cancelled on or before 
March 12, and proceeding discontinued. By schedules filed to 
become effective November 25, 1943, United Truck Lines, Inc., 
proposed to establish the aforementioned changes in rates. On 
protest, operation of the proposed schedules was suspended 
until June 25, 1944, and the effective date of the schedules post- 
poned indefinitely. The report said that, while transportation 
might not be performed under the proposed rates while Office 
of Defense Transportation regulations remained effective, the 
respondent wished to have the rates available when the re- 
striction on circuity was removed. It said there was no conten- 
tion by the respondent that the proposed rates would be rea- 
sonably compensatory when applied over the circuitous route, 
and that this was the predominant element to be considered. 
The report observed that the tariff containing the protestants’ 
rates did not show the respondent as a participant but that in 
its routing section it included the abbreviation “UTL” and the 
point of Spokane. These provisions, it said, were indefinite and 
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violated the Commission’s tariff rules, and should be cancelled 
promptly. ‘ 
Jun 


I. and S. M-2385, Junk, etc., over the Santa Fe Trail Trans- 
portation Co. By division 2. Discontinued. Proposed restriction 
of motor common carrier truckload classification-exceptions 
ratings on junk so as not to apply on northbound and east- 
bound shipments over the lines of. the respondent between 
points in the southwest and in Western Trunk-Line Territory, 
resulting in increased class rates, fund unjust and unreasonable. 
By schedules filed to become effective March 25, 1944, parties 
to a classifications exceptions tariff issued by the Mid-Western 
Motor Freight Tariff Bureau, Inc., proposed the aforementioned 
restriction. On protest of the Price Administrator and the Di- 
rector of Economic Stabilization, operation of the proposed 
schedules was suspended until October 25, 1944, and the re- 
spondents have postponed their effective date indefinitely. The 
schedules were ordered cancelled on or before March 15. The 
report said the principal reasons advanced to justify the pro- 
posal were that the Santa Fe transported little junk and that 
the rates based on the exceptions ratings were unduly low. It 
said that shippers and receivers were entitled to reasonable 
ratings and rates regardless of the infrequency of their ship- 
ments. Under the proposed schedules, it said, rates on articles 
based on 15.5 per cent of first class would be increased to as 
much as 55 per cent of first class. On the evidence, it said, 
respondents had not sustained the burden of showing such in- 
creased rates just and reasonable. 


Crushed Stone, Etc. 


No. 25020, Rates on Crushed Stone, Gravel, Sand, and Slag 
within the State of Ohio. By the Commission. Found that 
transportation conditions affecting intrastate transportation of 
the commodities considered from Brink Haven, O., to Mans- 
field and nearby points in Ohio, and interstate transportation 
of same commodities from Sharpsville, Pa., and Weirton, W. Va., 
to points in Ohio were substantially similar; that interstate 
rates in effect from the West Virginia points to points in Ohio 
were just and reasonable; that present intrastate rates from 
Brink Haven to Mansfield and nearby Ohio points were less 
than reasonable, did not contribute a fair proportion to respond- 
ents’ revenues, and resulted in unjust discrimination; and that 
the discrimination could and should be removed by the estab- 
lishment of intrastate rates from Brink Haven to Mansfield 
and nearby points in Ohio not lower than rates prescribed in 
the prior report, 191 I. C. C. 206, as modified by subsequent 
general rate changes. The report said no order would be en- 
tered at present, but that the case would be held open for 60 
days to permit arrangements between respondents and the 
Public Utilities Commission of Ohio for the establishment of 
the rates found lawful. Commissioner Aitchison dissented. 


Dried Beans, Etc. 


Fourth Section Application No. 18864, Dried Beans from 
the West to the Southwest. By the Commission, division 2. 
Authority granted by fourth section order No. 15252 to carriers 
parties to Agent J. R. Peel’s tariff I. C. C. No. 3036, and to 
Agent L. E. Kipp’s tariff I. C. C. No. A-2914, to establish and 
maintain, for the transportation of dried beans (exclusive of 
cocoa, vanilla, or tonka beans) peas and lentils, in bulk or in 
bags, barrels or boxes, in straight or mixed carloads, minimum 
70,000 pounds, from points in Colorado, Idaho, Montana, 
Nebraska, Nevada, New Mexico, Oregon, South Dakota, Utah, 
and Wyoming, to destinations in Arkansas, Louisiana, Missouri, 
and Texas, as defined in the application as amended, over cir- 
cuitous routes through St. Louis, Mo., or East St. Louis, Ill. 
rates the same as those contemporaneously maintained over 
competing short tariff lines or routes from and to the same 
points but not lower than the present rates in effect over the 
latter routes, and to maintain higher rates to intermediate 
points, provided that the rates to such higher-rated intermediate 
ponits shall not be increased except as authorized by the Com- 
mission and shall in no case exceed the lowest combination of 
rates subject to the interstate commerce act; provided further 
that the authority granted shall not include intermediate points 
as to which the haul of the petitioning line or route is no 
longer than that of the direct line or route between the com- 
petitive points; and provided further that the authority shall 
not apply to circuitous lines or routes more than 50 per cent 
circuitous where the distance over the short route is 1,000 miles 
or less, or more than 3314 per cent circuitous where the short 
route exceeds 1,000 miles, except that where the short. route 
exceeds 1,000 miles and the distance over the longer line oF 
route does not exceed 1,500 miles, relief will apply to such 
longer line or route even though the longer line or route 1s 
more than 33% per cent circuitous. All other and further relief 
was denied, effective April 30. Commissioner Alldredge dis- 
sented in part. 
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Commission Motor Reports 


(An asterisk defore the docket aumber means that the report 
will not be printed in full in the permanent series of motor carrier 
seports of the Commission. Mimeographed copies of such reports in 
ull may. be obtained by prompt application to the Commission.) 


MC 12295, Perry Earl Crabtree, Oakland, Calif., broker. 
License granted. Passengers, by motor vehicle, between all 
points in the United States. 

*MC 55218, Boson-New York Transportation Co., Chelsea, 
Mass., common carrier. Amended certificate granted. Appli- 
cant, as successor-in-interest of Lillian Sidell, found entitled 
to continue operation as a motor vehicle common carrier of 
general commodities, with exceptions, between Boston, Mass., 
and New York, N. Y., serving various intermediate and off- 
route points, over described routes. 

*MC 74001, Sub. 49, Lloyd M. MacPherson, Grand Rapids, 
Mich., extension. Certificate denied. Cash registers, not packed 
or boxed, from Detroit, Mich., to Dayton, O. 
















Railroad Abandonments 


Mo. Pac. 


By an order in Finance No. 14273, Missouri Pacific Railroad 
Co. Trustee Abandonment, the Commission, division 4, has ex- 
tended the effective date of the certificate of abandonment from 
February 10 to September 1, and has also extended to two years 
from September 1 the period in which the Commission reserves 
jurisdiction to consider the question whether conditions should 
be imposed for protection of employes who may have been ad- 
versely affected. The abandonment involved a branch line ex- 
tending from Sedalia to Warsaw, approximately 42 miles, all in 
Pettis and Benton counties, Mo. (See Traffic World, February 
19, 1944, p. 443.) The division said that previously the Com- 
mission had received from Benton county and the towns of War- 
saw, Lincoln, and Cole Camp, Mo., and numerous citizens and 
shippers in the territory, petitions asking that the certificate’s 
effective date of February 10 be extended to require the opera- 


tion of the line for at least one year and during the war 
emergency. 















M. C. 


On the question whether terms and conditions should be 
imposed for protection of employes, the Commission, division 4, 
has reopened for further hearing, at a time and place to be 
designated, the proceeding in Finance No. 14003, Michigan Cen- 
tral Railroad Co. et al. Abandonment. It said the action was 
taken on further consideration of the record, of the petitions of 
the Railway Executives’ Association for leave to intervene and 
for reopening and reconsideration, and of the answer of the 
applicants to the petition for leave to intervene. It further re- 
cited that no answer to the petition for reopening and reconsid- 
eration had been filed and that the time therefor had expired. 
The division granted the labor executives’ petition to intervene 
for the purpose of filing a petition for reopening and reconsid- 
eration and participation in future proceedings with respect to 
the interests of the applicant’s employes who might have been 
adversely affected by the abandonment. 


T. & P. 


By a supplemental order in Finance No. 13981, Texas & 

Pacific Railway Co. Abandonment, etc., the Commission, divi- 
sion 4, has permitted the Railway Labor Executives’ Associa- 
tion to intervene for the purpose of filing a petition for reopen- 
Ing and reconsideration of the question of the protection of the 
applicant’s employes who might have been adversely affected 
by the abandonment therein permitted. The division also ex- 
tended for an additional period of two years the period for 
which jurisdiction was reserved in the certificate and order, 
dated February 4, 1943, for consideration of the question 
whether conditions should be imposed for the protection of such 
employes. 
_ This is one of a group of cases in which the labor associa- 
tion asked leave to intervene, calling attention to the fact that 
the Period originally set in which the Commission retained 
jurisdiction to consider whether employe protective conditions 
should be imposed (see Traffic World, Feb. 3, p. 253. In Finance 
~ 13981, the period would have run out February 4. The sup- 
Plementa! order was dated February 3. 



























































































T. P. & W. NOTES 
e€ Commission, division 4, in Finance No. 14607, Toledo, 
_& Western Railroad Notes, has authorized the T. P. & 
: . to issue, at not less than par, not exceeding $100,000 of notes, 
Pa A, to bear interest at a rate of not more than 3 per cent 
year and to mature not later than June 1, 1949. The action 
% the Commission was announced in a memorandum, the text 
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of the report and order to be made public when available in 
accord with the Commission’s procedure in such finance cases. 

The decision to authorize issuance of the notes was reached 
after Examiner H. C. Howard, in a proposed report in the 
proceeding, had recommended denial of the application. The 
examiner said that, when the properties of the applicant were 
taken over by the director of the Office of Defense Transpor- 
tation, its cash working capital and other assets were also taken 
over. This, he said, left the applicant without funds, and he 
summarized the needs for additional cash working capital, as 
advanced by the applicant, as follows: Salary of president, 
$33,000; salaries of others, $23,000; traveling expenses, $3,500; 
employers’ portion of taxes for old-age pensions and unem- 
ployment on executive salaries, $1,000; various amounts that 
might not be paid by the O. D. T., $3,000; emergency and re- 
serve balance, $21,500; and interests on the proposed notes, 
$15,000 (see Traffic World, July 29, 1944, p. 251). 

Extended correspondence was exchanged between George 
P. McNear, Jr., president of the T. P. & W., and the Commis- 
sion’s Bureau of Finance, following issuance of the examiner’s 
proposed report. 


COMMON CARRIER LIST 


The Commission has issued supplement No. 51, cancelling 
supplement No. 50, to List No. 3 of corporate names of common 
carriers by rail (including express), water or pipe line (includ- 
ing names of their receivers or trustees, if any) filing tariffs, 
concurrences, or powers of attorney with the Commission, and 
compiled from its records February 1. The list bears the nota- 
tion that supplements Nos. 38 and 51 contain all changes. The 
instant supplement was prepared by the section of tariffs of 
the Commission’s Bureau of Traffic. 


MILWAUKEE REORGANIZATION 


By a supplemental certificate in Finance No. 10882, Chi- 
cago, Milwaukee, St. Paul & Pacific Railroad Co. Reorganiza- 
tion, the Commission, division 4, has certified, by way of cor- 
recting an error in its certificate issued January 6, 1945, as to 
the results of the balloting on the plan of reorganization, that 
creditors of class 7 holding $47,425,100 principal amount of the 
debtor’s convertible adjustment bonds had accepted the plan. 
The amount mentioned in the earlier certificate was $53,964,400, 
according to the order. 


STEAM RAILWAYS REPORT FORM 


The Commission, division 1, has issued an order effective 
January 1, vacating its order of December 18, 1943, In the 
Matter of Annual Reports from Steam Railway Companies 
and Switching and Terminal Companies or Class I and Class 
II, and requiring large and medium steam railways of Class I 
and Class II to file annual reports for the year ended Decem- 
ber 31, 1944, and for each succeeding year, in accordance with 
annual report Form A (Large and Medium Steam Roads and 
Switching Terminal Companies). The order approved and 
made the form a part of its provisions. 

The railroads named are required to file the annual re- 
port, in duplicate, in the Commission’s Bureau of Transport 
Economics and Statistics, on or before March 31 of the year 
following the,one to which it relates. 


REGULAR AND IRREGULAR ROUTES 


Time for filing exceptions or briefs to the tentative report 
of the Commission, division 5, in MC C-246, Transportation 
Activities of Brady Transfer & Storage Co., has been extended 
from February 20 to April 2, according to a notice issued by 
Secretary Bartel, of the Commission. He said the extension 
had been granted at the request of the Irregular Route Com- 
mon Carrier Conference of the American Trucking Associa- 
tions, and added that reply exceptions or briefs would not be 
permitted. 

In its tentative report in the proceeding, the division set 
up the characteristics of motor carrier service that, taken to- 
gether, constituted regular-route service in the opinion of the 
division, arid it found that Brady was conducting unauthorized 
regular-route operations. At the same time it invited excep- 
tions or briefs on its tentative conclusions (see Traffic World, 
Dec. 30, 1944, p. 1676). 

One such brief on exceptions has been filed by G. H. Dilla, 


of Cleveland, O., a practitioner before the Commission (see 
Traffic World, Feb. 3, p. 261). 


COMMISSION ORDERS 
MC-FC 16717, Federal Storage Warehouse, Inc., purchase, William 
Schafer & Son, Inc. Petition of applicant for rehearing and reconsidera- 
tion, denied. 
MC-F 2553, C. R. Whistler and Mary Whistler, control; Lafayette- 


Indianapolis Transit Co., Inc., lease, Foster Freight Lines, Inc. Appli- 
cation dismissed. 
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Finance 14693, Hoboken Rail Road, Ware House and Steamship Con- 
necting Co., operation. Time within which intervener, Hoboken Manu- 
facturers Railroad Co., may file a petition for reconsideration with 
respect to report and order of December 2, 1944, extended from Febru- 
ary 2, to February 6. 

MC-C 440, Terminal to terminal transportation by motor common 
carriers for freight forwarders. Motion of respondents to discontinue 
proceeding and strike proposed report, and, alternatively, to assign pro- 
ceeding for hearing, overruled, except as to request for a hearing. 

W-587, Foss Launch & Tug Co., temporary authority application, 
Port Gamble, and Foss Launch & Tug Co., temporary authority appli- 
cation, Tacoma. Time for filing petitions for reconsideration in proceed- 
ings, extended to March 1. 

No. 29029, Safety Guard & Manufacturing Co. vs. A. T. & S. F. et al. 
Time for filing petitions for reconsideration, extended to February 23. 
Order of December 4, 1944, modified to become effective May 1. 

Finance 14447, Washington & Old Dominion purchase, and Finance 
14479, Washington & Old Dominion notes. Petition for reconsideration 
and argument filed Ly Nellie O. Fletcher, intervener, denied. 

MC 31444, Samuel Schreiber and Mrs. Harry Schreiber, common car- 
rier application. Reopened for reconsideration. Order of March 2, 
1944, effective May 15, 1944, vacated. 

No. 29101, Zenith Dredge Co. vs. Northern Pacific. 
of order of Dec 5, 1944, is postponed to April 14. 

1. & S. M-2417, Overflow rules in Middle West. Respondents under 
special permission having filed tariffs effective January 24, cancelling 
schedules under postponement, proceedings discontinued. 

1. & S. M-2455, Petroleum products, Lovell, Wyo., to Nebraska points. 
Respondent under special permission having filed a tariff effective Jan. 
8, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2471, Class rates, Diamond State Motor Freight. Re- 
spondent under special permission having filed a tariff effective Dec. 23, 
1944, cancelling suspended schedules, proceeding discontinued. 

‘Il. & S. M-2472, Pipe fittings, Radford and Lynchburg to N. C. and 
S. C. Respondents under special permission having filed a tariff effective 
Jan. 1, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2475, Sand Point Naval Air Station, Wash., arbitraries. 
Respondents under special permission having filed tariffs effective Jan. 
4, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2486, Elimination of participation. Respondents under 
special permission having filed tariffs effective Jan. 9, and later, can- 
celling suspended schedules, proceeding discontinued. 

W-326, Central Barge Co., applications. Effective date of amended 
certificate and order of Oct. 21, 1944, further postponed to April 15. 


Effective date 


MOTOR FINANCE CASES 

MC-F-2744, Watkins Motor Lines, Inc.—Lease—A. B. C. Truck Lines, 
Ince. Application for authority under section 210a(b) of Watkins Motor 
Lines, Inc., of Thomasville, Ga., for temporary operation of motor- 
carrier properties of A. B. C. Truck Lines, Inc., of Rome, Ga., granted 
February 1, 1945, provided within 30 days from February 1, 1945, Wat- 
kins Motor Lines, Inc., shall have (1) complied with sections 215 and 
217 of the act and rules and regulations prescribed thereunder, (2) 
instituted operations pursuant to the authority granted, and (3) con- 
firmed, in writing, to the Commission, immediately upon commence- 
ment of operations, the date operations were commenced. 

MC-F-2711, B. D. Kelly—Control; Apex Transportation, Inc.—Pur- 
chase—C. S. Schaub. Application for authority under section 210a(b) 
of Apex Transportation, Inc., of Charlotte, N. C., for temporary opera- 
tion of motor-carrier properties of C. S. Schaub, doing business as Apex 
Motor Lines, of Apex, N. C., granted with conditions. 

MC F-2362, Fay V. Watson et al—Control; Watson Bros. Trans- 
portation Co., Inc.—Purchase—Dwight Weinland, embracing No. MC-F- 
2489, Fay V. Watson et al—Control; Watson Bros. Transportation Co., 
Inc.—Purchase—George R. Henry. 1. Purchase by Watson Bros. Trans- 
portation Co., Inc., of Omaha, Neb., of certain operating rights of 
Dwight Weinland, doing business as Weinland Truck Line, of Colby, 
Kan., and operating rights of George R. Henry, doing business as 
Burnham Truck Line, of Denver, Colo., and acquisition of control of 
said operating rights by Fay V., Ray E., and Thomas W. Watson, all 
of Omaha, through such purchases, approved and authorized, subject 
to condition. 2. Issuance of certificate to Dwight Weinland, doing 
business as Weinland Truck Line, approved and authorized upon com- 
pliance with certain conditions. 

MC F-2739, Edwin E. Clarke et al.—Purchase—Joseph C. Whinney, 
Jr. (Joseph G. Whinney, III, Administrator). Applications for authority 
under section 210a(b) of Edwin E. Clarke, doing business as Clarke 
Motor Express, of Allentown, Pa., Elliott Brothers Trucking Co., Inc., 
of Easton, Md., and Howard Motor Lines, Inc., of Gastonia, N. C., for 
temporary operation of portions of the motor carrier rights of the 
estate of Joseph G. Whinney, Jr., (Joseph G. Whinney, III, Adminis- 
trator), doing business as Whinney’s Express, of Philadelphia, Pa., 
granted, with conditions. 


FINANCE APPLICATIONS 

Finance No. 14836, The Pennsylvania Railroad Co. asks authority 
to assume, as guarantor, obligation and liability in respect of Pennsyl- 
vania equipment trust certificates, series P, in the principal amount of 
$6,000,000, and for the sale thereof. The application said the applicant 
desired to obtain the use and ultimately the ownership of 25 steam 
locomotives and tenders and 500 freight cars, at an estimated cost of 
not less than $7,500,000, the equipment contemplated to be constructed 
in the shops of the applicant, or, if substitutions are required, to be 
acquired from outside manufacturers or through construction in the 
shops of the applicant. The certificates, according to the application, 
will mature in 15 annual installments on February 1 of each year from 
February 1, 1946, to and including February 1, 1960, to bear dividends 
at a rate to be determined by competitive bids. 

MC F-2747, D. J. MacDonald, William S. Hawkins, Burl C. Haga- 
done, Loretta Kulp, and Floyd L. Smith, dba Interlake Transportation 
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Co., Coeur d’Alene, Ida., ask authority to purchase certain operating 
rights of C. Paul Sandifur, dba Farragut Bus Lines, Spokane, Wash. 

MC F-2748, Clara Barnett, Cleveland, O., asks authority to purchase 
certain operating rights of Wilson Motor Lines, Inc., Cleveland. 

MC F-2749, Barnett Trucking Co., Cleveland, O., asks authority to 
lease for five years from Clara Barnett, Cleveland, certain operating 
rights proposed to be purchased in MC F-2748. 

MC F-2750, John H. Holmes, dba Holmes Transportation Co., and 
Homes to Homes Transportation Co., of Middletown, O., asks authority 
to acquire control of the O. K. Trucking Co., of Cincinnati, through 
ownership of capital stock. 

MC F-2751, National Chair Manufacturing Corporation, of Ashe- 
boro, N. C., asks authority to lease certain operating rights of M. ¢. 
Lucas, Pearlie M. Lucas, and A. B. Cox, dba Piedmont Trucking Co., 
also of Asheboro. 

MC F-2752, Beverly C. Gibson, vice-president, Gibson lines, of Sacra- 
mento, Calif., asks authority to purchase certain operating authority, 
and to lease certain equipment of W. J. Perry, dba Nevada-California 
Stage Line, also of Sacramento, and temporarily to operate. 

L. E. (Prince) Wales, dba Wales Trucking Co., of Dallas, Tak.., 
asks authority to purchase certain operating authority of C. Hobson 
Dunn, also of Dallas. 


PETITIONS FOR REHEARING, ETC. 

No. 28984, Durez Plastics & Chemicals, Inc., vs. C. M. St. P. & P. 
et al. Defendants ask for reconsideration by entire Commission of 
report and order of December 22, 1944. 

Finance 14469, Nashville, Chattanooga & St. Louis abandonment. 
Applicant asks for reconsideration by entire Commission. 

No. 29015, San Francisco and Napa Valley R. R. vs. Southern Pacific 
Co. et al. Navy Department, intervenor, asks for reopening, reargu- 
ment, reconsideration, and reversal of report and order of December 
11, 1944. 

1. & S. 5291, Passenger fares, Detroit & Cleveland Navigation Co. 
Price Administrator, protestant, on his own behalf and on behalf of 


Economic Stabilization Director, asks for reconsideration of report and | 


order by division 3, of December 4, 1944. 

‘iMC-F 1807, Dollar Lines, purchase, United Stages System, Inc., and 
MC-F 1808, Greyhound Corp., control; Pacific Greyhound Lines, control, 
Dollar Lines. West Coast Bus Lines, Ltd., protestant, asks for leave to 
file a petition for reconsideration of decision of November 2, 1944, for 
further hearing, modification of order, or in alternative, an investigation 
under section 5 (7) of act. 

Fourth Section Application 20822, Wooden handles from southwest 
to south. Applicants ask for rehearing. 

W-377, River Terminals Corp., common carrier application. L. N. 
Boudreaux (Est. L. N. Boudreaux, Mrs. L. N. Boudreaux, Owner and 
Executrix) asks for leave to file a reply to petition of River Terminals 
Corp. for reopening and reconsideration of order of division 4 of 
November 13, 1944. 


HOUSEHOLD GOODS STORAGE INQUIRY 


By an order in MC C-426, Household Goods Stored Inter- 
mediate to Destination, an investigation into the reasonable- 


ness and lawfulness of the rules, etc., affecting rates and | 
charges in connection with the storing of shipments of house- | 
hold goods at points intermediate to final destinations when ~ 


conditions beyond the control of the carriers make it impos- 
sible to proceed to such destinations (see Traffic World, Oct. 
7, 1944, p. 904), the Commission, division 2, has discontinued 
the investigation. 

The order said that the respondents had filed tariffs effec- 
tive December 18, 1944, and later, cancelling the schedules 
under investigation. 


A. & M. DEFICIT STATUS 


The Commission, division 4, by an order in Finance No. 
5045, Arcata & Mad River Railroad Co. Deficit Status, has re- 
opened the proceeding for reconsideration of the issues involved 
in a petition filed by the railroad. The railroad asked the Com- 
mission to reopen the matter of its claim under section 204 
of the transportation act of 1920, as amended January 7, 1941, 
for the purpose of reconsidering the findings and conclusions 
of the division in its report and order dismissing a claim for 
$72,401.84 for the entire period of federal control (see Traffic 
World, Nov. 11, 1944, p. 1220). Commissioner Mahaffie noted a 
dissent. : 

The division assigned the proceeding for oral argument In 
Washington, D. C., on February 19. 


DRUMMOND LIGHTERAGE APPLICATION 


By an order in W-580, Sub. 1 TA, Drummond Lighterage 
Co. Temporary Authority Application—Bremerton, the Com- 
mission, division 4, has authorized Drummond to operate as 4 
common carrier in the performance of freight-car ferry service, 
in interstate or foreign commerce, in the transportation of gas 
in tank cars by non-self-propelled vessels with the use of 
separate towing vessels, between Seattle and Bremerton, Wash. 
The order said there was an immediate need for the service, 


and that there was no other carrier service capable of meet — 


ing the need. 
The order is to continue in force until December 31. 
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Southern Limited Control 


Examiners W. R. Brennan and Frank A. Clifford, in a 
proposed report in MC F-2583. The Greyhound Corporation— 
Investigation of Control—The Southern Limited, Inc., have 
recommended that the Commission find that “the evidence ad- 
duced does not establish that the control and management of 
The Southern Limited, Inc., in a common interest with The 
Greyhound Corporation or carriers controlled by the latter has 
been accomplished or effectuated in violation of section 5(4).” 
They recommended that the investigation be discontinued. 

The examiners said that the Greyhound Corporation had 
purchased 40 per cent of the stock of the Southern, a bus line 
operating between Chicago, Ill., and Paducah, Ky., and between 
Paris, Ill., and Evansville, Ind., after the Commission had de- 
nied Greyhound authority to purchase Southern outright. How- 
ever, the examiners cited evidence of the independent operation 
of Southern without interference from Greyhound as making 
safe the conclusion that actual control of Southern was in its 
majority stockholders, John M. Fitzgerald and his wife, and 
not in Greyhound. ; 

The examiners said that the officers and directors of Grey- 
hound had pursued a policy of “inertia” so far as interference 
with, influence over, or control of Southern’s affairs were con- 
cerned. They said that when Mr. Fitzgerald, on two or three 
occasions, had conferred with Greyhound officials since taking 
over the management of Southern, those officials had said that 
“that is your baby, and you are running it.” They observed, 
further, that Southern had vigorously contested the application 
of an affiliate of Greyhound before the Illinois commission in 
connection with certain operating authority, and that Southern 
had been granted the authority. 

Citing long-standing interchange arrangements between 
the two carriers, the examiners observed that the interchange 
with Southern provided the only short-route connection from 
Chicago to Florida and other southeastern points and that ap- 
proximately 75 per cent of Southern’s interline traffic was re- 
ceived from Greyhound connections, and cited common use of 
terminals at various points. Southern, they said, coordinated 
schedules as far as possible with Greyhound and independent 
companies at all common points on its routes, and had through 
ticket arrangements with all of its connections, adding that it 
paid the same commission to all carriers and agents for the 
sale of tickets covering passage over its routes. They said 
Mr. Fitzgerald had said that denial to Southern of the priv- 
ilege of using Greyhound terminals would “cripple” it by seri- 
ously impairing its earning capacity built up through years of 
effort and planning in the expectation of the continuance of 
the relationship between it and Greyhound. 

“Ownership by one corporation of stock in another is not 
forbidden,” said the examiners. “It does not alone create an 
identity of corporate interest between the two companies.” 


































































Motor Rates on Crude Tale 


Examiner F. Roy Linn has recommended, in a proposed 
report on further hearing in MC C-380, Crude Talc from Cali- 
fornia Mines to Dunn, Calif., that the Commission find not 
unreasonable or otherwise unlawful increased commodity rates 
established October 25, 1943, by Paulsen & March, a motor 
common carrier of mineral products and ore concentrates, with 
respect to crude talc, minimum 40,000 pounds, from several 
mines situated in the Death Valley district of California to 
Dunn, Calif. 

The examiner said that the Office of Price Administration 

ad asked suspension of the increases after the filing of the 
tariff supplement by the respondent in September, 1943, that 
the proposed rates were not suspended, but that this investiga- 
tion was instituted as to the reasonableness and lawfulness 
Otherwise of the rates in question. In the prior report, 43 
M. C. C. 485, he said, the Commission, division 2, found that 
the transportation services of the respondent in movement of 
crude talc from mines to shippers’ bins at Dunn were not opera- 
tions in interstate and foreign commerce within the meaning 
of the act, and that the rates were not subject to its jurisdic- 
tion, 2nd so discontinued the proceeding. He said the proceed- 
Ing Was reopened on petition of the respondent for further hear- 




















Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 


“would be an entirely new service under the rights of Transport 





ing, and he observed that at the further hearing it was estab- 
lished that, in addition to the traffic described in the prior 
report, the respondent had transported shipments of crude talc 
that in fact were forwarded to Dunn for immediate movement 
beyond by rail to points outside of California. 

Dealing with a contention of the O. P. A. that the trans- 
portation between points in California here considered was not 
authorized by the motor carrier’s certificate, the examiner ob- 
served that Paulsen & March had authority to operate “between 
points in Nevada and California” and that, “obviously,” a cer- 
tificate authorizing such operation was not identical with a 


certificate covering operations between points in Nevada and 
points in California. 


“Interpretation of the first description,” he said, “results 
in the fixing of a single territory comprised of two states, and 
service may be performed from and to any and all points in 
that territory. The second description covers two territories, 
i. e., a Nevada territory and a California territory and, strictly 
speaking, service is authorized only from a point in one terri- 
tory to a point in the other territory. . . . It appears that a 
finding requiring cancellation of the proposed rates for lack of 
operating authority is not warranted. However, in view of the 
apparent doubt as to the full scope of the certificate, respondent 
should request an amendment or clarification of its operating 
righta: ...” 

The examiner showed that the rate increases made effec- 
tive by the respondent ranged from 12 cents a net ton (present 
rate of $2.39 as against prior rate of $2.25) on an 85-mile haul 
involving no transfers of loads, to $1.90 a net ton (present rate 
of $6) on a 150-mile haul involving transfers to highway bins 
used in the respondent’s shuttle truck service. He said that the 
respondent’s costs had increased since its prior rates were esta- 
lished in February, 1942, “due to increases in maintenance 
expenses and labor costs,” and that the crude tale traffic con- 
sttiuted about 50 per cent of the respondent’s business as a 
carrier of mineral products and ore concentrates. There was 
no testimony by or on behalf of the shippers that the present 
rates were unreasonable or otherwise unlawful, he said. 


J. & H. Transport Purchase 


In a proposed report in MC F-2581, Walter F. Carey and 
B. B. Beveridge—Control; Commercial Carriers, Inc.—Purchase 
—J. & H. Transport, Inc., Examiner Philip N. Crowley has rec- 
ommended that the Commission should deny the application of 
Commercial Carriers, Inc., Detroit, Mich., for authority to pur- 
chase the operating rights of J. & H. Transport, Inc., Joliet, IIL, 
and of Walter F. Carey and B. B. Beveridge, Detroit, Mich., for 
authority to acquire control of those operating rights through 
such purchase. 

The proposed purchase price was $15,000, said the exam- 
iner, for operating rights for transportation of new automobiles, 
automobile parts, and accessories, restricted to initial move- 
ments, in truckway service, from places of manufacture and 
assembly in Michigan, except Lansing and Pontiac, to Burling- 
ton, Ia., and points in that part of Illinois bounded generally by 
U. S. highways 24 and 30, and of new automobiles, auto parts, 
and accessories, restricted to secondary movements in truckway 
service, from Chicago Heights, I1l., to Burlington and points in 
the forementioned Illinois territory. 

As a result of the instant transaction and on resumption of 
manufacture and distribution of automobiles, the examiner said, 
Commercial proposed to conduct various additional truckway 
operations in transporting automobiles between points in Mich- 
igan, Iowa, Illinois, Wisconsin, Missouri, Arkansas, Louisiana, 
Oklahoma, and Kansas. He said the record disclosed, however, 
that Commercial’s only interest in Transport’s rights was to 
permit it to resume operations from Flint, Mich., handling Buick 
automobiles originating at that point. He said Commercial 
already had authority to serve other Michigan origin points 
served by Transport. 

In effect, the examiner continued, the service proposed to 
be rendered by Commercial “in the somewhat indefinite future” 


and its own. He pointed out that prior to the decision in MC 
F-1861, Commercial Carriers, Inc.—Purchase—Motorcar Trans- 
port, and MC F-1862, Motorcar Transport Co.—Purchase—Com- 
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mercial Carriers, Inc., 38 M. C. C. 813, decided July 8, 1942 
(designated by the examiner as the “exchange cases”), Com- 
mercial and Motorcar Transport Co., were controlled by Delmar 
R. Traver through capital stock ownership, the balance having 
been owned by Messrs. Carey and Beveridge, and that prior to 
exercise of authority granted in the exchange cases Motorcar 
and Commercial served Flint as an origin point, handling a 
large portion of Buick’s truckway business. He said that, 
based on the applications and proposals presented to the Com- 
mission in the exchange cases, the separation of the rights of 
Motorcar and Commercial was approved as consistent with the 
public interest. Continuing, the examiner said: 


Approval herein, which would necessarily be based upon a situation 
not immediately present, would, in effect, nullify the action there taken 
(in the exchange cases). The transaction may not properly be found 
to be consistent with the public interest without a clear and strong 
showing that the proposed new service is needed, that it will not 
impair the ability of existing competing carriers to continue their 
service, or that reasonably adequate service cannot or will not be 
provided by existing authorized carriers in handling potentially avail- 
able traffic. There is no such showing here. Motorcar stands in posi- 
tion to render a service heretofore satisfactory to the shipper, and 
there is no sound reason for believing that it will not be just as 
capable of doing so after resumption of automobile distribution as it 
did for 12 years previous.... 


The examiner said the protestants contended that by the 
instant transaction, based on expected business that would jus; 
tify an expendture of $15,000 for operating rights alone, and in 
view of Transport’s limited previous operations, there was 
“trafficking” in certificates, particularly considering the indefi- 
nite date of resumption of automobile manufacture. He added 
that in view of his recommended conclusions in the proceeding, 
that contention need not be further considered. 

The examiner also pointed out that Messrs. Carey and 
Beveridge also controlled, through equal stock ownership, Com- 
mercial Barge Lines, Inc., operating on the Ohio, Tennessee, and 
Mississippi Rivers, and handling automobiles in substantial vol- 
ume, in addition to other commodities. He said that a question 
was raised with respect to the legality of the common control 
of Commercial Carriers, Inc., and the barge line, and, after 
pointing out that Messrs. Carey and Beveridge came into control 
of two common carriers subject to the interstate commerce act 
without prior authority of the Commission under section 5, the 
instant proceeding was not the appropriate one for determining, 
or taking action in respect of, the legality of the present com- 
mon control of Commercial Carriers, Inc., and Commercial 
Barge Lines, Inc. 


Motor Joint Rates, Pa. to Fla. 


In view of the fact that the tariff containing the joint 
through rates here considered contained no provision permit- 
ting the application of combination rates in lieu of the joint 
rates, the Commission should find not shown to be unlawful 
the joint through rates charged on less-than-truckload ship- 
ments of iron and steel articles from Pittsburgh, Pa., to Dania 
and Perkins, Fla., although those joint rates exceeded com- 
binations of actual or minimum rates via Atlanta, Ga., or 
Alexandria, Va., Examiner C. W. Bennett concluded in a pro- 
posed report in MC C-390, Blaw-Knox Co., Power Piping Divi- 
sion, vs. Acme Freight Lines, Inc., et al. 

He noted that his proposed report did not embrace that 
part of the instant proceeding involving rates on similar com- 
modities from Pittsburgh to LIlliopolis, Ill., which rates were 
considered separately in another report under this same num- 
ber and title. 

The shipments in issue, he said, were shipped prepaid by 
the complainant in 1940 and 1942 over Horton Motor Lines, 
Inc., and its connections, Horton having been the initial car- 
rier in each instance. He observed that although Horton was 
now a part of Associated Transport, Inc., there was no evi- 
dence that the latter had succeeded to Horton’s operations 
when these shipments moved. He stated that the rate charged 
on the Dania shipments was the joint through second-class 
rate of $2.62, and, on the Perkins shipments, $2.48. 

“The main contention of the complainant,” he continued, 
‘fis that the rates charged were unreasonable to the extent 
they exceeded the lowest aggregate of the defendants’ rates on 
corresponding shipments from Pittsburgh to either Atlanta, 
Ga., or Alexandria, Va., and from the latter points to the 
destinations involved. An exhibit of record shows that com- 
binations of actual or minimum rates on iron and still articles 
via Atlanta were $2.15 to Dania and $1.80 to Perkins, while 
the Alexandria combinations were $2.18 to Dania and $1.66 
to Perkins. In other circumstances, the Commission has found 
that joint rates which exceeded the corresponding aggregate 
of intermediate rates were unreasonable. . . . In this proceed- 
ing, however, there is no evidence regarding the routes over 
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which, or the intermediate points through which, the shipments 
moved, and . . . the particular defendant or defendants which 
joined with Horton in transporting the individual shipments 
are not of record. Consequently, the evidence that Atlanta and 
Alexandria combinations are lower than the joint rates does 
not, alone, establish that the latter are unlawful. . . . A long. 
established rule of tariff construction . . . is that a specific 
joint rate between two points is the only legal rate on a par. 
ticular commodity over authorized routes between those points, 
unless appropriate tariff provisions direct otherwise. The tariff 
containing the joint through rates under consideration herein 
contained no provision permitting the application of combina- 
tion rates in lieu of the joint rates.” 

Although it was true that no evidence had been submitted 
by the defendants, the examiner said, “the complainant has 
the burden of at least making a prima-facie showing that the 
provisions of the act have been violated.” He added that, in 
his opinion, the complainant had failed to do so. 





Interstate Forwarder Application 


In a proposed report in FF 106, Adolph Gschwend Freight 
Forwarder Application, the Bureau of Water Carriers and 
Freight Forwarders has recommended that the Commission 
should conclude that Interstate Express Service should be sub- 
stituted as applicant in lieu of Adolph Gschwend, dba Interstate 
Express Service, San Francisco, Calif., and should be granted 
a permit authorizing it to forward commodities generally from 
San Bruno and San Francisco to points in Idaho, Montana, 
Nevada, Oregon, Utah, and Washington. 

The bureau said that by application filed November 12, 
1942, Adolph Gschwend and Warren Ballinger, copartners, dba 
Interstate Express Service, San Francisco, sought a permit to 
forward commodities generally between points in 21 states, but 
that a field investigation disclosed that at the time the applica- 
tion was filed the business was owned and operated by Mr. 
Gschwend, and that Warren Ballinger had no interest therein 
nor did a partnership exist between the two. Since February, 
1943, the bureau continued, Mr. Gschwend had been engaged 
in other activities and his forwarding business had been oper- 
ated by Mr. Ballinger and his employes. On July 10, 1944, it 
said, Interstate Express Service was organized to conduct for- 
warder operations, and that on July 11, Mr. Gschwend entered 
into an agreement with Interstate to sell to the latter the 
freight forwarder rights to which he might be entitled under 
the application to the Commission, subject to Commission ap- 
proval. By application filed July 20, the bureau said, Mr. 
Gschwend and Interstate asked that the latter be substituted 
as applicant for a permit in the instant proceeding. 


The bureau said the Commission should find that the ap- 
plicant had not performed freight-forwarder service other than 
that from San Bruno and San Francisco to points in Idaho, 
Montana, Nevada, Oregon, Utah, and Washington, and that 
no showing had been made that it would be consistent with the 
public interest and the national transportation policy to author- 
ize operations to points in Arizona, Colorado, Illinois, Mary- 
land, Massachusetts, Michigan, Minnesota, Missouri, New Jer- 
sey, New York, Ohio, Pennsylvania, Texas, and Wisconsin. 

The bureau further said: 


Interstate Express Service is not a common carrier subject to part 
I, II, or III of the act. Warren Ballinger, however, owns a controlling 
stock interest in the new corporation and is an individual common 
carrier by motor vehicle subject to part II of the act. Under the provi- 
sions of section 411(g) a common carrier may control a freight for- 
warder. Section 411(c) makes it unlawful for an officer, director, em- 
ploye, or agent of a common carrier to own in his own personal 
pecuniary interest, stock in a freight forwarder directly or indirectly. 
The words ‘‘director’’ and ‘‘officer’’ clearly relate to a corporation, and 
therefore have no effect where the motor carrier is an individual. Like 
wise, it would be a strained construction to say that an individual motor 
carrier is an agent of, or an employe of, himself. In view of the sweep- 
ing provisions of section 411(g), the Commission should hold that sec- 
tion 411(c) does not apply under such circumstances as exist here. In 
any event, section 411 (c) does not prohibit the issuance of a permit 
where an Officer, director, employe, or agent of a common carrier has 
an interest in the freight forwarder. The Commission is authorized by 
the provisions of section 411(d), after an investigation and hearing, if 
it finds that any person is violating the provisions of section 411(c), by 
order to require such person to take such action as may be necessary 
in its opinion to prevent the continuance of such violation. The Com- 
mission should therefore find that the fact that Ballinger is an indi- 
vidual common carrier subject to part II of the act is no bar to the 
substitution of the new corporation for Gschwend in the application 
under consideration nor to the issuance of a permit to the new corpora 
tion. Inasmuch as the freight forwarder operation has been conducted 
by Ballinger and his employes since February, 1943, the interests of 
employes will not be adversely affected by the proposed substitution. 


With respect to the applicant’s request for authority to 
forward shipments to Colorado points, the bureau said: 
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Although authority is sought to forward shipments to points in Colo- 
rado and rates applicable thereto are published, there is no evidence 
that such service has been performed in this state. The publication of 
rates, in the absence of any other evidence, is not sufficient to establish 
that service to points in Colorado would be consistent with the public 
interest and the national transportation policy declared in the act. 
Authority to forward shipments to Colorado should, therefore, be 
denied. 


Rock Island Motor Operations 


Recommendation that the Commission should find that the 
Rock Island Motor Transit Co. had operated unlawfully to the 
extent that it was, and had been, engaged in transportation of 
shipments moving entirely by motor vehicle from, to, or be- 
tween Peoria, Ill., Davenport, Ia., and intermediate points, over 
routes through Orion and Moline, Ill., and Bettendorf, Ia., 
under motor-carrier bills of lading and at all-motor local or 
joint rates, has been made by joint board No. 54, Illinois and 
Iowa, in a proposed report in MC C-406, Dohrn Transfer Co. 
vs. Rock Island Motor Transit Co. The board also recommended 
that the Commission should issue a cease and desist order re- 
quiring the unauthorized operations to be promptly discon- 
tinued, and that the Commission should consider revision of 
the applicable certificates to determine what, if any, conditions 
or restriction should be imposed to clarify the scope of the 
authorized operations. 

The board recited that by a complaint filed June 29, 1944, 
Dohrn Transfer Co., of Dock Island, Ill., alleged that Rock 
Island Motor Transit Co., Chicago, Ill., engaged in unlawful 
operations between Peoria, Ill., and Davenport, Ia., and asked 
that it be required to cease and desist therefrom. It said Dohrn 
operated as a motor common carrier of general commodities, 
with exceptions, between Peoria and Davenport, and that Rock 
Island was a wholly owned subsidiary of the Rock Island rail- 
way trustees, operating as a motor common carrier of general 
commodities, with exceptions, between numerous points on the 
railway’s lines, including between Peoria and Rock Island and 
between Silvis, Ill., and Des Moines, Ia. 

At the hearing, said the board, the parties agreed to a 
stipulation of facts concerning the complaint, the stipulation 
reciting that the defendant held itself out to transport, and did 
transport, shipments moving entirely by motor vehicle between 
Peoria and Davenport, and between certain intermediate points 
on its line between Peoria and Rock Island and points on the 
lines of other motor common carriers, under its own motor- 
carrier bills of lading. It also said the stipulation recited that 
the defendant was a party to, and collected motor-carrier rates, 
having local and joint application to such motor-carrier trans- 
portation, which rates were contained in published tariffs, and 
that the defendant also engaged in motor vehicle transportation 
in coordination with the Rock Island’s rail transportation, where 
the line-haul was performed partly by rail and partly by motor 
carrier, or where there was a substitution of motor carrier for 
rail transportation. Such transportation, it said, was conducted 
under bills of lading issued by the railway or connecting rail 
carriers under rates published jointly by the carriers, parties 
to such transportation, in tariffs filed under provisions of parts 
Iand II of the interstate commerce act. 


Dohrn and the intervenor, according to the board, did not 
challenge Rock Island’s right to perform the latter type of serv- 
ice, coordinated with rail transportation, but only its right to 
render the former type of motor-carrier service, independent of 
rail transportation. Citing Rock Island Motor Transit Co. Ex- 
tension—Eldon, Iowa, 33 M. C. C. 349, Dohrn, according to the 
board, took the position that Rock Island was not authorized to 
perform a direct and-independent motor-carrier service, but 
that Dohrn altered its position, “somewhat inconsistently,” to 
find no fault with the transportation of these all-motor ship- 
ments in instances where it participated with Rock Island in 
joint-line movements. It said Dohrn also relied on Campbell 
Sixty-Six Express, Inc. vs. Frisco Transportation Co., decided 
August 1, 1944, wherein division 5 found on a somewhat similar 
statement of facts that a rail-controlled subsidiary had con- 
ducted unauthorized operations because of having performed 
a direct motor common-carrier service rather than one auxiliary 
and supplementary to the rail service of its parent railroad. 

The board said that since the facts in the instant proceeding 
were not in dispute, the question presented was one of inter- 
pretation of Rock Island’s operating authority in order to de- 
termine whether its actual operations were lawful. After dis- 
cussing this authority the board said: 


D Having determined that the through operation between Peoria and 
ort is limited to auxiliary or supplemental service, we next con- 
— whether defendant is performing this type of service between 
agg points. As seen from the stipulation of facts, defendant conducts 
pn distinct operations, (1) independent and direct all-motor service 

€r motor carrier billing and rates, and (2) coordinated rail-motor 
Service and substituted motor-for-rail service under rail billing and 
fates. In the former operation defendant serves the general public di- 
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rectly in the same manner as any independent motor common carrier 
and without regard to the rail service of the railway. This operation 
competes with the railway itself and with established motor carriers and 
hence, falls in the class of non-approved operations as outlined by divi- 
sion 5 in Pennsylvania Truck Lines, Inc.—Control—Barker M. Frt., 5 
M. C. C. 9. The question whether a rail subsidiary, operating under 
condition 1, may perform or participate in all-motor movements on the 
bills of lading of a motor carrier and at all-motor rates has been consid- 
ered by division 5 in two separate proceedings and such service has been 
found unauthorized. See Texas & Pacific M. Transport Co., Com. Car. 
Application, 41 M. C. C. 721, and No. MC-C-293, Campbell Sixty-Six 
Express, Inc., vs. Frisco Transportation Company, decided August 1, 
1944. These findings apply with equal force to the operation of de- 
fendant herein as the facts in all these proceedings are essentially the 
same. We conclude, therefore, that the independent and direct, all-motor 
service rendered by defendant, singly or jointly with other motor com- 
mon carriers, under motor carrier rates and billing, is, and has been, 
unauthorized and should be promptly discontinued. As for the other 
operation, defendant performs coordinated and substituted service for 
the railway in an auxiliary or supplementary capacity and hence, oper- 
ates in conformity with condition 1. 

There remains for consideration defendant’s contention in respect of 
rates and tariffs. The issuance of the certificates to it was conditioned 
upon its prior compliance with section 217 of the act. In Substituted 
Freight Service, 232 I. C. C. 683, the Commission outlined a method by 
which railroads and motor carriers could establish rates under which 
truck service might be substituted for the rail service of a railroad. 
Under this method the motor carrier becomes a party to tariffs filed 
under section 6 of part I and section 217 of part II. By its findings in 
the application proceedings, division 5 intended that, before the certifi- 
cates would be issued, the defendant should become a party to tariffs 
of this nature filed under part I and part II which would authorize the 
railway to substitute defendant’s truck service for its rail service. Divi- 
sion 5 did not intend, and it was contrary to the grant of authority, for 
deefndant to establish local motor carrier rates designed to apply for 
direct motor carrier service independent of the service of the railway. 


Dry-Rendered Tankage Rates 


By a proposed report in No. 29102, Darling & Co. vs. Ann 
Arbor Railroad Co. et al., embracing No. 29106, Kentucky 
Chemical Industries, Inc., et al. vs. Same, Examiner R. M. 
Brown has recommended that the Commission find that rates 
on dry-rendered tankage, in carloads, from origins in the United 
States east of the Rocky Mountains to destinations in Official 
Territory be found unreasonable. He recommended reasonable 
rates, on the same basis as tankage, n.o.i.b.n. or wet-rendered 
tankage, and an award of reparation, and also authorization 
for defendants to waive collection of outstanding undercharges. 
His recommendations follow: 


The Commission should find: (1) That the rates assailed on dry- 
rendered tankage produced in this country, in bulk or in bags, in car- 
loads, from points in the United States east of the Rocky Mountains 
to destinations in official territory have been unreasonable since De- 
cember 6, 1943, to the extent that they exceeded or exceed the corre- 
sponding contemporaneous rates maintained and applied on tankage, 
n. o. i. b. n., or wet-rendered tankage, whichever rates are lower, 
subject to a carload minimum weight of 40,000 pounds for dry-ren- 
dered tankage; (2) that the rates assailed on dry-rendered tankage pro- 
duced in this country, in bulk, in carloads, from the origins and to 
the destinations specified above will be unreasonable for the future to 
the extent they exceed or may exceed the corresponding present rates 
on tankage, n. o. i. b. n., or wet-rendered tankage, whichever rates 
are lower, subject to a carload minimum weight of 60,000 pounds for 
dry-rendered tankage; and (3) that complainants Darling & Company, 
Kentucky Chemical Industries, Inc., and Chemical Products Corpora- 
tion received shipments of dry-rendered tankage as described and paid 
and bore the charges thereon at the rates herein found unreasonable; 
that they have been damaged in the amount of the difference between 
the charges collected and those which would have accrued at the rates 
and minimum found reasonable in finding (1) above; and that they 
are entitled to reparation, with interest. Defendants should be author- 
ized to waive collection of such undercharges as may be outstanding. 
An order for the future should be entered. 


The examiner said that dry-rendered tankage was a low- 
grade basic commodity having exceptionally favorable trans- 
portation characteristics, particularly heavy loading and free- 
dom from loss of damage and claims, adding that it was desir- 
able traffic. He said that the present value of dry-rendered 
tankage was only a little higher than that of wet-rendered 
tankage, and was within the range of values of materials in 
the fertilizer list. It was, he said, a semi-processed commodity 
produced from low-grade protein refuse and was itself a raw 
material from which other products were manufactured. He 
said that the material, in the crude, unground condition in 
which it was received from the original renderer, and without 
further processing, was not a feed, a feed material, or feeding 
tankage. In this form, said he, it could not be used for any 
commercial purpose, but that after further degreasing and 
other processing it was used or usable as an ingredient for 
animal and poultry feeds or for fertilizer and that it had 
been used extensively for those purposes in the past. 

“The present restricted use of fully processed dry-rendered 
tankage must be recognized as a temporary expedient, caused 
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by war conditions,” he said. “It is inappropriate to assume 
that dry-rendered tankage is used or useful primarily in the 
feed industry, merely because it is so used in this country at 
present. Inherently and for rate-making purposes, it is both 
a feed material and a fertilizer material. Dry and wet-rendered 
tankage are substantially similar, are derived from the same 
source materials, and their ultimate use, with some exceptions, 
is th esame. From a transportation standpoint, there is no 
material difference between them. They should be accorded 
the same rates.” 

He said the former rate position occupied by dry-rendered 
tankage should be restored, substantially as it was prior to 
December 6, 1943, but with modified tariff descriptions that 
would leave no room for doubt as to what was intended, and 
that the rate level should be the equivalent of that on fer- 
tilizer materials. For reparation purposes, said he, it was fair 
and proper that the minimum formerly in effect, 40,000 pounds, 
be applied, and that the commodity description cover dry- 
rendered tankage either in bags or in bulk. Complainants, he 
said, were agreeable to a minimum of 60,000 pounds for the 
future, adding that the average loading was well in excess of 
that figure and that there were no commercial or other con- 
siderations that would necessitate a lower minimum. Clearly, 
he said, the present minimum of 36,000 pounds was much too 
low and that a 60,000-pound minimum should be prescribed 
for future application to dry-rendered tankage, in bulk. He 
added: 


The findings should be limited to tankage produced in this country 
and originating at points in the United States east of the Rocky Moun- 
tains. No other relief is warranted on this record. For convenience in 
tariff publication, defendants should be permitted to include dry- 
rendered tankage in the list of fertilizer materials. Otherwise, by 
appropriate classification exceptions or other schedules, they should 
establish and maintain rates on dry-rendered tankage no higher than 
those on fertilizer materials. 


He said the term dry-rendered tankage, as used in the 
findings, covered only that type of crude, dried tankage (in 
pressed cakes or otherwise) that was derived from meat refuse 
and produced by the dry-rendering method, not ground, 
screened, or blended, and not processed in any other respect, 
beyond the original stage of manufacture, as an ingredient for 
animal or poultry feeds, or for fertilizer, or for any other pur- 
pose, except the removal of grease. 

He said that formal action on a request of the complainants 
that the Commission prescribe an appropriate tariff description 
for dry-rendered tankage, embodying provisions somewhat simi- 
lar to the aforementioned, would not be taken at this time. 
Defendants would, however, be expected to adopt a uniform 
description that would eliminate any future controversy as to 
the nature of dry-rendered tankage for transportation purposes, 
and which would be consistent with the conclusions expressed 
in the report, he said. Such a description, he continued, should 
be included in the respective classifications, in pertinent excep- 
tions thereto, and in all other tariff schedules published by de- 
fendants and applicable to interstate shipments. He said that, 
if a suitable and uniform description was not established within 
a reasonable time, the Commission should consider the entry 
of an order dealing with that subject. 

“Although no rates are prescribed on imported dry-rendered 
tankage,” he said, “it should not be understood that the present 
rates and descriptions applicable to the imported products, by 
inference or otherwise, are sanctioned in this report. Defend- 
ants should give immediate consideration to the advisability of 
extending to imported tankage relatively the same rate levels 
as those accorded to domestic products, or lower rates if war- 
ranted. To obviate other controversies which might arise with 
respect to tankage, defendants should revise their present de- 
scriptions applicable to wet-rendered tankage and should avoid 
the use, in their tariffs, of such indefinite and confusing terms 
as feeding tankage, meat scraps, and cracklings.” 


Stoves, South to West 


Examiner C. W. Griffin, by a proposed report in Fourth 
Section Application No. 20470, Stoves from the South to the 
West, has recommended that the Commission grant carriers 
parties to Agent L. E. Kipp’s tariff I. C. C. A-3020, as amended, 
authority, on conditions, to establish and maintain rates on 
stoves, ranges, house heating furnaces and related articles, in 
carloads, from producing points in Tennessee, Alabama, and 
Georgia to destination in Western Trunk-Line Territory, with- 
out observing the long-and-short-haul provision of section 4 of 
the interstate commerce act. He also recommended that Fourth 
Section Order No. 15055, under which, he said, temporary 
relief had been granted the applicants, after it had been denied 
by Fourth Section Order No. 15001, be vacated. 

The examiner said that commodity rates, designed to enable 
southern producers to compete with manufacturers in Official 
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Territory, were maintained on the involved articles from the 
southern producing points to Kansas City, Mo., and 32 other 
Western Trunk-Line points in Missouri, Kansas, Iowa, Colorado, 
Nebraska, Minnesota, South Dakota, and Wisconsin, over 
routes operating through Official Territory by way of St. Louis, 
Mo., and other gateways north and east thereof. 

“Where these rates are lower than the rates from and to 
intermediate points the fourth-section departures are author. 
ized under temporary relief granted in general third supple. 
mental fourth section order No. 9800,” said the examiner, cit- 
ing conditions in that order similar to those proposed by him in 
the instant report, as follows: 


Applicants should be authorized to establish and maintain over 
existing routes through southwestern territory for the transportation 
of stoves, ranges, house heating furnaces and related articles, in cay. 
loads, as described in the application, from southern producing points 
to points in Western Trunk-Line Territory, specifically named in the 
application, rates the same as those contemporaneously in effect on 
like traffic over competing lines or routes from and to the same points 
operating through Official Territory, but not lower than the rates 
specifically set forth in the application from and to such points, ang 
to maintain higher rates from and to intermediate points: Provided, 
that the rates applicable from, to or between such higher-rated inter. 
mediate points shall not exceed the rates on the same commodity from 
or to any more distant point by more than the difference between the 
rate applicable on the class at which the said commodities are clasggj. 
fied in the governing classification or in exceptions thereto; from or 
to the intermediate points, on the one hand, and the more distant point, 
on the other; provided further, that if the commodities are subject 
to a lower classification rating at the more distant point than at the 
intermediate point the differences between the rates shall not exceed 
those in the rates on the class at which the commodity is classified at 
the more distant point; and provided further, that the relief author. 
ized herein shall not apply to rates over indirect routes which exceed 
the circuity of the longest route over which relief is authorized cop- 
currently with respect to class rates from and to the same points, 


The examiner said applicants desired to establish the same 
commodity rates over routes operating through Southwestern 
Territory by way of Memphis, Tenn., and gateways south 
thereof, the applied through Official Territory. He said they 
hesitated to establish the proposed rates over their routes 
through Southwestern Territory under relief granted in third 
supplemental order No. 9800, “as reductions in the rates from 
southern producing points to intermediate points in the South. 
west which would result from complinace with that order 
would, they claim, lead to requests for reduced rates from 
shippers in Official Territory and thus place the adjustment 
from that territory in jeopardy. 

‘They also urge,” continued the examiner, “that if rates 
on the considered commodities to points in the southwest inter- 
mediate to the Western Trunk-Line destinations were reduced, 
changes in rates from, to and between other points in the 
southwest would be required under finding 27 in Consolidated 
Southwestern Cases, 123 I. C. C. 203. As the present adijust- 
ments of rates on the considered articles from Southern and 
Official territories to the southwest appear to be satisfactory 
to all concerned, applicants are of the opinion that it would 
be a needless sacrifice of revenue to disturb the existing rates 
from the south at this time as no preference or prejudice, one 
producing section versus another, has been claimed.” 


The examiner observed that the applicants in Fourth Sec- 
tion Applications No. 18637, and No. 19449, had taken the po- 
sition that finding 27 in the Consolidated Southwestern Cases 
prevented them from publishing rates in compliance with third 
supplement fourth section order No. 9800 from and to inter- 
mediate points in the southwest, unless the rates from, to and 
between other points in the southwest were correspondingly 
changed. The examiner quoted from the report of the Com- 
mission on reconsideration in Consolidated Southwestern Cases, 
139 I. C. C. 535, as follows: 


It was not intended that observance of the fourth section in such 
cases should require the carriers to establish lower rates to or from 
other points than the bases found reasonable as a condition precedent 
to present compliance with our order. Findings 1 to 11, inclusive, and 
No. 27 are accordingly hereby modified so that where rates to or from 
one point are made lower than the maxima prescribed or approved 
solely to meet the requirements of the fourth section, rates to or from 
other points need not for that reason be made lower than the maxima 
prescribed or approved. This modification is made in the light of the 
present record, and is subject to such further consideration hereafter 
as resulting circumstances shall appear to require. 


He continued by saying that, in Southern Commodity 
Rates, 214 I. C. C. 625, division 2 had considered numerous 
fourth-section applications filed under order No. 9800, in which, 
he said, carriers operating between points in Southern Ter! 
tory, and between points in that territory, on the one hand, 
and points in Official Territory, on the other, had sought relief 
that would permit them to continue in effect rates establish 
under the temporary relief granted in that order. The examiner 
quoted division 2 as follows: 
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The temporary relief afforded by order No. 9800 has permitted the 
carriers to promptly establish rates where necessary to take care of 
moving traffic, and to avoid the burden and expense of publishing 
thousands of rates from and to intermediate points that would serve 
ver no useful purpose. At the same time it affords the intermediate points 
uis protection against higher rates that would result from the spread be- 

; tween the intermediate points and more distant points authorized in the 

rates applicable on like property under the class-rate adjustment. 


. to Under the circumstances the present temporary relief in situations 
or- covered by the applications included herein will be continued. 
dle- ; ; wen 
cit- The examiner said that the record did not justify the 


1 in granting of relief in the instant application differing in charac- 
ter and extent from that granted carriers operating in Southern 
and Official territories in Southern Commodity Rates, supra. 


— FOREMAN-GREGORY WATER APPLICATION 
ints Examiners Claude A. Rice and R. L. Feuerstein, in a pro- 


the posed report in W-278, Foreman-Gregory Co. Common Carrier 
t on Application, have recommended a finding that public conve- 
ints B nience and necessity do not require operation by the applicant 
as a common carrier of property generally from or to_any 
ded port or point on navigable waters in the states of North Caro- 
nter. lina, Virginia, Maryland, Delaware, Pennsylvania, New Jer- 


from sey, and the port of New York, N. Y., nor service by applicant 
| the HP as a contract carrier in addition to that which it is now author- 
ass B ized to provide. 

ne The examiners said that the applicant had been authorized 
“al to continue operations, by non-self-propelled vessels, with the 


‘the [muse of separate towing vessels, as a contract carrier of lumber 
ceed from the port of Elizabeth City, N. C., to the ports of Balti- 
more, Md., Philadelphia, Pa., and New York, N. Y., (including 
thor- Elizabeth, N. J.). 







cceed In addition to the common carrier authority requested, 
con @ ond in connection with which the examiners recommended de- 
‘ nial, the report said the applicant sought a permit to transport 
ame f@ specific commodities, such as lumber, lumber products, fer- 
tern @ tilizer, fertilizer materials, scrap iron, and cement, in lieu of 
outh @ its present more limited authority. ; ; 
they It said that practically all of the applicant’s business was 
yutes | Obtained through brokers, and that it had refused undisclosed 
third quantities of cement, sugar, salt cake, tobacco stems, and fer- 
from tilizer material because of a lack of proper operating authority, 
uth. and that, as a consequence, some of its barges had been idle 
yrder from time to time. It said the applicant estimated that gross 
from revenue, now approximately $80,000 a year, could be increased 
ment | to between $140,000 and $150,000 if the common carrier author- 
ity sought was granted. 
rates After citing the requirements of section 309(c) of the inter- 
nter- @ ‘state commerce act, the report said that, from the record, it was 
uced, apparent that there was insufficient evidence to support a find- 
| the ing that the present or future public convenience and necessity 
Jated required the operations for which authority was sought. 
i just- oe 
| and COPPER STEAMSHIP APPLICATION 
= Recommendation that the Commission should issue a certi- 
aa ficate to Copper Steamship Co., Cleveland, O., has been made 
= a by the Bureau of Water Carriers and Freight Forwarders in a 
 & proposed report in W-769, Copper Steamship Co., Contract Car- 
rier Application, embracing also W-768, India Navigation Co., 
_ See- § Contract Carrier Application. 
e po The bureau proposed that the Commission should find that 
Cases & the applicants, or their predecessor in interest, Buckeye Steam- 
‘third ship Co., were in bona fide operation on January 1, 1940, as a 
inter. @ common carrier by self-propelled vessels and by non-self-pro- 
o and pelled vessels with the use of separate towing vessels in the 
lingly transportation of commodities generally between ports and 
Com- points on Lakes Superior, Michigan, Huron, Erie, and inter- 
~ases, ® connecting and tributary waters, and that such operations had 
been continued since that date, except for an interruption of 
on service beyond their control. 
r from It said Copper Steamship Co. had sought a permit authoriz- 
cedent BH ing continuance of operation as a contract carrier by water in 
e, and the transportation of iron and steel manufactured products, 
‘= boilers, sugar, machinery, and pulpwood between ports and 
ye points on the Great Lakes and interconnecting and tributary 
naxims | Waters and that India Navigation Co., an affiliated corporation, 
of the @ ‘ad applied for authority to transport the same commodities, 
reafter  €xcept pulpwood, between points in the same territory. The 





applications, it said, were in the alternative, and certificates 
Were requested if the applicants’ operations were found to be 
those of common carriers. 


The bureau recommended that the Commission should con- 
clude that the applicants had been engaged in a single trans- 
portation service and that only one certificate or permit should 
be granted. It said that although the applicants had sought 
authority to serve points on all the Great Lakes, they had 
hot operated on Lake Ontario and, therefore, were not entitled 
to authority to serve points on that lake. It proposed that the 
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portion of the application seeking a permit and authority to 
serve points on Lake Ontario. and the application of the India 
Navigation Co., should be denied. 


NELSON WATER APPLICATION 


In a proposed report in W-669, James K. Nelson Common 
Carrier Application, the Bureau of Water Carriers and Freight 
Forwarders has recommended that the Commission should find 
that the applicant, James K. Nelson, dba San Diego-San Fran- 
cisco Steamship Co., Long Beach; Calif., has not been in oper- 
ation as a common or contract carrier by water and that it 
should deny the application. 

The bureau said the applicant did not own or operate ves- 
sels, nor control by lease, charter, or otherwise any water- 
carrier equipment used in the transportation of property, but 
that his services consisted of soliciting freight and arranging 
for transportation from Long Beach and Los Angeles, Calif., 
to ports in northern California, Oregon, and Washington. It 
said the applicant alleged that he acted as sole agent of J. C. 
Strittmatter, a water carrier subject to part III of the inter- 
state commerce act, in soliciting and arranging for the trans- 
portation of freight destined to Oregon and Washington points, 
but that all freight destined to California points was handled 
for his own account and that it was for the latter service he 
sought a certificate. Continuing the bureau said: 


The transportation which applicant alleges to have performed in 
his own name was performed in vessels owned and operated by water 
carriers, There is no evidence that the full cargo capacity of the vessels 
was chartered or used by applicant in his service or that he had any 
control over the operation thereof. Space charter or part of a vessel 
is not sufficient to establish applicant’s status as that of a carrier. 
These arrangements with carriers have been contracts of affreightment 
by the carriers and not for use of a vessel or for control of the use 
of the full reach of a vessel under which applicant would assume the 
liability of a common or contract carrier. Such solicitation and arrange- 
ment for transportation by water on vessels not owned or over which 
no control is exercised by lease, charter, or otherwise is not common 
or contract carriage as defined in section 302(d) or (e) of the act, 
Stickroot Common Carrier Application, 250 I. C. C. 211. 


WILSON MOTOR ROUTE ‘SALE 


Examiner Vernon V. Baker, saying that the criterion in 
determining whether, without proof of the need of additional 
service, a division of operation rights was objectionable, was 
whether such division would result in duplicate service by 
holders of separate portions, has recommended denial of the 
application in a proposed report in MC F-2658, Elmer C. 
Breuer—Control; Elmer C. Breuer, Inc., of Michigan—Pur- 
chase—Wilson Motor Lines, Inc. The proposed transaction in- 
volved the sale of one of three Wilson routes between Cleve- 
land, O., and Pittsburgh, Pa., and the examiner said that the 
result would be to place another carrier in competition with 
those already operating between the involved points. - 

“If carriers having multiple routes between important cen- 
ters are permitted to split such routes, without evidence of the 
character indicated,” he said, “it will inevitably lead to over- 
crowding and adversely affect the economic structures of es- 
tablished carriers... .” 

The examiner said also that a proposal that Wilson retain 
the right to operate over a portion of the route proposed to be 
transferred would result in a “split” of operating authority con- 
trary to the principles enunciated in H. P. Welch Co.—Pur- 
chase—E. J. Scannell, Inc., 25 M. C. C. 558, and that the pro- 
posal should not be approved. 


ARK TRANSPORTATION PURCHASE 


Examiner C. R. Engelhart, in a proposed report in MC 
F-2547, R. W. Lee, et al.—Control; Lee Way Motor Freight, 
Inc.—Purchase—Ark Transportation Lines, Inc., has recom- 
mended that the Commission should approve the purchase by 
Lee Way Motor Freight, Inc., Oklahoma City, Okla., of certain 
operating rights and property of Ark Transportation Lines, 
Inc., Arkansas City, Kan., for $9,000, and acquisition of con- 
trol of those rights and property by R. W., Bessie L., Robert E., 
and Zetty Lou Lee, all of Oklahoma City. The operating rights 
proposed to be transferred, according to the examiner’s report, 
include transportation of general commodities, with exceptions, 
between various points in Missouri, Kansas, and Oklahoma. 


RULE 34 


No. 29119, Harrison Construction Co. vs. Chicago, Rock 
Island & Pacific et al. By Examiner H. W. Johnson. Recom- 
mend finding freight charges based on carload minima for 
cars furnished, in lieu of carload minima for cars of size alleged 
to have been ordered, on shipments of contractors’ outfits, from 
Massena, N. Y., to Oliver Springs, Tenn., and Jones, Mills, Ark., 
not shown to have been, or to be, unreasonable, unjustly dis- 
criminatory, or unduly prejudicial to complainant and unduly 
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preferential of shippers of other commodities. Also recommends 
dismissal. The report said the only proof submitted that cars of 
smaller size than those furnished had been ordered was an affi- 
davit of complainant’s agent to the effect that “he ordered 
cars of the proper size in which to make these shipments.” On 
the other hand, it said, complainant’s agent had accepted bills 
of lading covering the shipments, that did not contain a nota- 
tion required by Rule 34 to the effect that a car of specific size 
had been ordered and a larger car was being supplied at car- 
rier’s convenience. No objection had apparently been made to 
the bills of lading as issued, it said. It added that no evidence 
was submitted covering unjust discrimination, and that com- 
parisons submitted as to undue prejudice had very little value in 
determining whether complainant was unduly prejudiced. 


WOOD PULP 


No. 29196, Columbia Paper Co. vs. Southern Railway Co. 
By Examiner L. J. P. Fichthorn. Recommends finding rate of 
23 cents, minimum 50,000 pounds, on wood pulp, in carloads, 
shipped from Bristol, Va., to Richmond, Va., over an interstate 
route, between February 9, 1942, and August 20, 1943, inclusive, 
not shown to have been unreasonable or otherwise unlawful, and 
dismissal. The report observed that in Columbia Paper Co. vs. 
Norfolk & W. Ry. Co., 223 I. C. C. 383, division 3, had found 
that rates on wood pulp from Bristol to numerous destinations 
in Official and Western Trunk-Line territories, on the basis of 
22.5 per cent of first-class, had not been unreasonable and dis- 
missed the complaint. It said that, prior to the general revision 
of rates on wood pulp as a result of the findings in that pro- 
ceeding, it had been the long-standing practice of the defendant 
and the Norfolk & Western to maintain a parity of rates to con- 
suming destinations, in Official and Western Trunk-Line terri- 
tories from Bristol, Kingsport, Tenn., and Canton, N. C. He 
observed that the rate from Bristol carried an expiration date 
in order that the carriers could control its continuance or can- 
cellation, and that the rate of 19 cents from Bristol to Richmond 
had been cancelled January 30, 1942. 


CENTRAL STATES TRANSIT LEASE 


A recommendation that the Commission should deny the 
application of Commercial Carriers, Inc., Detroit, Mich., for 
authority to lease certain operating rights of C. M., Marvin E., 
Anna, and Wilbur H. Boutell, dba Central States Transit Lines, 
Flint, Mich., has been made by Examiner Walter T. Cooper in 
a proposed report in MC F-2463, W. F. Carey and B. B. Bev- 
eridge — Control; Commercial Carriers, Inc. — Lease —C. M. 
Boutell, et al. The examiner also recommended that the Com- 
mission should deny the application of W. F. Carey and B. B. 
Beveridge, both of Detroit, for authority to acquire control of 
such operating rights through the lease. According to the report, 
the lease was to have been for five years at a rental of not less 
than $2,000 a year. 

The operating rights proposed to be leased, said the ex- 
aminer, covered truckaway service in initial movements of new 
automobiles, new trucks, new bodies, new cabs, and new chassis, 
from places of manufacture and assembly in Flint and Pontiac, 
Mich., to Detroit and points in Ohio. He also said that the part- 
ners in Central owned all of the outstanding capital stock, in 
varying proportions, of F. J. Boutell Driveaway Co., Inc., of 
Flint. Continuing, the examiner said: 


Considering Central and Boutel¥ as a common enterprise, it will 
be seen that the effect of the transaction is that the parties beneficially 
interested in both are disposing of ‘‘operating rights’’ but are retaining 
the right, in the name of Boutell, to continue to conduct the same 
business and haul the same traffic in competition with the transferor. It 
appears very unlikely that there would be any diminution in the traffic 
handled by the common enterprise by reason of the proposed lease. 
Considering this aspect of the matter, and also the fact that Commer- 
cial is endeavoring to secure rights substantially duplicating those 
which in 1942 it exchanged for other operating rights, there appears 
merit in protestants’ contention that the parties are trafficking in cer- 
tificates in a manner similar to that condemned by the Commission in 
Fraps—Purchase—Lindley, 38 M. C. C. 703. 





Federal Barge Complaint 


Examiners G. H. Mattingly and E. L. Valentine, in a pro- 
posed report in No. 29078, Inland Waterways Corporation, 
Operating Federal Barge Lines, vs. Southern Railway Co. et al., 
have recommended that the Commission find that storage in 
transit arrangements at points on the defendants’ railroads in 
connection with rates on imported refined sugar, in carloads, 
from Mobile, Ala., and New Orleans and Port Chalmette, La., 
to destinations in Southern Classification Territory be found 
unreasonable, and discriminatory as between barge lines and 
connecting rail carriers in violation of section 3(4) of the 
interstate commerce act. 

The Federal Barge Lines had alleged that the provision 
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in Southern Tariff Bureau Freight Tariff No. 793-B, Agen 
R. H. Hoke’s tariff I. C. C. No. 891, under which refined sugay 
in carloads, imported through Mobile, New Orleans, and Poy 
Chalmette, might be stored at stations on defendants’ railroag 
and reshipped to destinations in territory east of the Mississipp, 
River and south of the Ohio and Potomac rivers when moyj 

over all-rail routes, but not when moving over barge-rail route, 
discriminated against the barge lines, and that imported rp. 
fined sugar transported over barge-rail routes, and stored jp 
transit, was subjected to unreasonable rates, rules, regulations 
and practices. 

The report said that the Mississippi Valley Barge Line (Cp, 
the American Barge Line Co., and the New Orleans Join 
Traffic Bureau had intervened in support of the complaint, by 
had introduced no evidence. It said that counsel for the Misgjs. 
sippi Valley Barge Line Co. had said that it intervened in the 
proceeding for the reason that “we see in this case merely 
another attempt on the part of the rail carriers to establish 
by easy stages, commodity by commodity, the principle tha 
they should withhold transit privileges from differential barge. 
rail routes,” and that counsel for American had concurred jp 
the statement. 

The report said that the Commodity Credit Corporation 
and the Savannah Sugar Refining Corporation, engaged in the 
refining and distribution of sugar at Port Wentworth, Ga., had 
intervened and introduced evidence on behalf of the defendants, 

The examiners observed that, prior to the war, sugar im. 
ported through southern ports was stored at the ports and that 
there was no necessity for the storage of sugar at interior 
points in southern territory, but that, shortly after the United 
States entered the war, increased importations of sugar im. 
ported through Florida and Gulf ports came in through Florida 
and Gulf ports at which there were no storage facilities or a 
which the facilities were inadequate. The transit provision was 
established, effective June 13, 1942, after the Office of Price 
Administration had said that it would aid in the stabilization 
of prices, rationing, and distribution of sugar, according to the 
report. Originally established to expire December 31, 1942, it 
had been continued in effect from time to time and at present 
was published to expire June 30, 1945, it said. 

A witness for the Southern Railway Co. and Southern Rail- 
way system lines, the report said, had testified that in the 
event the provision under consideration was found discrimina- 
tory and an alternative order was entered under section 3, it 
would be the purpose of the Southern to allow the provision 
to expire or cancel the provision in connection with the rates 
from Mobile and New Orleans, and probably in connection with 
the rates from ,other ports. 

The examiners said that the defendants took the position 
that the purpose of the barge lines in prosecuting the complaint 
was to establish the principle involved, and that establishment 
of the transit arrangements in connection with the barge-rail 
routes would mean little, if anything, to the barge lines from 
a financial standpoint. Certain agencies of the federal govern 
ment had urged the barge line to withdraw the complaint, the 
examiners said, but that “complainant regarded the underlying 
principle as so important to the water carriers as a whole that 
it could not avoid prosecution of the complaint without sacti- 
ficing their interests.” 

The examiners said that the defendants had expressed 4 
willingness to establish storage-in-transit arrangements in cor 
nection with the barge-rail routes at the all-rail rates, but that 
they took the position that the barge-rail routes would have 
an advantage over the all-rail routes, even on the basis of the 
all-rail rates, because of the slower service of the barge lines, 
maintaining that barge-rail shippers would be able to save 
storage charges, and cited examples. The examiners observel, 
however, that the present differentials, barge-rail under all-rai 
on sugar, established by agreement, were substantially les 
than those prescribed by the Commission by the formula st 
up in Inland Waterways Corp., Through Routes and _ Joift 
Rates, 153 I. C. C. 129, 172 I. C. C. 525, and 192 I. C. C. 66. 
They said that “even though the shippers were able to effet 
savings in storage charges by using the slower barge-ral 
service, the evidence is not convincing that such savings would 
be the controlling factor in determining the routing of ship 
ments. 

The examiners said that the defendants asserted that it 
many instances the savings in storage charges, owing to the 
slower barge-rail service, might exceed the differences betwee! 
the present all-rail and barge-rail rates and urged that the 
greater time in transit ceased to be a disability and became # 
advantage to the barge-rail rates. 

“Although the Office of Price Administration limits th 
territory to which sugar may be shipped from the varid 
ports, it does not specify the means of transportation or 
routing to be used by shippers,” said the examiners. ‘The fat 

that no imported sugar moved over the barge-rail routes # 
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destinations in Southern Territory in 1943 plainly indicates that 
the result of according transit in a connection with the all-rail 
rates from Mobile, New Orleans, and Port Chalmette to destina- 
tions in that territory without according similar transit arrange- 
ments in connection with the barge-rail rates was virtually to 
exclude complainant from participating in the transportation of 
imported refined sugar to points in southern territory.” 

The examiners summed up the complainant’s contentions as 
follows: 


Complainant takes the position (1) that the prime reason for dif- 
ferential rates is not the disability of the service by water but the 
jesser cost of operation by water than by rail, and since the relation 
of the line-haul rates is not in issue herein the Commission must 
presume that the differentials in the barge-rail rates reflect the lesser 
cost of the barge-rail service; (2) that shippers who desire to use such 
service must be given equal treatment with those who-use the all-rail 
service; (3) that even if the barge-rail service were the equivalent of 
the all-rail service from the standpoint of value, shippers are, never- 
theless, entitled to differential rates reflecting the economies in the 
cost of the service by water regardless of whether the shipments are 
transported over the barge-rail routes to interior points for storage or 
are transported direct to the final destinations; (4) that neither the 
rail carriers nor the Commission has ever considered a transit privilege 
as requiring application of a line-haul rate different from that which 
applies on direct shipments; and (5) that storage in transit is a prac- 
tice, or regulation, required by finding 4 and the order in Inland 
Waterways Corp. Through Routes and Joint Rates, supra, to be accorded 
over barge-rail routes if observed over all-rail routes. As supporting 
its position, complainant cites, among other proceedings, Ex-River 
Grain and Grain Products to Mississippi Valley, 177 I. C. C. 206, 208, 
Birkett Mills vs. Delaware L. & W. Ry. Co., 123 I. C. C. 63, 66, United 
States War Dept. vs. Abilene & S. Ry. Co., 77 I. C. C. 317, 342-343, 
363, 92 I. C. C. 528, 546, Nueces County Nav. District No. 1 vs. Baltimore 
& Ohio R. Co., 223 I. C. C. 75, 99, and Storage in Transit of Imported 
Rubber, 256 I. C. C. 183. 





Frisco Motor Operations 


The Commission should impose specific conditions in cer- 
tain authorizations of Frisco Transportation Co., wholly-owned 
subsidiary of St. Louis-San Francisco Railway Co., said Exam- 
iner David Waters in a proposed report on reconsideration in 
MC 89913, Sub. 1, Frisco Transportation Co. Extension—Joplin- 
Miami, embracing five other extension applications and five 
purchase proceedings, as follows: 


MC 89913, Sub. 2, Frisco Transportation Co. Extension—Hugo to 
Paris; MC 89913, Sub. 3, Same—Joplin-Carthage; MC 89913, Sub. 5, Same 
—Memphis-Blytheville; MC 89913, Sub. 6, Same—Memphis-Walnut 
Ridge; MC 89913, Sub. 10, Same—Blytheville-Lake City; MC F-578, 
Frisco Transportation Co.—Purchase—Joseph D. Cooper; MC F-618, 
Same—Purchase—John Hamm; MC F-619, Same—Purchase—J. A. Rose; 
MC F-678, Same—Purchase—Joseph W. Parker; and MC F-679, same 
—Purchase—Louis Tolson. 


The cases were reopened pursuant to the decision of the 
Commission, division 5, in MC C-293, Campbell Sixty-Six Ex- 
press, Inc., et al. vs. Frisco Transportation Co. et al., in which 
it was found that Frisco had conducted unauthorized direct 
motor common carrier service. No order was entered in that 
proceeding pending reopening of the finance proceedings -for 
the purpose of determining what, if any conditions or restric- 
tions should be imposed in the certificates to remove all doubt 
about the character of operations Frisco had been authorized 
to acquire, and in which it was authorized to engage (see 
Traffic World, Aug. 26, p. 489). 


Citing Kansas City S. Transport Co., Inc., Common Car- 
rier Application, 28 M. C. C. 5, decided January 24, 1941, as 
the leading case, the examiner discussed the various conditions 
that had been imposed by the Commission in similar cases in 
order to assure the performance of coordinated rail-and-motor 
service. In discussing condition 1, which he quoted as saying 
that “The service by motor vehicle to be performed by (the 
designated motor carrier) shall be limited to service which is 
auxiliary to, or supplemental of rail service of (the designated 
tailroad),”” the examiner said that, as explained in the Camp- 
bell case, this condition specified the type of service it was 
contemplated Frisco would perform under the operating rights 
twas authorized to purchase in the finance proceedings. 


“There was no need shown in any of those proceedings for 
another operator to enter a new field of service and furnish 
the same type of service as was being supplied by the inde- 
Pendent motor common carriers already engaged in the field,” 
he said. “While the Transportation Company may have indi- 
tated its desire ‘to step in the shoes’ of its predecessors and 
‘ontinue their operations without any restrictions, it was not 
authorized to do so under the findings approving the various 
Purchases of their operating rights... .” 

The findings in those cases plain disclosed an intent to 
authorize the motor carrier subsidiary to perform a service by 
motor vehicle auxiliary or supplementary to the rail service of 
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the railroad, he said, and that, furthermore, “this intent is 
confirmed by the discussion preceding the respective findings 
wherein the proposed operations are described as a means for 
developing coordinated rail-truck service with a view to im- 
proving the Railway’s service to the public. No other type of 
service is mentioned in these discussions and hence, there is 
no basis for inferring that the findings authorize any other 
type of service than that discussed. The fact that the Commis- 
sion reserved the power to impose future limitations, restric- 
tions, or modifications in order to insure the performance of 
auxiliary or supplementary service certainly presupposes the 
authorization of this type of service only. 

“This conclusion remains true even though this authorized 
type of service was not specifically described as auxiliary or 
supplementary in the language of condition 1 in the findings in 
the finance proceedings. To remove any doubt as to the type 
of service which the Transportation Company is authorized to 
perform, the Commission should impose appropriate conditions 
pursuant to its reservation of power to impose future limita- 
tions, restrictions, or modifications.” 

After discussing the other conditions in the certificates, 
and describing the service proposed in the various extension 
proceedings, the examiner proposed the following findings: 


In Nos. MC F-578, MC F-618, MC F-619, MC F-678, and MC F-679, 
the Commission, division 5, should find, on reconsideration, that its 
approval of the purchases of the considered operating rights by Frisco 
Transportation Company should be subject to the conditions specified 
in appendix B hereto. 

In Nos. MC-89913 (Sub. No. 1), MC-89913 (Sub No. 2), MC-89913 
(Sub. No. 3), MC-89913 (Sub. No. 5), and MC-89913 (Sub. No. 6), the 
Commission, division 5, should find, on reconsideration, that the cer- 
tificates of public convenience and necessity heretofore inadvertently 
issued to Frisco Transportation Company should be cancelled; and that 
appropriate certificates containing the conditions specified in appendix B 
should be issued in lieu thereof. 

In No. MC-89913 (Sub. No. 10), the Commission, division 5, should 
find, on reconsideration, that the conditions specified in appendix B 
should be imposed in the certificate heretofore issued to Frisco Trans- 
portation Company; that in all other respects the provisions of that 
certificate should remain in full force and effect; and that an amended 
certificate giving effect to these findings should be issued to Frisco 
Transportation Company. 


The conditions specified in appendix B, as referred to in 
the examiner’s findings, were as follows: 


Conditions 1, 2, 4, and 5 to be imposed in Nos. MC-F-578, MC-F-618, 
MC-F-619, MC-F-678, and MC-F-679, and in Nos. MC-89913 (Sub. No. 1), 
MC-89913 (Sub. No. 2), MC-89913 (Sub. No. 3), MC-89913 (Sub. No. 5), 
—— (Sub. No. 6), and MC-89913 (Sub. No. 10), except as otherwise 
noted. 

1. The service by motor vehicle to be performed by applicant shall 
be limited to service which is auxiliary to, or supplemental of, rail serv- 
ice of St. Louis-San Francisco Railway Company (J. M. Kurn and Frank 
A. Thompson, trustees), hereinafter called the Railway. 

2. Frisco Transportation Company, hereinafter called the Trans- 
portation Company, shall not serve any point not a station on the rail 
line of the Railway. 

Exception: In Nos. MC-F-678 and MC-89913 (Sub. No. 5), the Trans- 
— Company is authorized to serve the non-rail point of Dyess, 

rk. 

4. All contractual arrangements between the Transportation Com- 
pany and the Railway shall be reported to us and shall be subject to 
revision, if and as we find it to be necessary in order that such arrange- 
ments shall be fair and equitable to the parties. 

5. Such further specific conditions as we, in the future, may find 
it necessary to impose in order to restrict the operations of the Trans- 
portation Company to service which is auxiliary to, or supplemental of, 
rail service of the Railway. 

Condition 3 to be imposed in the following proceedings: 


Nos. MC-F-618 and MC-89913 (Sub. No. 1) 


3. Shipments transported by the Transportation Company shall be 
limited to those which it receives from or delivers to the Railway under 
a through bill of lading covering, in addition to a movement by the 
Transportation Company in line-haul motor-carrier service, a prior or 
subsequent movement by the Railway in line-haul rail service. 

Exception: The foregoing condition 3 will not apply to local ship- 
ments moving solely between Joplin, Mo., and Miami, Okla., and inter- 
mediate points, over the route authorized herein. 


Nos. MC-F-578 and MC-89913 (Sub. No. 3) 


3. Shipments transported by the Transportation Company shall be 
limited to those which it receives from or ‘delivers to the Railway under 
a through bill of lading covering, in addition to a movement by the 
Transportation Company in line-haul motor-carrier service, a prior or 
subsequent movement by the Railway in line-haul rail service. 

Exceptions: The foregoing condition 3 will not apply to local ship- 
ments moving solely between Joplin and Carthage, Mo., and intermedi- 
ate points, over the route authorized herein. 


Nos. MC-F-678 and MC-89913 (Sub. No. 5) 
3. No shipments shall be transported by the Transportation Com- 
pany as a common carrier by motor vehicle between Memphis, Tenn., 


and Blytheville, Ark., or through or to or from more than one of said 
points. 


a aa 


Nos. MC-F-679 and MC-89913 (Sub. No. 6) 


3. Shipments transported by the Transportation Company shall be 
limited to those which it receives from or delivers to the Railway under 
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a through bill of lading covering, in addition to a movement by the 
Transportation Company in line-haul motor-carrier service, a prior or 
subsequent movement by the Railway in line-haul rail service. 

Exception: The foregoing condition 3 will not apply to local ship- 
ments moving solely between Memphis, Tenn., and Walnut Ridge, Ark., 
over the route authorized herein. 

No. MC-89913 (Sub. No. 10) 

3. Shipments transported by the Transportation Company shall be 
limited to those which it receives from or delivers to the Railway under 
a through bill of lading covering, in addition to a movement by the 
Transportation Company in line-haul motor-carrier service, a prior or 
subsequent movement by the Railway in line-haul rail service, and those 
which the Transportation Company transports as parts of through ship- 
ments prior or subsequent to movement by the Railway under appro- 
priate transit rules. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
9f 20 days from date of service of reports (unless otherwise stated). 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’ type, 
with name of town or city following.) 


New York (New York)—MC 66562, Sub. No. 582, Railway 
Express Agency, Inc. Certificate proposed for extension of 
operation with respect to express matter, moving in express 
service, between Salem, O., and Lisbon, O., over Ohio High- 
way 45, serving no intermediate or off-route points, subject 
to conditions, including one that applicant’s service be limited 
to service auxiliary to or supplemental of railway express 
service. 

New York (New York)—MC 66562, Sub. No. 589, Railway 
Express Agency, Inc. Certificate proposed for extension of 
operation with respect to general commodities, moving in ex- 
press service, between Bolivar, O., and Zoarville, O., over Ohio 
Highway 212, serving Zoar, O., as an intermediate point, sub- 
ject to conditions, including one that applicant’s service be 
limited to service auxiliary to or supplemental of railway 
express service. 

Illinois (Chicago)—-MC 102608, Sub. No. 4, R. J. Hurst, 
dba Burlington-Chicago Cartage. Certificate proposed. Gen- 
eral commodities, with exceptions, between Kewanee and Chi- 
cago, Ill., over U. S. Highway 34, serving Princeton, Ill., as 
intermediate point. 

IMinois (Maywood)—MC 78261, Sub. No.. 21, Helen Lipson, 
Executrix, and Sidney R. Tarkoff, Executor, of Estate of Harry 
Ratner, dba Midwest Transfer Co. Permit proposed, as to 
specified commodities from East Chicago, Ind., Lockland, O., 
and Chicago Heights and Vandalia, Ill., to points in designated 
areas in Neb., Mo., Mich., Ind., O., Wis., Ia. and Ky., over 
irregular routes. The examiner said that the serving by ap- 
plicants of additional points of origin and destination in trans- 
portation of roofing and building materials for shippers the 
applicants were presently authorized to serve would not have 
the effect of changing their status from that of a contract 
carrier to that of a common carrier. 


Pennsylvania (Sunbury)—MC 67646, Sub. 22, Hall’s Motor 
Transit Co., extension. Denial of certificate proposed. General 
commodities, with exceptions, between Sunbury and New York, 
N. Y., and return, over a specified route, serving all intermediate 
and off-route points within 15 miles of New York City, restricted 
against the movement of traffic originating at or destined to 
Pennsylvania points east of Sunbury and points on the appli- 
cant’s authorized routes south of Selinsgrove, Pa., including 
Harrisburg, Pa., on the one hand, and points in the New York 
area, on the other. The report said the evidence was convincing 
that when conditions returned to normal, the existing carriers 
would be able to render an adequate and efficient service. “At 
most,” said the report, “the evidence tends to establish a tem- 
porary need for applicant’s service.” It further said temporary 
authority had already been granted until December 31 and that 
there was no doubt that if the war continued beyond that date 
= = date of the temporary grant would be further 
extended. 


New York (New York)—-MC 66562, Sub. 583, Railway Ex- 
press Agency, Inc., extension. Certificate proposed. Express 
matter moving in express service (1) between Canton, O., and 
junction of Ohio highways 43 and 628, over Ohio highway 43, 
and (2) between Canton and Middlebranch, O., over county 
road, serving no intermediate points, subject to the following 
conditions: (1) Limitation of service to that which was aux- 
iliary to, or supplemental of, railway express service or air ex- 
press service; (2) shipments should be those only moving on a 
through bill of lading, or express receipt, covering in addition 
to a motor-carrier movement by applicant, an immediately 
prior, or immediately subsequent movement by rail or air; and 
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(3) such further specific conditions as the Commission, in the 
future, might find it necessary to impose to maintain these 
limitations. 

California (San Francisco)—-MC 9115, Sub. 31, Oregon. 
Nevada-California Fast Freight, Inc., extension. Certificate pro. 
posed. General commodities, with exceptions, between Drain, 
Ore., Reedsport, Ore., and Coquille, Ore., over a described route, 
serving all intermediate points, except those on Oregon highway 
38 between Drain and Reedsport, including Reedsport, restricted 
to traffic moving to or from Medford, Ore., and points on appli. 
cant’s presently authorized regular routes in Oregon north of 
Medford. 

Pennsylvania (Susquehanna)—-MC 87964, Sub. 3, Jay N, 
and Gordon D. Benson, extension. Certificate proposed. House. 
hold goods between Susquehanna and Pennsylvania and New 
York points within 25 miles thereof, on the one hand, and, on 
the other, points in the District of Columbia, Mass., O., R. I, 
Conn., and Va. 

New York (Brooklyn)—MC 92950, Sub. 1, Louis Jagel an 
Louis A. Jagel, extension. Denial of permit proposed. Parts for 
electrical devices and appliances, and materials used for or inci- 
dental to the manufacture of such parts, and packing materials, 
between Brooklyn, N. Y., Providence and Hillsgrove, R. L., on 
the one hand, and, on the other, points in Conn., N. J., N. Y,, 
Pa., Mass., and R. I.; rubber, including scrap, reclaimed rubber, 
and materials used in the manufacture of reclaimed rubber, be- 
tween Butler, N. J., on the one hand, and, on the other, points in 
N. Y., Conn., Mass., and R. I. 

indiana (New Albany)—-MC 105184, Sub. 1, Charlestown 
Bus Lines, Inc. Certificate proposed. Passengers and their bag- 
gage, and express, mail, and newspapers, in the same vehicle 
with passengers, between specified Indiana points, over de. 


scribed routes, serving all intermediate points, and return over & 


the same routes. 

District of Columbia (Washington)—-MC 12299, John P. 
Toomey, broker. License proposed. Household goods between 
points in the United States. 

Maryland (Sandy Springs)—-MC 37078, Sub. 6, Harry V. 
Dawson, extension. Denial of certificate proposed. Passengers 
and their baggage, and express, mail, and newspapers in the 
same vehicle with passengers, from and to intermediate points 
between Wheaton, Md., and the entrance to Capitol Radio In- 
stitute, about 234 miles north of the Maryland-District of Co- 
lumbia line, on Maryland highway 97 and U. S. highway 29. 

New York (New York)—MC 66562, Sub. 588, Railway Ex- 
press Agency, Inc., extension. Certificate proposed. Express 
matter moving in express service, between Ellsworth, O., and 
Canfield, O., over U. S. highway 224, serving no intermediate 
points, subject to the following conditions: (1) limitation of 
service to that which is auxiliary to, or supplemental of, rail- 
way express service; (2) limitation of shipments to those mov- 
ing on a through bill of lading, or express receipt, covering, in 
addition to a motor-carrier movement by applicant, an immedi- 
ately prior or immediately subsequent movement by rail; and 
(3) such further specific conditions as the Commission, in the 
future, may find necessary to impose to maintain these limita- 
tions. The report also recommended that the Commission should 
find that the applicant may abandon its operation over a certain 
described portion of its authorized routes on submission of its 
presently held certificate in MC 66562, Sub. 97, for revision. 

Oklahoma (Enid)—-MC 69419, Sub. 19, Harold C. Groen- 
dyke, extension. Permit proposed. Petroleum products, in bulk 
in tank trucks, between Ponca City, Okla., on the one hand, 
and, on the other, points in Kansas within 200 miles of Ponca 
City. The report recommended that the operations involved 
were those of a contract carrier rather than a common carrier. 


Oklahoma (Enid)—MC 69419, Sub. 21, Harold C. Groen 
dyke, extension. Certificate proposed. Petroleum products, in 
bulk in tank trucks, between specified points in Texas and 
Kansas over a described route, traversing Oklahoma for operat 
ing convenience only, except from the described Texas points 
to points in six Kansas counties. 


Vermont (Fair Haven)—-MC 72894, Sub. 7, William H 
Hyde, extension. Certificate proposed, with conditions. Marble 
for building purposes, from Center Rutland, West Rutland, 
Proctor, and Florance, Vt., to all points in N. H., Me., Mass. 
R. I., Conn., N. Y. (except New York commercial zone), N. J, 
Pa. (on and east of U. S. highway 219), and Del., and, in the 
reverse direction, marble blocks from the New York commel- 
cial zone to Proctor, and rejected shipments and empty racks 
and containers returned. 

Missouri (Cape Girardeau)—-MC 72958, Sub. 1, Albert 
Schach and Charles Wulfers, extension. Certificate proposed. 
Household goods, including office fixtures and furniture, (1) 
between all points in Ark., Ill., Ind., Ky., Mo., and Tenn.; (2) 
from points in described areas of the aforementioned states, 
over a described route; and (3) from all points in Ala., Ia., Kan, 
La., Mich., Miss., O., Okla., Tex., W. Va., and Wis., to all points 
in Ark., Ill, Ind., Ky., Mo., and Tenn. 
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District of Columbia (Washington)—-MC 101349, Sub. 15, 
Richard M. O’Boyle and Lillian M. O’Boyle, extension. Certifi- 
cate proposed, with conditions. Petroleum products, in bulk, in 
tank trucks, from Baltimore, Md., to specified points in the Dis- 
trict of Columbia and a described area of Virginia; from the 
District of Columbia to points in Maryland and the aforemen- 
tioned Virginia area; and from Rosslyn and Alexandria, Va., 
to points in Maryland; and rejected shipments on return trips 
jin each instance. 

California (San Francisco)—-MC 78786, Sub. 152, Pacific 
Motor Trucking Co., extension. Certificate proposed. General 
commodities, with exceptions, between Lerdo and Famoso, 
Calif., over U. S. highway 99, subject to the following condi- 
tions: (1) limitation of service to that which is auxiliary to, or 
supplemental of, railway or railway express service; (2) limita- 
tion of service to stations on Southern Pacific rail lines; (3) 
no transportation of shipments over aforementioned route by 
applicant as a common carrier by motor vehicle between the 
following points, or through, or to, or from more than one of 
such points: Bakersfield and Fresno, Calif.; (4) reporting to the 
Commission of all contractual arrangements between applicant 
and any railroad or railway express carrier to whose service its 
service is auxiliary or supplementary; and (5) such further 
conditions as the Commission, in the future, may find necessary 
to impose to maintain these limitations. 

Illinois (Chillicothe)—-MC 102582, Sub. 5, Kenneth C. Koch, 
extension. Permit proposed. Canned vegetables, from Prince- 
ville, Ill., to all points in Ind., Ky., Ia., and Mo., Omaha, Neb., 
and Kansas City, Kan., points in Wisconsin on and south of U. S. 
highway 18, and Detroit, Mich., with no transportation for 
compensation in the reverse direction. 

Arkansas (North Little Rock)—-MC 102906, Sub. 4, S. M. 
Dixon and Sara C. Dixon, extension. Certificate proposed. 
Heavy machinery and heavy equipment (other than oilfield 
equipment) which, because of size or weight, requires the use 
of special equipment from rail heads to job sites and from rail 
heads to places of repair, all within Arkansas. 

South Dakota (Vermillion)—-MC 105339, E. E. White, com- 
mon carrier. Certificate proposed. General commodities, with 
exceptions, between Hub City, S. D., and points within six miles 
thereof, and Westerville, Grenville, and Alsen, S. D., on the 
one hand, and, on the other, Sioux City, Ia. 

New Jersey (Paterson)—-MC 105491, Irving Arons, common 
carrier. Denial of certificate proposed. Textiles, textile supplies, 
and groceries, between points in six New Jersey counties, on 
the one hand, and, on the other, all points in the New York, 
N. Y., commercial zone. 


Transit on Serap Rubber 


Briefs on behalf of three barge lines, the Mississippi Valley 
Association, and the respondent rail carriers have been filed 
with the Commission in No. 29193, Transit on Scrap Rubber, 
an investigation instituted by the Commission, division 2, on 
its own motion, into the reasonableness and lawfulness other- 
wise of the transit arrangements on scrap rubber described in 
item 2152 of supplements Nos. 61 and 62 of Southwestern lines 
tariff 174-N, Agent J. R. Peel’s I. C. C. No. 3514. The objection 
of the barge lines was to a provision that the through rate 
would apply from the station of origin to the final destinations, 
“but not less than the rate applicable via all-rail from and to 
the same points.” 

Briefs were filed on behalf of Inland Waterways Corpora- 
tion, operating the Federal Barge Lines; Mississippi Valley 
Barge Line Co.; and American Barge Line Co. As to these, the 
respondent rail carriers said that the tariff showed the names 
of carriers who were participating carriers, and that the three 
barge lines were not so included. Therefore, said the railroads, 
the transit privileges published in the tariff applied only on the 
rail portion of the haul and where the rail line, shown as a 
participating carrier to the tariff, issued the bill of lading. The 
railroads also observed that two shippers, “controlling the 
movement of ninety per cent of the traffic involved,” had pro- 
duced witnesses in support of the item involved. 

The railroads said the water carriers appeared in the in- 
vestigation “solely upon a moot or abstract basis,”’ and that the 
record failed to show that they had been damaged. They ob- 
served that the water carriers had voluntarily restricted them- 
selves from participating in the greater volume of the traffic 
through exceptions against handling scrap rubber loose or in 

ulk, and that°ho transit arrangements in connection with all- 
Water rates were now in effect or proposed with regard to 
Strap rubber, loose or in bulk. 

The rail respondents argued that the rail-barge-rail rates 
published as a result of Commission orders in Ex Parte 96, 
Through Routes and Joint Rates, 153 I. C. C. 129 and 192 
LC. C. 173; Ex Parte 99, Application of Mississippi Barge Line 
Co, 178 I. C. C. 224; and Ex Parte, 102, Application of Amer- 
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ican Barge Line Co., 182 I. C. C. 521, did not reflect an adequate 
and relative basis of rates for application to shipments moving 
in transit, particularly where, as in the instant proceeding, com- 
peting transit operations were involved and both transit points 
were served by the same and competing barge lines. 

The barge lines took the opposite point of view, Mississippi 
Valley saying, with reference to the order in Ex Parte No. 99, 
that the order was plain to all but the railroads “who inten- 
tionally seek to thwart them.” The barge lines referred also to 
Storage in Transit of Imported Rubber, 256 I. C. C., 183, the 
situation in which, they said, was identical not to be distin- 
guished from that in the instant proceeding. That proceeding, 
they said, settled any question that could possibly be involved 
in the instant proceeding. 

The water carriers were united in saying that the Commis- 
sion had recognized repeatedly the fact that traffic could not, 
and would not, move on the inland waterways under rates as 
high as those maintained for all-rail transportation from and 
to the same points, and that, under the disputed transit item, 
the barge lines could not participate in the traffic. No matter 
how small a part of that traffic was shipped baled, they con- 
tended, they had a right to protect their interest in it. 

American and Mississippi asked that the schedules be con- 
demned. Federal, observing that, after the decsion in Transit 
of Imported Rubber, the railroads had withdrawn the transit 
privilege in its entirety rather than extend it to barge-rail traf- 
fic, and that questions asked by respondents’ counsel suggested 
that the railroads contemplated a like action here if the deci- 
sion was adverse to them, continued: 


In such a situation, the Commission must determine whether it 
will enter a mandatory finding and order under section 1 which will 
require the carriers to establish and maintain the privilege in connec- 
tion with traffic moving on the differential rates and to continue the 
privilege on all-rail traffic, or whether’ its finding should be couched 
in the same terms as in the Crude Rubber (Transit of Imported Rubber) 
case. That is primarily a matter between the shippers and the rail 
carriers. Federal does no more than urge that under the facts and 
the law, an alternative order under section 3(4) of the act should issue, 
and the finding under section 1 should be phrased like the correspond- 
ing finding in the Crude Rubber case. 


The railroads, in the concluding section of their brief, 
again referred to the shippers who had appeared in support of 
the rule. The shippers, said the railroads, were the parties 
having a genuine and immediate interest at stake, and that they 
were satisfied. Contrarily, they said, the protesting barge lines 


had no immediate interest at stake. On the record, said the 


railroads, the respondents had justified the item under investi- 
gation, and that the examiner should recommend discontin- 
uance. 

The Mississippi Valley Association said that the respond- 
ents should be required to cancel the protested schedules, and 
hereafter refrain from establishing any transit rules and regu- 
lations on scrap rubber unless they were concurrently made 
effective in connection with joint rail-barge rates, applicable 
between the same origin and destination points on established 
differentials under all-rail rates. It said that there had been 
numerous instances where the railroads had proposed transit 
rate restrictions similar to those under investigation in the 
instant proceeding. Some of the proposals have been withdrawn, 
it said, adding that “the aggregate number thereof indicates 
very definitely that the railroads are pursuing a well-defined 
general plan to handicap inland waterway transportation by 
means of this particular type of discrimination.” 


MOTOR CLASS RATE STOPS IN FLA. 


In exceptions to the proposed report of Examiner Richard 
Yardley in I. and S. M-2452, Increased Joint Class Rates— 
St. Johns River Line, in which the examiner recommended that 
the Commission find not shown just and reasonable a proposal 
by St. Johns to establish class rate stops from points in the 
south to points in Florida (see Traffic World, Jan. 27, p. 209), 
the respondent said that “if rate stops are widely used .. . to 
provide some profit on all traffic transported, respondent should 
not be denied this privilege which has been granted to its 
competitors.” 

St. Johns asked the Commission to vacate its order of 
suspension and allow the proposed rate restrictions to become 
effective. It said that, while the primary purpose of the pro- 
posed rate stops was to obtain additional revenue, it did not 
expect to meet its increased cost of operation entirely from the 
proposed increases on that portion of its traffic involved. It 
observed that various measures of economy had been initiated, 
and others required by the Office of Defense Transportation 
and other governmental organizations. 

It said that the fact that the revenue to be gained was 
small indicated that it was handling only a small portion of 
the traffic moving to and from its stations on the rates in 
the tariff involved, and that the majority of the traffic was 
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moving via other carriers whose rates were restricted and were 
higher than those of the respondent. This fact, it said, did 
not support the protestant’s contention, that the proposed in- 
crease would disrup the price stabilization program of the 
Office of Price Administration. 

“Respondent’s operations are confined to the state of Flor- 
ida,” it said, “and all traffic handled on rates in the involved 
tariff is handled in connection with other carriers. Respondent 
feels that the proportionate part received out of the through 
rates are fair and equitable. The fact that connecting car- 
riers would derive a greater benefit .. . than would be derived 
by the respondent does not alter the fact that the equitable 
proportions of the through rates being received by respondent 
do not compensate for the cost of performing the service.” 


Freight Car Use Charge 


Replying to the petition of the American Short Line Rail- 
road Association that the Commission investigate the reason- 
ableness of charges for use of freight cars (see Traffic World, 
Jan. 20, p. 155), the Association of American Railroads, by 
J. M. Souby, its attorney, has asked the Commission to deny 
the petition, on the ground, among others, that the application 
of the per diem rate, increased to $1.15 on January 1 to the 
short line railroads, was negligible as compared with its appli- 
cation to the Class I roads. The A. A. R. reply said that there 
was no conceivable reason why the Class I roads should desire 
to fix the charge at other than a reasonable figure, particularly 
in view of the extent to which the per diem accruing on the 
short lines was absorbed by their trunk line connections. 

Under present conditions, said the A. A. R., nothing short 
of a compelling public interest would justify diverting the 
time of important railroad. officials from their regular work. 
The subject matter of the requested investigation, it said, was 
not one that appeared on its face to be of paramount public 
concern, and that the petition contained nothing to indicate 
that it was. 


The A. A. R. observed that the one dollar per diem rate 
had been in effect since 1920, and was approved by the Com- 
mission as reasonable in its report in Rules for Car-Hire Set- 
tlements, 160 I. C. C. 369, decided in 1929. The Commission 
then had before it a study of car ownership costs based on 
railroad operations for 1925, the association said, and added that 
“in view of the increases that have occurred in labor and mate- 
rial prices since that time, certainly an increase of only 15 per 
cent in the per diem rate does not appear on its face to be un- 
warranted, and there is nothing in the petition to indicate that 
it is.” It continued: 


Paragraph VI of the petition refers to the fact that the board of 
directors of this association at the time it recommended an increase in 
the per diem rate to $1.15 appointed a committee of its members to re- 
view the studies of car ownership costs on which its recommendation 
was based and make a report thereon to the board by April 1, 1945. 
Obviously, there is just as much reason to believe that the action of 
the board was prompted by doubt as to the adequacy of the increase 
recommended by it as there is to assume that it was prompted by doubt 
whether an increase as great as 15 per cent was justified. This is par- 
ticularly true in view of the fact that the studies of car ownership costs 
which the board had before it at the time it took that action indicated 
an average cost far in excess of $1.15 per car per day. 


Replying to a statement of the short lines that the increase 
in the per diem rate was contrary to the trend of the times, 
and to citation by the short lines of a recent reduction in the 
mileage rate on petroleum tank cars (not of railroad owner- 
ship) from 1% cents to 1% cents, the A. A. R. said that if the 
charge for the rental of railroad owned cars was stated on a 
mileage basis instead of on the basis of a flat per diem rate, 
the fact referred to might have some significance. As a matter 
of fact, it continued, the increased per diem rate of $1.15 repre- 
sented a much lower mileage rate, “now that cars are averag- 
ing over 52 miles per active car day, than did the one dollar 
per diem rate in 1925 when cars were averaging only about 
34.5 miles per active car day.” 

The A. A. R. also said a statement by the short lines that 
“the number of active car days per freight car is now substan- 
tially double that of the years prior to 1941” was inaccurate. It 
said the number of active days a freight car owned by the Class 
I roads in 1944 was 351, as compared with the average in 1938 
of 263 days, an increase of only 33.5 per cent. 

“Neither does it follow, as claimed in the petition, that an 
increase in the number of active freight car days should result 
in a lowering of the per diem rate,” the A. A. R. reply con- 
tinued. “Whether it should or not depends, of course, on the 
extent to which the costs of car ownership and maintenance 
have increased along with the increase in car use. The average 
cost shown by the studies on which the increase involved here 
was predicated was arrived at by dividing the total cost of car 
ownership and maintenance by the total number of active 
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freight car days, thus automatically giving full effect to any 
increase in the latter.” 

The A. A. R. said that the short lines, in referring to rentals 
charged by private car companies for their cars, failed to give 
the terms of the leases in which such rentals were named, go 
that, it said, there was no basis for comparing them with a 
per diem rate that applied to a car only when actually ip 
service. The A. A. R. reply concluded as follows: 


It is also alleged in the same paragraph of the petition that ‘‘there 
is evidence to the effect that the average cost of maintaining freight 
cars has been reduced and that the capital charges against car owner. 
ship have decreased since the per diem rate of one dollar per car day 
was established.’’ The petition does not indicate the nature of the eyj. 
dence to which it refers. In fact, it is a matter of common knowledge, 
of which the Commission will take judicial notice, that the costs of 
labor and materials required both for the construction and maintenance 
of freight cars are much higher now than they have been at any time 
during the period the one dollar per diem rate has been in effect. 


Lancaster Transport Application 


Reversal of the examiner’s judgment in recommending de- 
nial of a certificate is asked by Lancaster Transportation Co, 
Lancaster, Pa., in exceptions to the proposed report and order 
of Examiner W. J. Cave in M C18008, Sub. 2, Lancaster Trans. 
portation Co., Extension—Pittsburgh—Philadelphia. 

Contending that the examiner did not understand the ap- 
plication, the Lancaster company said the application’s purpose 
wa sto enable the applicant to provide a cmoplete interstate 
service over its routes in Pennsylvania, where it had already 
received authority to operate intrastate, but did not now have 
the rights to operate interstate over the same roues and be- 
ween the same points. 


Lancaster said its new service was intended to operate be- § 


tween Lancaster and Pittsburgh, and the 35-mile radius around 
and including Philadelphia and Pittsburgh, and not from York 
and Harrisburg to Pittsburgh, as construed by the examiner, 
It said there was a limitation in connection with Philadelphia- 
Pittsburgh traffic, because all service within the 35-mile radius 
of Philadelphia, other than that already authorized in MC 
18008, must be in connection with the Pittsburgh territory, 
otherwise it would be possible by the instant application to 
extend the operating authority in MC 18008 to other points in 
the 35-mile radius of Philadelphia, one the one hand, and such 
points as Lancaster, Pa., and New Brunswick, N. J., already 
authorized in MC 18008. That was not what was intended, said 
the Lancaster company. It further said the examiner had 
seemed to have forgotten the 35-mile radius around Phila 
delphia, where the applicant now had no interstate service ex- 
cept along those regular routes described in MC 18008. 

The Lancaster company said it did not seek to seize on 
the war emergency as a basis for obtaining rights it could 


not support or which the public would not require in peace- 
time. 


“Protestants have relied upon so-called ‘war burdens’ as 
reason why they are unable to render the service demanded 
from them now,” continued the Lancaster company. “The Con- 
mission might well consider in that respect the needs of na 
tional defense, in addition to public convenience and necessity, 
and make certain that another such emergency, will not find 
the route between America’s greatest iron and steel arsenal, 
and its eastern seaboard, inadequately served.” 


RATES ON FRESH MEATS 


Division 2 of the Commission heard argument, February § 
in No. 29069, Swift & Co. vs. Alton Railroad Co. et al., and No. 
29126, Armour & Co. vs. Alton Railroad Co. et al., and related 
cases, involving a dispute as to the applicable rates on fresh 
meats, in straight and/or mixed carloads with other freight, 
from Missouri River packing house points to destinations iD 
Trunk-Line and New England territories. 

The complainants contended that the applicable rates were 
the combinations of locals on Atlanta, IIl., Depue, IIL, and 
Zearing, Ill., and Examiner Disque, in a proposed report in the 
proceeding, recommended that the Commission find those rates 
applicable and award reparation (see Traffic World, Dec. 2 
1944, p. 1429). 

For the railroads, Bryce L. Hamilton defended the rates 
charged, combinations of proportional commodity rates on Mis 
sissippi River crossings, saying that the combinations of } 
rates involved a routing that was not reasonable, since it would 
mean hauling fresh meats into Chicago, then about 100 mile 
westward, and then sending them to the east again. 

Counsel for the complainants, R. D. Rynder for Swift & 
Co., and Paul E. Blanchard for Armour & Co., argued that the 
lower combinations claimed by the complainants were provi 
for in the applicable tariffs. 
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Suspended Tariffs 


‘Designation of a tariff helow does net mean that all schedules 
m it have been suspended. Suspension orders contain many sched- 
gles not reproduced. here. Deiails of such orders are published in 
the Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. 5333, the Commission suspended from 
February 3 until September 3 the operation of certain schedules 
as published in supplement 47 to Agent R. H. Hoke’s tariff 
L C. C. No. 728, supplement 29 to Agent R. H. Hoke’s tariff 
LC. C. No. 894, and other tariffs. The suspended schedules 
propose to restrict the routing on lumber and related articles, 
in carloads, between stations on the Hampton & Branchville 
Railroad and various points in southern territory. 

In I. and S. No. 5334, the Commission suspended from 
February 5 until September 5 the operation of certain sched- 
ules as published in supplements Nos. 126 and 127 to Agent 
B. T. Jones’ tariff I. C. C. No. 3356. The suspended schedules 
propose to restrict the routing in connection with commodity 
rates on grain and grain products, in carloads, from stations 
on the Ann Arbor Railroad to destinations in trunk-line and 
New England territories (see Traffic World, Feb. 3). 





Household Goods Complaint 


Delcher Brothers Storage Co., Inc., Jacksonville, Fla., has 
filed with the Commission a complaint alleging that Neptune 
Storage Van Co., Inc., New Rochelle, N. Y., had transported 
household goods into and out of Florida without authority, 
without participation in applicable tariffs, and without insurance 
for protection of the public, under a claimed status as agent of 
Allied Van Lines, Inc. (MC C-469, Delcher Brothers Storage 
Co., Inc.. MC 43670, vs. Neptune Storage Van Co., Inc., MC 
31024.) The complainant asked for a hearing and investigation, 
cease and desist order, and institution of criminal proceedings 
by the Bureau of Motor Carriers’ law enforcement division. — 

Alleging that Neptune had claimed to be Allied’s agent with 
authority to operate into and out of Florida by virtue of Allied’s 
“federal status,” Delcher asserted that “said vehicle is owned 
and operated by Neptune Storage Van Co., Inc., and has identi- 
fying signs painted on said vehicle indicating such; that there 
are no identifying signs on said vehicle to indicate that said 
vehicle is used in the service of Allied Van Lines, Inc.; that 
there is no lease agreement made by and between Neptune 
Storage Van Co., Inc., and Allied Van Lines, Inc., whereby said 
Allied Van Lines, Inc., would have control of this said vehicle 
in accordance with administrative ruling No. 4.” 

Delcher further alleged that notwithstanding these facts 
and the fact that the shipper understood that the shipment was 
to be transported by Neptune, that carrier purported to trans- 
port the shipment in the name of Allied by mere use of a bill 
of lading form with the name of Allied thereon. 

Delcher also charged: 


That if Neptune Storage Van Co., Inc., is not a participant of 
Household Goods Carriers Bureau Tariff 1B, G. B. Holman, agent, 
MF-I. C. C. No. 10 and said vehicle is not operated under lease ar- 
rangement with Allied Van Lines, Inc., then, said carrier has issued 
a false and fictitious bill of lading, contrary to and in violation of sec- 
tion 222 (c) of the motor carrier act, 1935 and the rules and regulations 
of this honorable commission. 


Cordons Transports Minimum Rate 


While admitting that, in some instances, the maintenance 
of minimum rate restrictions of fifth class, or 45 per cent of 
first class would result in discrimination against southbound 
traffic from Memphis as against northbound movements from 
New Orleans and Mobile to certain points in Mississippi, the 
respondent in I. and S. M-2376, Restrictions in Rates Over 
Gordons Transports, Inc., in a petition for reconsideration, said 
that the shippers who had appeared against it were not persons 
who had availed themselves of its services. Their interest, “if 
any,” was moot and their fear of damages “purely speculative 
aid remote,” said Gordons Transports. 


In that proceeding the Commission, division 2, found un- 
lawful the proposed minimum restriction, for application to 
southbound traffic from points in western-trunk-line, central, 
lllincis and trunk-line ‘territories and the southwest to points 
in southern territory, and from and to points in southern ter- 
fitory, as being discriminatory against such southbound traffic. 

“But we deny that this record can support a finding that 
the maintenance of rate restrictions on traffic moving from 
the northern and central territory to the south would result in 
aty discrimination and we stoutly maintain that upon this 
fecord no finding of damage to anyone can be made, based 
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upon the maintenance of such restrictions,” said Gordons Trans- 
ports. 

It further denied the finding that the proposed restrictions 
could not but be regarded as other than an attempt to dis- 
courage the movement of traffic in one direction from and to 
points in the southern territory, although it said that it did 
admit that “the maintenance of the rate restrictions might tend 
to divert from respondent’s service traffic which ordinarily 
moves by rail or waterway or which is traffic that ordinarily 
does not require the inherent advantages incidental to motor 
carrier service.” Its real purpose in the publication of the 
schedules, it said, was an attempt better to balance its north 
and southbound traffic. If the case was to be decided on the 
record as made, it added, only that finding could be made. 

Observing that it operated at a loss in 1943, and that, for 
the first seven months of 1944 it had operated at a nominal 
profit, with a probable loss to be shown for complete 1944 
operations, the respondent said that this loss could be at- 
tributed only to the fact that its traffic was unbalanced, re- 
sulting in unused capacity in northbound operations. After 
describing the effect of rail congestion in diverting commodities 
to its service that would ordinarily move in rail carload ship- 
ments, citing one shipment of 600,000 pounds of seventh class 
traffic tendered it through the Office of Defense Transporta- 
tion at Chicago, which, it said, would take its available truck 
capacity for about 10 days under present load restrictions, the 
respondent ‘said: 


We believe that a proper interpretation of section 216, with con- 
sideration of the national transportation policy and consciousness of 
the national aims of the country under war time economy far out- 
weighs consideration of the disadvantages of the unrealistic disadvan- 
tage which might ordinarily be considered discriminatory to the Mem- 
phis shippers. 


The Commission should set aside the order of division 2 
and refer the matter to an examiner, and eventually should 
find that the schedules involved were lawful and just, the 
respondent said. It asked that the order be set aside to permit 
consideration of the petition by division 2, or, in the alternative, 
the whole Commission. 


Pere Marquette Refinancing 


In Finance No. 14837, the Pere Marquette Railway Co. has 
asked the Commission for authority to issue and sell $50,000,000 
principal amount, and to issue nominally by procuring the 
authentication and delivery of $10,000,000 principal amount, of 
its first mortgage bonds, series D. The Pere Marquette said the 
proceeds of the $50,000,000 of bonds, to be sold at competitive 
bidding, together with such additional treasury cash as might 
be necessary, would be used to redeem all of its first mortgage 
bonds now outstanding in the hands of the public, with an 
estimated reduction in annual interest charges, assuming the 
ee to be issued with a 3% per cent coupon, of $595,- 

1.75. 

The Pere Marquette said the bonds to be redeemed were: 
Series A 5 per cent bonds, due July 1, 1956, $26,442,335; series 
B 4 per cent bonds, due July 1, 1956, $4,468,000; and series 
C 4% per cent bonds, due March 1, 1980, $21,557,000. 


The new bonds will be dated March 1, and will mature 
March 1, 1980, bearing interest from March 1 at such rate as 
may be specified by the successful bidder. The application says 
the new bonds will have the benefit of a sinking fund “into 
which applicant will pay, until all of such bonds have been 
paid or retired, or provision satisfactory to the Corporate Trus- 
tee made for their payment or retirement, (a) on September 1, 
1945, and thereafter on March 1 and September 1 of each year 
a sum equal to one-half of one per cent of the aggregate amount 
of series D bonds theretofore issued and sold; and (b) on March 
1, 1948, and thereafter on March 1 of each year a sum equal to 
the applicable percentage stated in the following table, of the 
aggregate amount of series bonds theretofore issued and sold: 
1948-1950, inclusive, .10 per cent; 1951-1953 inclusive, .20 per 
cent; 1954-1956, inclusive, .35 per cent; 1957-1959, inclusive, .50 
per cent; 1960-1964, inclusive, .65 per cent; 1965-1969, inclusive, 
.95 per cent; 1970-1974, inclusive, 1.35 per cent; 1975-1979, in- 
clusive, 1.80 per cent.” 


The Pere Marquette said that the payments specified in 
clause (b) were compulsory only to the extent that its net in- 
come for the next preceding calendar year was sufficient there- 
for, but that it would have the option to make any such pay- 
ment into the sinking fund without regard to the amount of 
such net income. It said that unpaid payments or portions of 
payments under clause (b) would be cumulative, and that no 
dividends would be paid on any of its capital stock so long as 
any such sinking fund payments should be unpaid. . 

The railroad said the amount of the bonds that would be 
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retired through operation of the sinking fund prior to maturity 
depended on the price at which the bonds might be available for 
purchase or at which they might be redeemed from time, and 
on the amount paid into the sinking fund on March 1 of each 
year as described in clause (b). 

“Applicant estimates that, if it should be necessary to pay 
the applicable sinking fund redemption prices at all times, the 
fixed sinking fund payments will retire approximately 34 per 
cent of the $50,000,000 bonds to be sold, and if all payments 
called for in clause (b) are made, an additional 26 per cent of 
such bonds will be retired through the operation of the sinking 
fund prior to March 1, 1980,” the application said. 

As to the $10,000,000 of new bonds, the application said 
that amount would be used to replace “pro tanto” the $10,045,- 
000 of series C bonds now held in the applicant’s treasury. It 
said that, except for equipment obligations, the railroad would 
have but the one series of bonds outstanding, that would not 
become due until March 1, 1980. 


Common Carrier Limitation 


In exceptions filed with the Commission to the proposed 
report of Examiner L. B. Dunn in MC 29600, Louis and Quesnal 
Gross Contract Carrier Application, embracing also Same, Sub. 
1, Extension—Packing House Products; Same, Sub. 2, 16 
M. C. C. 606; and Same, Sub. 7, Contract Carrier Application 
(formerly MC 429), in which the examiner recommended denial 
of a change of status from contract to common carrier, the 
applicants argue that there is nothing in their operations to 
preclude the Commission from declaring them to be those of 
a common carrier. (See Traffic World, Dec. 22, 1944, p. 1625.) 

Observing that motor carriers of petroleum, although their 
service was of necessity limited to members of the petroleum 
industry and large industries, were classed as common carriers, 
the applicants said that “our contention is that if the carrier 
is an irregular route common motor carrier of meats and pack- 
ing house products and such merchandise as is dealt in by 
packing houses, other authority cannot of itself preclude the 
Commission from declaring the character and the extent of 
those operations to be a common motor carrier.” 

It was clear, the applicants said, that at least to the extent 
of meats and packing house products and such merchandise as 
was dealt in by packing houses, their operations for almost 20 
years were those of an irregular-route common motor carrier. 
They expressed the thought that, if the word “supplies,” that 
they were also authorized to transport, had not been broadly 
defined in the compliance order, the examiner would have 
found the carrier to be engaged in operations as contended for 
by them, and that the Commission might find it necessary to 
limit the scope of the authority to haul “supplies.” 

They asked the Commission to reject the proposed report 
and enter an order declaring “this carrier to be an irregular- 
route common motor carrier to the extent shown by the car- 
rier’s past operations.” The authority granted in MC 29600— 
the applicants saying that the sub-numbered proceedings were 
included in the title docket—was for the transportation of fresh 
meats, packing house products, and supplies, and such mer- 
chandise as is dealt in by packing houses, over irregular routes, 
between Albert Lea, St. Paul, South St. Paul, Newport, Austin 
and Winona, Minn., and La Crosse and Wisconsin Rapids, Wis., 
wr thenag one hand, and points and places in Wisconsin, on the 
other. 


SILVER-PLATED BEARINGS RATES 


Rail respondents in I. and S. 5297, Silver Plated Iron or 
Steel Bearings, have petitioned the entire Commission for re- 
consideration of the report of division 3 in that proceeding and 
the embraced motor proceeding of the same title, I. and S. 
M-2418, in which the division rejected the contentions of rail 
and motor carriers that silver-plated bearings, because of their 
high value as compared with ordinary bearings, should be ac- 
corded higher ratings than presently provided in the rail and 
motor classifications (see Traffic World, Jan. 13, p. 76). 

At the American Trucking Associations, Inc., it was said 
that similar action would be taken on behalf of the motor car- 
riers. 

The rail respondents argued that the proceeding involved 
a new article in transportation, ‘‘so recently developed that it 
was not until late in 1943 that the carriers learned of its ship- 
ment.” The commodity, they said, was the silver-plated pre- 
cision bearing used in high precision combustion engines mostly 
of the aircraft type, adding that “in this instance at least the 
carriers believe that as there are some other uses a description 
based on use would be improper.” They said that the low rat- 
ings pending conclusion of the suspension proceeding were not 
adapted to and were not intended to apply on the precision 
article under consideration, but that “until initial tariff items 
describing the new commodity are effective the carriers have 
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ruled that the ratings on ordinary soft-surface bearings May 
apply.” 

They said that their action in providing specific rates fo, 
the new commodity which, they said, was clearly distinguish. 
able for other commodities by actual usage and physical make. 
up and value, was squarely in accordance with “the very oyt. 
line of action laid down by division 3... .” in I. and S. M-2397 
Articles of Exceptional Value (see Traffic World, Dec. 23, 1944 
p. 1619), saying that one of the methods laid down by the diyi. 
sion in that proceeding to be used by carriers for protecting 
themselves was to increase rates on articles of high value. They 
said that, although silver-plated bearings presented a wig 
range of values, the carriers’ proposal made one group of them, 
the value of any particular bearing in the group not being 
necessarily controlling as to its classification. 


FOXON TRAP ROCK AUTHORITY 


By an order in W-916, Foxon Trap Rock Co., Inc. Tem. 
porary Authority Application, the Commission, division 4, has 
denied the request of the applicant, of New Haven, Conn., for 
temporary authority to operate as a contract carrier by water, 
in interstate or foreign commerce, in the furnishing of deck 
scows to persons other than carriers subject to the act for 
the transportation of their own property. The order said that 
no immediate and urgent need for such service by the appli- 
cant had been shown, and that other available carrier services 
were not shown incapable of meeting the need for the service, 


EXPLOSIVES TRANSPORTATION 


In No. 3666, In the Matter of Regulations for Transporta- 
tion of Explosives and Other Dangerous Articles, the Com. 
mission, division 3, has issued amendments of the regulations 
effective April 25, with respect to mixed loading of explosives; 
a list of explosives and other dangerous articles superseding 
and amending the lists of the orders of August 16, 1940, and 
September 7, 1944, regulations applying to shippers with respect 
to fuses and chemical products, shipping container specifica- 
tions, and regulations applying to carriers by rail freight and 
to shipments made by way of common, contract, or private 
carriers by public highway. 


WISCONSIN CENTRAL REORGANIZATION 

The Commission, division 4, by an order in Finance No. 
14720, Wisconsin Central Railroad Co. Reorganization, has 
permitted the Chemical Bank & Trust Co., and John A. W. 
Richardson, Jr., as trustees under the railroad’s Superior and 
Duluth division and terminal first mortgage, dated May 1, 1906, 
to intervene and be treated as parties to the proceeding. The 
action was taken on a petition filed by the bank and Mr. Rich- 
ardson. 


PAY OF MOTOR CARRIER OFFICERS 


The American Trucking Associations, Inc., has asked the 
Commission to eliminate an item from its motor carrier annual 
report form A for 1944 and subsequent years, requiring motor 
carriers to report compensation of $5,000 or more paid to off- 
cers, directors, etc. The item was referred to as schedule 
9002-C. 

The association said the requirement was discriminatory, 
in that the Commission required the railroads to report such 
information only on salaries of $10,000 or more, and that the 
requirement was contrary to the wishes of Congress that pub- 
lication of compensation to corporation officers and employes 
be made only when the compensation was $75,000 or more. 
It referred in that connection, to the internal revenue code, 
section 148(f). 

“The relationship between motor carrier owners, directors 
and officers on the one hand and their shippers or employes 
on the other, is very close and personal, making the dissemina- 
tion of such information . . . undesirable and likely to jeopardize 
informal discussions on wage and rate structure negotiations, 
said the association. ; 

It said that the Commission could obtain such information 
for its own use through its auditors, as it had in the past, 
and that motor carriers did not object to such information fot 
the Commission’s own use. Schedule 9002-A, under item 6, 
furnished the gross amount of compensation paid to officels, 
owners and partners, and provided in a general way the same 
information as the disputed schedule, the association said, add- 
ing that “the requirement is unreasonable, unjustified and Vie 
lates the principle of privacy.” 


SHAVER FORWARDING APPLICATION 


By an order in W-809, Sub. 1, Shaver Forwarding Co— 
Extension Application, the Commission, division 4, has dis 
the application at the request of the applicant. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1945, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of North Carolina.) The State Utilities 
Commission is court of general jurisdiction only as to subjects 
embraced within statute defining commission’s powers and 
duties, and it is court of original jurisdiction without inherent 
powers of appellate court. G. S. Sec. 62-1 et seq. 

An appellate court, by virtue of its inherent power to 
modify and amend its judgments so long as they are under 
its control, has authority to grant rehearings in cases decided 
by it, unless prohibited by statute. 

Generally, rehearing will not be granted by appellate 
court unless it is shown to have overlooked some decisive ques- 
tion duly submitted by counsel or based its decision on wrong 
principle of law. 

Generally, rehearing can be had in appellate court only on 
record as it came from court below, and newly discovered 
evidence is not ground for rehearing. 

The statutory notice of appeal to superior court from State 
Utilities Commission’s decision is mandatory, and time within 
which such notice may -be given cannot be extended by parties 
of record. G. S. Sec. 62-20. 

The State Utilities Commission is party of record in pro- 
ceeding before it, and, on appeal from its decision, it becomes 
party plaintiff. G. S. Secs. 62-12, 62-20. 

The State Utilities Commission is not authorized to grant 
rehearings except in manner described by statute. G. S. Sec. 
62-20. 

A petition for rehearing, filed before State Utilities Com- 
mission within time prescribed by rule thereof, but after ex- 
piration of statutory time for notice of appeal from commis- 
sion’s original decision, was too late. G. S. Secs. 62-12, 62-20. 

An appellate court, having power to grant rehearing, may 
entertain petition therefor, filed after expiration of time for 
appeal from its original order, but its consideration of question 
whether rehearing should be granted will not enlarge time for 
appeal, if petition is denied. G. S. Sec. 62-20. 

An appeal does not lie from appellate court’s denial of 
petition to rehear. 

Filing of petition for rehearing before expiration of time 
for appeal from appellate court’s original order tolls running 
of time for such appeal, which may be taken within statutory 
time for appeal after date of denial of such petition. 

A motion to dismiss appeal from State Utilities Commis- 
sion’s decision, denying petition to compel more favorable divi- 
sion of freight charges between petitioner and another railway 
company, because of petitioner’s failure to give notice of appeal 
within ten days after commission’s order overruling exceptions 
to decision, as required by statute should have been allowed. 
G. S. Sec. 62-20. (North Carolina Utilities Commission vs. 
Norfolk Southern Ry. Co., 32 S. E. Rep. 2d 346.) 





(District Court, W. D. Missouri, W. D.) Where motor 
carrier undertook to transport goods for a compensation set 
out in schedules attached to written contract, but schedules 
did not agree with carrier’s tariff published under Interstate 
Commerce Act, the published tariffs superseded agreed rates 
and entered into and became a part of the contract. Interstate 
Commerce Act Sec. 218, 49 U. S. C. A. Sec. 318. 

For purpose of determining applicable statute of limita- 
tion, a “liability created by statute” is a liability which would 
not exist but for the statute. . 

Where motor carrier undertook to transport goods for 
compensation set out in schedules attached to written contract, 
but schedules did not agree with carrier’s published tariffs, 
action to recover difference between tariffs actually paid and 
published tariffs was based on a contract and not on a “lia- 
bility created by statute” within Kansas three-year statute of 
limitations. Interstate Commerce Act Sec. 218, 49 U. S. C. A. 
Sec. 318. (Bottemueller vs. Wilson & Co., 57 Fed. Supp. 766.) 





LAND GRANT DIVISIONS SUIT 


War Department officials had no comment to make this 
week on the possible effect of a decision made by Federal Dis- 
trict Judge Hulen at St. Louis, Mo., on railroad agreements 
involving land-grant deductions on government shipments, they 
said, because they had not received a copy of the decision. 
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The decision was made in the suit brought by the Missouri 
Pacific, Frisco and Cotton Belt railroads against the Baltimore 
& Ohio, New York Central and the Pennsylvania railroads, 
asking a final injunction prohibiting the defendant lines from 
establishing a new freight land grant equalization agreement, 
covering divisions of review between eastern and southwestern 
railroads derived from government military and naval freight 
moving under joint land grant rates (see Traffic World, Nov. 20, 
1943, p. 1266). 

The complaining carriers lost the case, the court enjoining 
them from deducting from sums payable to defendants any 
land grant deductions other than those specifically assumed by 
deefndants in their respective equalization agreements. 


DEPRECIATION ACCOUNTING 


The Tax Court of the United States, in Docket No. 106462, 
Los Angeles and Salt Lake Railroad Co. vs. Commissioner of 
Internal Revenue, has held that a railroad using the retirement 
method of accounting is not required to deduct depreciation 
accruing prior to March 1, 1913, in determining losses on prop- 
erty retirements. 


PENINSULA CORPORATION SUIT 


The federal court for the District of Columbia has dis- 
missed a suit brought by the Peninsula Corporation, a motor 
carrier, of Seaford, Del., to set aside an order of the Commis- 
sion in MC 14449, Sub, 1, Peninsula Corporation Common Car- 
rier Application. In that proceeding the Commission denied a 
certificate or permit authorizing continuance under the “grand- 
father” clause of the transportation of special commodities from 
and to specified points in Maryland, Delaware, Pennsylvania, 
New Jersey, North Carolina, South Carolina, and Georgia, over 
irregular routes. 

The court said it found no merit in the contentions of 
Peninsula that the Commission had been “unduly influenced by 
the Official Classification Territory Lines Motor Carrier Com- 
mittee in performing its administrative functions’; that the 
Commission had erred in refusing to grant Peninsula a post- 


ponement of hearing; that Peninsula had been denied areason- 


able time in which to obtain witnesses and to prepare evidence; 
and that there was an error in the Commission’s decision and 
order in that they were contrary to the evidence. 

The decision was handed down in civil action No. 24102, 
Peninsula Corporation of Seaford, Del. vs. United States of 
America and the Interstate Commerce Commission. 


Motcr Act Prosecutions 


(Digests o) statemente issued by the Secretary of the Commis 
mun concerning prosecutions, in federal courts, for violations of 
motor carrier provisions oy the wnterstate commerce act or of Com 
mission rules and regulations thereunder, appeai below.) 


Eastern Wisconsin district, at Milwaukee. Joseph Pom- 
prowitz, doing business as L. C. L. Transit Co., a motor carrier 
of Green Bay, Wis., was fined $600, January 20, following entry 
of his plea of guilty to an information charging him with per- 
mitting and requiring drivers in his employ to drive and operate 
motor vehicles in such transportation for excessive daily hours 
and also to remain on duty for excessive weekly hours, in vio- 
lation of the motor carrier safety regulations, as subsequent 
offenses. On July 8, 1942, in the same court, the carrier was 
convicted of similar offenses. The fine was paid. 

Western Kentucky district, at Louisville. Joseph E. Sea- 
gram & Sons, Inc., of Louisville, Ky., Calvert Distillers Cor- 
poration, of New York City, and Sam Ziffrin, of Indianapolis, 
Ind., were fined a total of $750 and costs following entry of 
their pleas of nolo contendere to an information charging 
violations of the interstate commerce act. Each defendant was 
fined $250 and costs. The defendant Joseph E. Seagram & Sons, 
Inc., was charged with engaging in the business of a contract 
carrier of property by motor vehicle in interstate commerce 
for compensation, without having obtained from the Commis- 
sion a permit authorizing it to engage in such business. The 
defendants Calvert Distillers Corporation and Sam Ziffrin were 
charged with aiding and abetting the defendant carrier in com- 
mitting said violations. 

Southern Ohio district, western division, at Cincinnati. 
Charles Briskey and the C. & D. Motor Delivery Co., of Cin- 
cinnati, each were fined $75, January 29, following their indi- 
vidual pleas of guilty to an information charging them with 
violations of part II of the interstate commerce act. Following 
its plea of guilty to a separate information charging identical 
offenses involving the defendant Ralph Richter, -the C. & D. 
Motor Delivery Co. was fined an additional $75. The fines, 
totaling $225, were required by the court to be paid. Defend- 
ants Charles Briskey and Ralph Richter at the times charged 
in the information were employed as drivers by the motor car- 
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rier and were charged with falsification of drivers’ logs. The 
motor carrier was charged with aiding and abetting such vio- 
lations. The charges against Ralph Richter were dismissed for 
the reason that he had been inducted into the armed forces of 
the United States. 

Eastern Virginia district, at Richmond. Linwood R. T. 
Garrett, dba Garrett & Co., of Richmond, was fined $500, Jan- 
uary 30, and placed on probation for three years following 
entry of his plea of guilty to an information charging him with 
transporting property as a common carrier by motor vehicle 
in interstate commerce without a certificate having been issued 
to him by the Commission authorizing such operations. The fine 
was required to be paid. 

Eastern Virginia district, at Richmond. ‘Judge Robert N. 
Pollard granted a permanent mandatory injunction, January 
30, in favor of the Commission against John D. Blair, Jr., dba 
Blair Transit Co., of Richmond, a Class I common carrier of 
property, ordering and requiring him or his agents, employes 
and all persons participating with him, (1) to use the Uniform 
System of Accounts prescribed by the Commission for Class I 
common and contract motor carriers of property subject to 
part II of the act and to keep his accounts, records and memo- 
randa in conformity therewith; and (2) to file with the Com- 
mission quarterly reports of revenues, expenses and other statis- 
tics for the quarters ending March 31, 1944, June 30, 1944, and 
September 30, 1944, and requiring him in the future, so long as 
he shall be a Class I motor carrier, to file quarterly reports and 
also annual reports of revenues, expenses and other statistics 
as the Commission has required or may require to be filed by 
Class I common and contract motor carriers of property. 


NEWTEX WATER AUTHORITY 

On request of the Atlantic-Gulf Coastwise Steamship 
Freight Bureau, et al., protestants, the Commission, by Com- 
missioner Porter, has extended until March 23, the time for 
filing petitions for reconsideration in W-896, Newtex Steam- 
ship Corporation Common Carrier Application. The Commis- 
sion, division 4, had approved operation by Newtex, a New York, 
N. Y. corporation, as a common carrier, by self-propelled ves- 
sels, between New York, on the one hand, and Brownsville and 
Houston, Tex., on the other (see Traffic World, January 27, 
p. 203). 


QUERNER EXTENSION APPLICATION 


Exceptions to the examiner’s proposed report in MC 340, 
Sub. 1, J. L. Querner, Additional Points and Commodities, filed 
on behalf of Roadway Express, Inc., and Class I rail carriers, 
protestants, contend that the applicant had failed to show that 
public convenience and necessity required the service it pro- 
posed to conduct, or that it was able to provide such service 
even should a necessity for it exist. 

Examiner Henry A. Cockrum had recommended granting 
a part of the authority sought involving general commodities, 
with exceptions, and specified products, over a territory reach- 
ing from Texas points to points in New York (see Traffic 
World, Nov. 25, 1944, p. 1365). Forty-two persons supported 
the application, and 60 persons appeared on behalf of nine rail 
carrier protestants and of motor carrier protestants. 

Roadway Express made one exception to its objections to 
the grant of authority proposed, saying that the applicant had 
established a prima facie case with respect to the transporta- 
tion of battery boxes and covers from Melrose Park, IIil., to 
Dallas, Tex. The rail protestants contended that, with respect 
to this traffic, it had been shown that there were adequate 
transportation facilities. 

The rail protestants also argued that evidence of operations 
inaugurated in 1939 could not be considered as having been 
conducted under color of “grandfather’’ claims, because, they 
said, those claims had already been denied. They argued, fur- 
ther, citing the language of the examiner in his proposed report, 
that it was obvious that the recommended grant of authority 
was and had been based entirely on the existence of abnormal, 
temporary, and wartime conditions, while, they said, the ex- 
aminer had recommended permanent authority. 


WABASH RAILROAD FINANCING 


In its third supplement to the application in Finance No. 
14726, involving a request for authority to issue and sell 
$47,000,000 of first mortgage bonds, series B, by the Wabash 
Railroad, the applicant again asks authority to issue the bonds, 
originally planned for issuance November 1, 1944, but on which 
no satisfactory bid had been received. 

The third supplement to. the application says that a bid by 
Halsey, Stuart & Co., Inc., naming an interest rate of 3% per 
cent a year and a price of 98.38 per cent of the principal 
' amount plus accrued interest to date of delivery, has been ac- 

cepted and the contract awarded to Halsey, Stuart & Co., 
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representing a group of bidders. It said that the bonds had 
been offered by the purchasers at 99% per cent of the principal 
amount plus accrued interest. 


The applicant said the only other bid, submitted by Kuhn, 
Loeb & Co., also representing a group of bidders, had named 
an interest rate of 3% per cent a year and a price of 99.77 
per cent of the principal amount plus accrued interest to the 
date of delivery. 

It said that the sum to be received from the sale of the 
bonds, not including accrued interest, would be $46,238,600, or 
a discount of $761,400, and that the refinancing would result in 
an estimated saving of $9,764,484, or an estimated annual net 
saving of $379,203. The purpose of the issue, according to the 
application was to retire $47,000,000 of 4 per cent bonds, series 
B, due January 1, 1971. 


POWELL TEMPORARY WATER AUTHORITY 


The Commission, division 4, has authorized Howard Powell, 
of Guntersville, Ala., to operate as a contract carrier by non- 
self-propelled vessels with the use of separate towing vessels, 
in interstate or foreign commerce, for thirty days from Janu- 
ary 30, in the transportation of logs from Guntersville, Ala,, 
to Chattanooga, Tenn. The authority was contained in an 
order in W-919, Howard Powell Temporary Authority Applica- 
tion, which observed that there was an immediate need and 
that — was no other carrier service capable of meeting 
the need. 


MEDAL OF HONOR AWARD 


The fifty-third bronze medal of honor awarded under the 
act of February 23, 1905, which provided for bronze medals of 
honor in recognition of outstanding feats of bravery con- 
nected with the saving of life on railroads, was bestowed by 
the President on Bert L. Sanders, of Kokomo, Ind., on rec- 
ommendation of the committee on award of medals of honor, 
approved by the Commission, according to a notice issued by 
Secretary Bartel, of the Commission. 


The award of the medal to Mr. Sanders, the notice said, 
was based on his rescue of two children, Shirley Carpenter, 
age 3, and her brother, age 2, from a Pennsylvania Railroad 
track, on which a passenger train was approaching at Kokomo, 
on March 6, 1943. 

The notice said that Mr. Sanders was on his way to the 
guard cabin of the General Electric Co., to relieve the guard 
then on duty, when he heard a train approaching and at the 
same time heard a warning shout. Looking toward the ap- 
proaching train, the notice said, he saw the two small chil- 
dren standing on the highway crossing about 120 feet distant. 
He ran toward the children and when he reached the crossing 
he lifted the girl from the track, but discovered that the boy’s 
foot was caught between the running rail and the guard rail, 
the notice continued, adding that he succeeded in freeing the 
boy’s foot from its wedged position, grabbed the children in 
his arms, and leaped to safety, clearing the locomotive as it 
passed by about two feet. The notice said the speed of the 
train at that time was about 20 and 30 miles an hour. 


Traffie Law and Procedure 


The third and last part of the 
series of articles by G. Lloyd Wilson 
on Traffic Law and Procedure, publi- 
cation of which was concluded in 
Traffic World late last year, has been 
reprinted in book form. The com- 
plete set of three volumes is now 
available. 

Part 1 covers traffic law as applied 
to freight service. Part 2 covers traf- 
fic law as applied to freight rates. 
Part 3 covers traffic law as applied 
to procedure before the regulatory 
bodies. 

The books contain 677 pages (size 
5x7 inches). They discuss more than 
250 leading cases and give 1745 ref- 
erences. The type has been spaced 
out to make it easy to read, and has 
been printed on a good grade of paper and bound in cloth. 

The books sell for $2.00 a volume or $5.00 for the set. 
Order with remittance should be addressed to the Book De- 
partment, Traffic World, 418 South Market Street, Chicago 7, 
Illinois. 
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Air Transportation 





Air Certificate Applications 


Southern states air routes were in a majority in a group 
of 18 applications for new or amended airline transportation 
authority filed with the Civil Aeronautics Board. At the board’s 
offices it was explained that at a pre-hearing conference for 
the southeastern area held January 22, an early February dead- 
line had been set for receipt of new applications from that 
area, and that amendments could be filed at any time until 
release of an expected pre-hearing report and for 10 days 
following the date of the release. 

Eight of the 18 applications were filed by Pennsylvania 
Central. Among other applicants were Transcontinental & 
Western, Eastern Airlines, and American. A single request for 
foreign air transportation was received, that of Cargo Airlines, 
Inc., Washington, D. C. 


Details of the applications follow: 


No. 1722, National Airline, Inc., Jacksonville, Fla., asks authority 
to serve Rocky Mount, N. C., as an intermediate point between Wil- 
mington, N. C., and Norfolk, Va. 

No. 1723, State Airlines, Inc., Charlotte, N. C.; scheduled trans- 
portation of persons, property, and mail between the following terminal 
points and various intermediate points in addition to those specified: 
(1) Pittsburgh, Pa., and Jacksonville, Fla.; (2) Cincinnati, O., and 
Norfolk, Va.; (3) Louisville, Ky., and Wilmington, N. C., via Charlotte; 
(4) Detroit, Mich., and Wilmington, N. C.; (5) Detroit, Mich., and 
Jacksonville, Fla., via Roanoke, Va.; (6) same, via Asheville, N. C.; (7) 
Louisville, Ky., and Wilmington, N. C., via Winston-Salem; (8) Cin- 
cinnati, O., and Charleston, S. C.; (9) New Bern, N. C., and Mont- 
gomery, Ala.; (10) Louisville, Ky., and Jacksonville, Fla.; and (11) 
Norfolk, Va., and Louisville. 

No. 1727, Transcontinental & Western Air, Inc.; asks authority to 
serve Louisville, Ky., as an intermediate point on its route No. 58 
between Cincinnati, O., and St. Louis, Mo. 


No. 1728, Eastern Air Lines, Inc., New York, N. Y.; amendments, 
consolidations, and extensions of certain routes for air transportation 
of persons, property, and mail on its route No. 10, Chicago-Jacksonville, 
between the intermediate point, Louisville, Ky., and the terminal point, 
Jacksonville, Fla., to include the intermediate points, Knoxville, Tenn., 
Asheville, N. C., Greenville, Spartanburg, and Columbia, S. C., and 
Savannah and Brunswick, Ga., so as to permit a dual routing service 
between Louisville and Jacksonville, but non-scheduled service between 
points on the proposed new Knoxville-Asheville-Greenville-Spartanburg- 
Columbia-Savannah-Brunswick segment of route No. 10, and points on 
the existing Nashville-Chattanooga-Atlanta-Macon segment of route No. 
10; scheduled service on route No. 10 between the intermediate point, 
Macon, Ga., and the terminal point, Jacksonville, Fla., to include the 
intermediate points, Savannah and Brunswick, Ga., so as to give these 
cities a one-carrier service through Macon and Atlanta all the way to 
and from Chicago and St. Louis; on its route No. 47, extension east 
from the intermediate point, Charleston, W. Va., via the intermediate 
points, Roanoke, Lynchburg, and Richmond, to Norfolk, Va.; on its 
route No. 5 between the intermediate point, Mobile, Ala., and the inter- 
mediate point, Columbus, Ga., to include the intermediate points, Pen- 
sacola, Fla., and Dothan, Ala.; on route No. 40, extension to make 
Columbus, Ga., an intermediate point between the terminal point, At- 
lanta, and the intermediate point, Albany, Ga., permitting direct 
service south from Columbus through Albany, Tallahasse, Fla., and 
Tampa, to Miami, Fla.; and on route No. 5, extension to include 
Anniston-Gadsden, Ala., as an intermediate point or points between 
7 intermediate point, Atlanta, and the intermediate point, Birming- 
am, Ala. 

No. 1729, Major James B. Maguire, Jr., U. S. Marine Corps, Jenkin- 
town, Pa.; scheduled transportation of persons, property, and mail be- 
tween Philadelphia, Pa., and Savannah, Ga., via various intermediate 
points; between Philadelphia and Warren, Pa., Philadelphia and Sayre, 
Pa., and Philadelphia and Atlantic City, N. J. 

No. 1730, Pennsylvania-Central Airlines Corporation, Washington, 
D. C.; on its route No. 51, Norfolk, Va.-Knoxville, Tenn., to include 
Winston-Salem, N. C., as an intermediate point. 


No. 1731, Same; extension of route No. 55, New York, N. Y.- 
Newark, N. J., to Birmingham, Ala., from the intermediate point, 
Bristol (Tri-Cities), Va.-Tenn., to Atlanta, Ga., via Asheville, N. C. 


No. 1732, Same; to include Charlotte, N. C., as an intermediate 
point on route No. 51. 

No. 1733, Same; to include Richmond, Va., as an intermediate point 
on route No. 14, Norfolk, Va.-Detroit, Mich. 

No. 1734, Same; scheduled air transportation of persons, property, 
and mail, Memphis, Tenn., to Washington, D. C., (1) via Chattanooga, 
Tenn., Asheville, Hickory and/or Charlotte, Winston-Salem, Greensboro- 
High Point, N. C., and Lynchburg, Charlottesville, and/or Richmond, 
Va.; (2) via Chattanooga, Asheville, Hickory and/or Charlotte, Winston- 
Salem, Greensboro-High Point, and Raleigh, N. C., and Richmond,; (3) 
via Nashville and Knoxville, Tenn., Asheville, Hickory and/or Charlotte, 
Winston-Salem, and Greensboro-High Point, N. C., and Lynchburg, 
Charlottesville, and/or Richmond; (4) via Nashville and Knoxville,, 
Asheville, Hickory, and/or Charlotte, Winston-Salem, Greensboro-High 
Point, and Raleigh, N. C., and Richmond; (5) by extending route No. 
51 from the intermediate point, Asheville, N. C., to Memphis, Tenn., via 
Chattanooga, and from the intermediate point, Greensboro, N. C., to 
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Washington, D. C., via Lynchburg, Charlottesville, and/or Richmond, 
Va.; (6) by extending route No. 51 from the intermediate’ point, Ashe- 
ville, to Memphis, via Chattanooga, and from the intermediate point, 
Raleigh, N. C., to Washington, via Richmond; (7) by extension of 
route No. 51 from the terminal point, Knoxville, Tenn., to Memphis, 
via Nashville, and from the intermediate points Greensboro-High Point, 
to Washington, via Lynchburg, Charlottesville, and/or Richmond; (8) 
by extension of route No. 51 from the terminal point of Knoxville to 
Memphis, via Nashville, and from the intermediate point, Raleigh, N. C., 
to Washington, via Richmond. 

No. 1735, Same; scheduled air transportation of persons, property, 
and mail, between Bristol (Tri-Cities), Va-Tenn., and Jacksonville, 
Fla., via intermediate points, Asheville, N. C., Greenville and/or Spartan- 
burg, S. C., and Augusta, Savannah, and Brunswick, Ga., and be- 
tween Charleston, W. Va., and Jacksonville, Fla., via the intermediate 
points, Roanoke, Va., Winston-Salem, and Greensboro-High Point, 
N. C., Columbia, S. C., and Savannah and Brunswick, Ga. 

No. 1736, Same; scheduled air transportation of persons, property, 
and mail between Atlanta, Ga., and Washington, D. C.: (1) Via in- 
termediate points, Asheville, Hickory and/or Charlotte, Winston-Salem 
and Greensboro-High Point, N. C., and Lynchburg, Charlottesville 
and/or Richmond, Wa.; (2) via intermediate points, Asheville, Hickory 
and/or Charlotte, Winston-Salem, Greensboro-High Point and Raleigh, 
N. C., and Richmond Va.; (3) by extension of route No. 51 from the 
intermediate point, Asheville, N. C., to Atlanta and from the inter- 
mediate point, Greensboro-High Point to Washington via Lynchburg, 
Charlottesville and/or Richmond; (4) by extension of route No. 51 
from Asheville to Atlanta and from Raleigh, N. C., to Washington, via 
Richmond. 

No. 1737, Same; schedule air transportation of persons, property 
and mail, between Washington, D. C., and Jacksonville, Fla.: (1) Via 
Charlottesville, Lynchburg and/or Richmond, Va., Greensboro-High 
Point, and Winston-Salem, N. C., Columbia, S. C., and Savannah and 
Brunswick, Ga., and (2) via Richmond, Raleigh, N. C., Florence, S. C., 
and Savannah and Brunswick. 

No. 1738, All American Aviation, Inc., Wilmington, Del.; scheduled 
air transportation of persons, property and mail as follows: (1) Roa- 
noke, Va., to Cincinnati, O., via 24 intermediate points; (2) Knoxville, 
Tenn., to Cincinnati via 33 intermediate points; (3) Knoxville to Char- 
lotte, N. C., via 27 intermediate points; (4) Knoxville to Roanoke via 
17 intermediate points; (5) Atlanta, Ga., to Columbia, S. C., via nine 
intermediate points; (6) Winston-Salem, Greensboro and High Point, 
N. C., to Atlanta via 30 intermediate points; (7) same to Charleston, 
S. C., via 27 intermediate points; (8) same to Wilmington, N. C., via 
21 internmiediate points; (9) same to Washington, D. C., via 16 inter- 
mediate points; (10) same to Washington via 25 intermediate points; 


(11) Charlotte, N. C., to Wilmington via 12 intermediate points; (12) 
Raleigh, N. C., to Columbia, S. C., via 18 intermediate points; (13) 
Richmond, Va., to Raleigh via 13 intermeditae points; (14) same, 


via 23 intermediate points; (15) Knoxville to Winton-Salem, Greens- 
boro and High Point, N. C., via 25 intermediate points; (16) Knox- 
ville to Evansville, Ind., via 23 intermediate points; (17) Memphis, 
Tenn., to Knoxville via 33 intermediate points; (18) Atlanta to Chatta- 
nooga, Tenn., via 10 intermediate points; (19) Atlanta to Birmingham, 
Ala., via 11 intermediate points; (20) Birmingham to Chattanooga via 
12 intermediate points; (21) Memphis to Birmingham via 16 inter- 
mediate points; and (22) Nashville, Tenn., to Louisville, Ky., via 11 
intermediate points. 

No. 1740, Transcontinental & Western Air, Inc., Kansas City, Mo.; 
consolidation of its routes Nos. 36 and 61 into a single route to author- 
ize scheduled air transportation of persons, property, and mail be- 
tween Chicago, Ill., and Washington, D. C., via South Bend and Fort 
Wayne, Ind., Dayton and Columbus, O., and Wheeling and Morgan- 


town, W. Va. 

No. 1741, Cargo Airlines, Inc., Washington, D. C.; scheduled 
transportation of persons, property, and mail, as follows: (1) Lake- 
hurst, N. J., to Buenos Aires, Argentina, via San Juan, P. R., and 


Recife and Rio de Janiero, Brazil; (2) Lakehurst, N. J., to Moskva, 
U. S. S. R., via Azores, Paris, France and Frankfurt, Germany; (3) 
Lakehurst, N. J., to Capetown, South Africa, via Azores, Freetown, 
Sierra Leone, and Cabinda. (Angola), Portugese West Africa; (4) 
Sunnyvale, Calif., to Manila, P. I., via Dutch Harbor, Alaska, Vladivos- 
tok, U. S. S. R., and Shanghai, China; and (5) Sunnyvale, Calif., to 
Sydney, Australia, via Honolulu, T. H., Pago Pago, Island of Tutuila, 
American Samoa, and Suva, Fiji Islands. 

No. 1744, American Airlines, Inc., New York, N. Y.; extension 
of scheduled transportation of persons, property, and mail on its route 
No. 30 from Chicago, Ill., to the terminal point, Detroit, Mich., making 
Chicago an intermediate point on this route between Detroit and Fort 
Worth, Tex.; non-stop service between Detroit and St. Louis, Mo. 

No. 1745, Virginia Stage Lines, Inc., Charlottesville, Va.; scheduled 
air transportation of persons, property, mail, baggage, and express, 
between Washington, D. C., and Asheville, N. C., and between Wash- 
ington and Winston-Salem, N. C., over two routes in each instance 
via various intermediate points, and between Norfolk and Staunton, 
Va., over one route, via various intermediate points. 


INTERNATIONAL AVIATION 


The board of directors of the Chamber of Commerce of 
the United States has authorized the issuance, as in further- 
ance of chamber policy, of the report of its committee on in- 
ternational transport, presenting an analysis of the agreements 
proposed by the International Civil Aviation Conference and 
reasons for advocating their acceptance and ratification. The 
conference was held at Chicago, Ill., November 1-December 7, 
1944 (see Traffic World, Dec. 9, 1944, p. 1499). 

“The results of the Chicago conference in our judgment 
represent gratifying progress toward creating reasonable ar- 





338 








As this is written, the Hun has staggered to his feet, 
at the count of nine, and delivered a hay-maker. 


It hurt. There was more steam behind it than we 
had deemed possible. The scrap may go into addi- 
tional rounds. But it can end in only one way... 
with the Nazi flat on the floor, cold. Unconditional 
surrender. Not a spark of the title-contender left in 
what is dragged from the ring, this time. 


It will still take a lot of doing. Supplies must be 
poured into the western front in unprecedented 
volume. Even after V-E Day, when the waste of 
war is halted, our millions of men abroad must be 
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supplied, and destitution in stricken lands relieved, 


Tidewater is in this job to the hilt, helping to 
forward the materials of war, reconstruction, and 
relief to wherever they are needed, the world over, 
We cannot hazard a guess as to when we can invite 
your patronage, on a normal, peace-time basis. We 
suggest that you consult your nearest branch office, for 
such facilities as may become temporarily available, 


To serve you after final victory, Tidewater expects 
to offer 9,544,800 square feet of combined floor- 
space, and over five miles of piers and wharves, at 
their strategically located group of coastal and 
inland warehouses and terminals. 


BANK CREDIT ON YOUR DOOR-STEP 


THE CHAIN OF 
TIDEWATER 
TERMINALS 
AND INLAND 
WAREHOUSES 


Right under your own roof is the sound, 
gilt-edged collateral you may need for 
loans at your bank. It’s your inventory 
of raw materials or finished merchandise, 
ready to be efficiently field-warehoused by 
Tidewater, right on your own premises. This 


Field Warehouse financing, providing 
valid warehousing receipts, has proved a 
boon to many manufacturers, distributors, 
and processors, in various parts of the 
country. It has yielded them considerable 
savings in time and money. It can do the 
same for you .. . look into it. 


TIDEWATER FIELD WAREHOUSES, INC. 


JOHN J. McMACKIN, Vice-President—17 STATE STREET, NEW YORK 4, N. Y. 
E. C. THOMSON, Vice-President—PLEASANT STREET, EASTHAMPTON, MASS. 


A Unit of the Chain of Tidewater Terminals and Inland Warehouses 





THE CHAIN OF TIDEWATER TERMINALS AND INLAWW. 


NEW YORK, Zone 4, 17 State Street © CHICAGO, Zone 5, 1610 Transportation Bldg. e« SEA 


WALTER B. McKINNEY, President 


Broad Street Station Bldg. 
Philadelphia 3, Pa. 


MERCHANTS WAREHOUSE COMPANY 
10 Chestnut St., Philadelphia 6 
George M. Richardson, Vice-President 


NORFOLK TIDEWATER TERMINALS, INC. 
Norfolk 10, Virginia 
James A. Moore, Vice-President 
and General Manager 


KEYSTONE WAREHOUSE COMPANY 
515-541 Seneca St., Buffdlo 4, N. Y. 
W. J. Bishop, Vice-President 


MERCHANTS WAREHOUSE COMPANY 
(Managed by Boston Tidewater Terminal, Inc.) 
453 Commercial St., Boston 13, Massachusetts 


T. W. Haskell, Manager 
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NEWARK TIDEWATER TERMINAL, INC. 
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J. A. Lehman, Vice-President 
and General Manager 
BOSTON TIDEWATER TERMINAL, INC. 
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and General Manager 
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rangements for international aviation and obtaining for the air 
the freedoms which it took centuries of destructive rivalries to 
secure for the sea,”’ says the committee in its report. 

The committee believes that the results of the conference, 
in regard both to the economic and political relationships among 
nations and the progress made toward technical uniformity, 
“represent a sweeping advance.” 

“We believe,” says the committee, “that they will open 
the way for prompt development of international aviation com- 
mensurate with its potentialities and that this will be a potent 
factor in bringing about a widespread extension of trade and 
commerce throughout the world to the benefit of all partici- 
pating countries. We therefore urge that the United States 
promptly express its acceptance of the agreements reached at 
Chicago and that the convention there signed be ratified at an 
early date.” 


Obstacles to Air Transport 


Observing that air transportation was inherently national 
and not local in character, Oswald Ryan, member of the Civil 
Aeronautics Board, speaking to the Cincinnati Chamber of 
Commerce, February 6, said that multiple state taxation, and 
proposals for state regulation of air transportation were eco- 
nomic barriers to the growth of the industry. 

“Strangely enough about the same time that the leaders 
of fifty-four nations were considering, in an international con- 
ference in Chicago, measures for the removal of national bar- 
riers to civil aviation, proposals were being made elsewhere in 
the United States which, if adopted, promise to rear forty-eight 
state barriers to the progress of air transportation within our 
own country,” said Mr. Ryan. “I refer to the proposal for the 
establishment of state economic regulation of air transporta- 
tion. And let me add that the proposal is sponsored, in the 
best of faith, by those who seek to assist and not obstruct the 
advance of air transportation.” 

He said he referred to the proposed state system of eco- 
nomic regulation that would provide for the issuance of cer- 
tificates of public convenience and necessity by state commis- 
sions authorizing the conduct of air transportation witihn the 
states and that would provide for the fixing of intrastate pas- 
senger and property rates by the state commission as well as 
providing for other economic controls of air transportation. 


He said that, as a lawyer who had witnesSed an ‘epoch- 
making” conflict between the federal government and the states 
in the regulation of public utilities and rail transportation, he 
had seen the great public service industries many times bur- 
dened by wasteful duplication of regulatory activity and by 
interminable conflict and litigation over jurisdictional questions. 
He added that he did not want to see such a fate befall air 
transportation in this country. 


_ He cited a survey of the Civil Aeronautics Board in Sep- 
tember, 1940, showing that 84 per cent of the airline passengers 
of the country moved in interstate commerce. He said it was 
significant that “today there is not a single airline operating 
in this country whose operations are confined to a single state.” 

He said that even smaller air carriers operated in many 
states, and that it would be impossible for all carriers, because 
of relatively small volume of business and relatively narrow 
profit margins, to absorb the costs of such multiple regulation 
without serious obstruction to the development of the industry. 

Still another threat to the development of civil aviation in 
any general program for state economic regulation would arise 
from its effect on the national regulatory policy that sought to 
preserve a balanced and constructive competition among the 
airlines, Mr. Ryan said. If each of the states granted certifi- 
cates to local intrastate airlines operating in competition with 
the intrastate segments of interstate airlines, the result could 
only be impairment of the air transportation system, he said. 

“If any one of our transcontinental lines, for example, 
operating between New York and California were to be paral- 
leled by a state-authorized line in each state through which 
that transcontinental route extended, it is easy to see how the 
diversion of revenue from the transcontinental carrier would 
have a serious economic effect upon its service,” he said. 

Commercial airlines were also threatened with economic 
barriers in the form of state and local tax burdens arising from 
conflicting theories of tax jurisdiction, he said. In the absence 
of Congressional or judicial approval of a rule for determining 
who had the power to tax, he added, diverse theories to sup- 
port conflicting and overlapping claims had been used in sev- 
eral states. He continued: 


Recently the United States Supreme Court sustained the right of 
the state of commercial and legal domicile to tax the entire movable 
property of an airline, unless that property is exclusively used in some 
other state. The rule of allocation is another principle in common use; 
that rule provides for the apportionment of the value of flight equip- 
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ment among the states through operation. These two rules—exclusiye 
tax jurisdiction, and allocation—are clearly in conflict, and when some 
states follow one rule and other states adhere to the other rule, multiple 
and burdensome taxation is bound to result. 


Aviation fuel taxes, which he said ranged from one ty 
seven cents a gallon in the various states, would determine the 
location of fuel stops, and operating procedures would be (de. 
termined by tax considerations when the price of gasoline coylq 
vary that much, depending on where it was purchased, saiq 
Mr. Ryan. Fuel taxes, he said, might also have some effect on 
the frequency of air service rendered in high and _ low ta, 
states. He said it was significant that six of the most important 
air terminal states, New York, Illinois, California, Massa. 
chusetts, Missouri, and Texas, imposed no tax on aviation fue: 
that the rates applicable in Ohio and Michigan, also important 
terminal areas, were, respectively, one and 1.5 cents a gallon 
The highest tax rates (6 and 7 cents a gallon) were in Alabama 
Georgia, Louisiana, South Carolina, and Tennessee, he said. ° 

In the earlier portion of his address, Mr. Ryan, referring 
to possible diversion of rail passenger travel to the airlines 
said that ‘‘we must be careful not to underestimate the ability 
of the railroads and the Pullman company to compete success. 
fully with air transportation in sustaining rail and Pullman 
travel as a continuing important factor in passenger transpor- 
tation in the United States.” Only with economy in operation 
making possible a reduction in fares, would the country have 
large-volume air transportation and a mass market for air 
travel, he said. 


AIRCRAFT PRODUCTION 

J. A. Krug, chairman of the Aircraft Production Board, re. 
ported February 5 that 6,535 airplanes were produced in Jap. 
uary—four per cent less than the 6,829 scheduled. While the 
total number of planes accepted in January represents a de. 
crease of two per cent from the December output of 6,697, total 
airframe weight for January increased one per cent, to 72,300, 
000 pounds (exclusive of spares), as compared with 71,000,000 
pounds in December. This weight increase, which took place in 
spite of the numerically fewer aircraft produced, emphasized 
the current trend toward bigger and heavier types, rather than 
larger numbers of planes, Mr. Krug said. 

For the first time, Mr. Krug announced, military security 
now permitted a breakdown of the month’s output on a category 
basis. The breakdown for January, in terms of schedules and 
actual acceptances, follows: 


January January 

Types Schedule Acceptances 
oa Ae ag Stary py essa a satiac pa we vk ao hte 2,470 2,397 
Fighters and Naval Reconnaissance................ 3,094 2,907 
S55. Ss chia- 45s PE are Rea DEI Brahe Re lh Tee aco 666 653 
MI 6 ibibo. cor aida. osu Bharne Wid ark Sk Gor eid "5 load, 0 seid ejb bia a 237 252 
Communication and Special Purpose............... 362 326 
NEE ois kobe NIG PAD DAG A Gap BISA aaa ota 6,829 6,535 


Commenting on the January output, Mr. Krug said that 
production of four-engine long-range bombers of the B-29 type 
increased numerically 13 per cent over the December output of 
this type, indicating the accelerating upward curve of this 
program. 

In the transport category, Mr. Krug commented, output of 
the four-engine type disappointingly missed the month’s sched- 
ule by 20 per cent. On the other hand, the twin-engine and 
single-engine transports were both abreast of the schedule. 


1944 EXPRESS RECORD 


The Railway Express Agency handled the largest business 
in its history in 1944, according to a statement by L. O. Head, 
president. Total number of shipments handled by the agency 
in the year exceeded 200,000, said he, of which 70 per cent 
were war materials. Included, he added, were 1,750,000 aif 
express shipments, an increase of 14 per cent over 1943. 

“It has not been possible to maintain service at the high 
point of efficiency existing before the war,” he continued, “but 
with public cooperation, we have been able to keep everything 
moving in spite of handicaps of equipment and rapid changes 0 
personnel.” . 

More than 22,000 trained expressmen were in the armed 
forces, he said, adding that the payroll of the agency now 
numbered 77,000. 

The air express division of the Railway Express Agenty 
reports that total shipments in combined air-rail express ser 
ice in 1944 were 457,100, an increase of 11.3 per cent over 1943, 
when they totaled 404,400. Revenue from the traffic in 1944 
aggregated $4,462,966 compared with $4,063,776. 

Air-rail express shipments in December, 1944, reached 4 
new peak, the division said, totaling 48,705, compared with 
40,500 in December, 1943. 








February 


Bran! 


Exam 
Board, in 
Acquisitio 
T, E. Br 
recommer 
Airways ¢ 
to acquire 
poration, 
examiner 
it be dist 
the stock 
not such 
carrier” ° 
aeronauti 

Conc] 
Braniff w 


Mr. B 
securing 4 
in fact, Ac 
taken with 
to the ben 
to dispose 
profit to hi 
tions of th 
Airways. . 


The 
that the 
Braniff / 
and that 
and 801 

“The 
proposed 
a unified 
the same 
interchan 
and form 

The 
to the p 
only tem 
ment, wa 
tainment 
the prop¢ 
cial stab 
party ne 
Americar 
respect t¢ 
and Aerc 
volved ir 
practical 
principal 
ment” is: 
viding fo 
ments in 
seeking « 
“there se 
quisition 
policy of 
approval 
est.” He 
applicati« 
applicatic 


Chai 
ten Sena 

d cz 
allotted 
struction 
airport, 
been all 
board. 
_ The 
line sery 
1943, At 
conditior 
transport 
Testorati 
portant 1 
adequate 
p. 342), 


the faci] 
pe ara 

, the 
the adm 








Sive 
ome 
‘iple 


l, re. 
Jan- 
> the 


ce in 
sized 
than 


>urity 
egory 
Ss and 


uary 
tances 


ysiness 

Head, 
agency 
r cent 
100 air 


e high 
d, “put 
rything 
nges in 


armed 
y now 


A gency 
s serv: 
r 1943, 
in 1944 


hed 4 
d with 

















February 10, 1945 


Braniff Control of Aerovias Braniff 


Examiner William F. Cusick, of the Civil Aeronautics 
Board, in a proposed report in No. 1360, Braniff Airways, Inc.— 
Acquisition of Aerovias Braniff, S. A., embracing No. 1373, 
Tt, E. Braniff—Acquisition of Aerovias Braniff, S. A., has 
recommended denial by the board of the application of Braniff 
Airways and that of its president, T. E. Braniff, for authority 
to acquire control of Aerovias Braniff, S. A., a Mexican cor- 
poration, through purchase of all the stock of the latter. The 
examiner noted that the application in No. 1373 asked that 
it be dismissed for want of jurisdiction, on the ground that 
the stock interest held by Mr. Braniff in Braniff Airways was 
not such as to constitute him a “person controlling an air 
carrier’ within the meaning of section 408(a) of the civil 
aeronautics act. 

Concluding that acquisition of control of Aerovias by Mr. 
Braniff was within the board’s jurisdiction, the examiner said: 


Mr. Braniff’s actions in negotiating for Mexican franchises and 
securing a vast network of routes from the Mexican government— 
in fact, Aerovias itself was a creature of Mr. Braniff’s making—were 
taken with the expectation that his work in that respect would inure 
to the benefit of Braniff Airways. This, together with his willingness 
to dispose of Aerovias to Braniff Airways at not even a nmiodicum of 
profit to himself, just does not represent the human element in transac- 
tions of this nature—rather, it demonstrates that Mr. Braniff is Braniff 
Airways.... 


The evidence clearly demonstrated, the examiner said, 
that the transaction involved simply a route extension of 
Braniff Airways into the Latin American field of operations 
and that it should “properly be brought under sections 401 
and 801 of the (civil aeronautics) act.” 

“The temporary routes of Aerovias,” he continued, ‘are 
proposed to be merged with Braniff Airways so as to set up 
a unified operation, tendering the same type of service, using 
the same kind of equipment and operating through planes by 
interchange over the routes of both companies so as to connect 
and form one system. .. .” 

The examiner said the applicant’s evidence with respect 
to the prospective earnings of Aerovias Braniff, which held 
only temporary operating authority from the Mexican govern- 
ment, was vague and indefinite and did not permit the ascer- 
tainment with any degree of certainty of the financial effect 
the proposed acquisition would have on Braniff Airways’ finan- 
cial stability: He stated, also, that, “while technically the 
party negotiating with the Mexican government was not an 
American carrier, the previous recitation of the facts with 
respect to the relationship between Braniff Airways, Mr. Braniff 
and Aerovias, shows that Braniff Airways is so intimately in- 
volved in the whole transaction as to be considered from a 
practical standpoint a party to the negotiations, if not the 
principal negotiator.’”’ He referred to “the joint policy state- 
ment” issued by the C. A. B. and the State Department, pro- 
viding for State Department negotiations with foreign govern- 
ments in obtaining foreign landing rights for U. S. air carriers 
seeking extension of routes to such countries, and added that 
“there seems little room for doubt but that the proposed ac- 
quisition would be diametrically contrary to the announced 
policy of both the board and the State Department, and the 
approval thereof would not be consistent with the public inter- 
st.” He said his conclusions with respect to denial of the 
application of Braniff Airways applied with equal vigor to the 
application of Mr. Braniff. 


PHILADELPHIA AIRPORT FUNDS 


Chairman Pogue, of the Civil Aeronautics Board, has writ- 
ten Senator Myers, of. Pennsylvania, expressing regret that the 
board can not recommend to the President that $225,000 be 
allotted out of the President’s emergency fund, for the con- 
suction of additional facilities at the Northeast Philadelphia 
arport, in addition to $214,000 the chairman said had already 
het allocated for facilities at the airport, on advice of the 


_ The chairman referred to the suspension of scheduled air- 
line service at the Philadelphia municipal airport in December, 
143. At the time the board dismissed its investigation into the 
conditions surrounding the use of the municipal airport for 

port operations, it said it had advised the President that 
leétoration of air service to Philadelphia was sufficiently im- 
portant to require federal funds to make the Northeast airport 
_ for airline operation (see Traffic World, Aug. 5, 1944, 


In his letter to Senator Myers, Mr. Pogue said that, while 
facilities provided at the Northeast airport would not be 
‘mparable to those that were available at the municipal air- 
Port, the former facilities would be sufficient in the opinion of 
administrator of civil aeronautics to permit safe and ade- 
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quate airline scheduled service under the wartime conditions 
and restrictions now maintained. He said that “it was upon this 
basis that the board made its original recommendations to the 
President and procured the allotment of the funds mentioned.” 

In view of the previous representations to the President, 
and the administrator’s statement that the temporary facilities 
now constructed would permit scheduled airline service, Mr. 
Pogue said there did not appear to be sufficient basis on which 
to ask for additional emergency funds, adding that the situa- 
tion would be further complicated by the necessity of obtain- 
ing authorization from the War Production Board on the ground 
that “equivalent facilities are related to essential war produc- 
tion.” 


MEXICAN AIRLINE TRAFFIC 


Compania Mexicana de Aviacion, Mexican subsidiary of 
Pan. American World Airways, in 1944 established “a new 
high in operation, thus leading all Latin America in aviation 
achievements,” according to the Office of the Coordinator of 
Inter-American Affairs. It said that C. M. A. aircraft last 
year flew a total of 3,585,713 miles, as against a total of 3,164,- 
667 miles in 1943, and carried 100,696 passengers, “the majority 
of them high priority travelers on government business.” The 
coordinator’s office said Compania Mexicana reached ‘“‘the most 
important trade and cultural centers” in every section of 
Mexico and, through its affiliation with Pan American Airways, 
linked Mexico with the rest of the world. It added that in 
1944 the Mexican airline had a “perfect operations record— 
not a single crew or passenger fatality.” 








U. S.-IRISH AIR AGREEMENT, ETC. 


The State Department has announced conclusion of an air 
transport agreement between the United States and Ireland, 
providing, among other things, for the according to U. S. air- 
lines rights of transit, non-traffic stop, and commercial entry 
for international traffic at Shannon airport (Foynes and Rine- 
anna) in the territory of Ireland on routes between the United 
States and Ireland and countries beyond, via intermediate 
points, in both directions. The agreement also provides for 
according to airlines of Ireland in the territory of the United 
States rights of transit, non-traffic stop and commercial entry 
for international traffic at specific airports “in connection with 
such route or routes as may be determined at a later date.” 

The State Department said the Irish agreement closely 
followed one recently concluded with Iceland. It noted that it 
had concluded similar agreements with Denmark, Sweden and 
Spain. 

The new arrangement with Iceland, which became effec- 
tive February 1, provides that United States airlines may ob- 
tain rights of transit and non-traffic stop, as well as the right 
to pick up and discharged international traffic at Iceland’s 
Kleflavik airport, on a route from the United States “to Ice- 
land and points beyond.” 





STATE AIR REGULATIONS 


An “industry educational effort to halt drives in states’ 
that he said would cripple post-war air transportation, was 
announced February 8 by Colonel Edgar S. Gorrell, president 
of the Air Transport Association of America. He referred to 
“hampering trade barriers resulting from paralleling and dupli- 
cating state air regulations and prohibitive taxes through elimi- 
nation of state gasoline tax refunds granted because of non- 
highway use.” 

Legislatures of all states except Kentucky, Louisiana, Mis- 
sissippi and Virginia would meet in regular session this year, 
said Colonel Gorrell who pointed to what he said was a drive 
of the National Association of Railroad and Utilities Commis-" 
sioners to obtain enactment by state legislatures of its uniform 
state air carrier bill that he said would subject intrastate oper- 
ations of interstate carriers to state control. He contended the 
proposed state legislation would “do nothing more than erect 
excessive, unwarranted and costly trade barriers from which 
the public would suffer just as much as the air carriers.” He 
pointed to federal regulation of air carriers by the Civil Aero- 
nautics Board in this connection. 

As a part of the campaign against the proposed state leg- 
islation, the Air Transport Association is distributing copies of 
a booklet, “Keep America’s Aviation Strong,” explaining the 
issues the air carriers believe are raised by the state proposals. 


FACILITIES FOR FOREIGN TRAVEL 


American business men who desire to travel abroad may 
now file applications with the Bureau of Foreign and Domestic 
Commerce, Department of Commerce, Washington 25, D. C., 
and its 26 field offices for transportation in planes of the Army 
Air Transport Command or Naval Air Transport Service or 
water transportation in War Shipping Administration vessels, 
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according to a commerce department announcement, continuing 
as follows: 


All such applications should state specifically the purpose of the 
proposed trip and give complete details regarding present and previous 
connections of the applicant in the foreign area which it is proposed 
to visit. 

Space on military planes may be applied for under the provisions 
of executive order No. 9492, which became effective January 1, provided 
the travel will contribute to the war effort or to the resumption of eco- 
nomic activities disrupted by the war that are necessary for the prompt 
restoration of peacetime conditions. The availability of water trans- 
portation will be determined by the same general principles. 

It is pointed out by the Department of Commerce that on foreign 
routes to army and navy planes no air transportation space is currently 
available for private business men. Travel for the present will be 
almost entirely by surface vessel. 

A caution is sounded that the acceptance of an application is not a 
guarantee that passage will be provided. Travelers will be required to 
pay for their passage. 

The executive order does not apply to priorities on civil air lines. 
Business men desiring to proceed to Latin America by air should file 
their applications with private lines. Priorities for Latin American 
travel are still on a wartime basis but the bureau is informed that much 
non-priority space is available. 

American citizens not in possession of United States passports 
should apply for them at the passport agency of the Department of 
State. Visas are also required to permit entry into the country of desti- 
nation. Inoculations against certain diseases are also required. 


TRANS-PACIFIC AIR SERVICE STUDY 


Two volumes (volumes 1 and 3) of a three-volume report 
on “Overseas Air Service Patterns—Trans-Pacific Areas,” pre- 
pared by F..H. Crozier, chief of the research and analysis sec- 
tion of the Civil Aeronautics Board, have been published by 
the C. A. B. Volume 1 includes, according to a memorandum 
of transmittal to the board, the “interpretive substance of 
the report,” and volume 3 includes basic statistical tables. 
Volume 2, yet to be published, will contain travel, trade and 
air transportation statistics relating to the trans-Pacific coun- 
tries. 


ARMY CARGO BY AIR 


“The India-China Division of the Army Air Forces Air 
Transport Command—aerial lifeline from India to China— 
created a new record for the month of January by moving 
more than 44,000 tons of supplies over the Hump, most hazard- 
ous airway in the world,” said the War Department, Febru- 
ary 8. 

“This tonnage is more than four times the goal originally 
set early in 1943. Because of the extreme hazards encountered 
it was then thought that 10,000 tons a month would be a 
difficult goal to reach. 

“January’s figures for the India-China Division, bettered by 
more than 10,000 tons the total tonnage carried over the same 
route in December. 

“India-China Division deliveries to China for the year 1944 
aggregated a little better than 231,000 net tons as compared 
with approximately 48,500 tons in 1943. It is estimated that 
more than 500,000 tons of supplies can be flown over the Hump 
into China to augment the goods going into China by land 
routes. 

“The India-China Division of the Air Transport Command 
is commanded by Brigadier General William H. Tunner.” 


PLANNING OF AVIATION POLICY 


An exchange of views of federal government officials and 
members of the Senate commerce committee with respect to 
questions of policy affecting American air carriers engaged in 
foreign and domestic service took place the afternoon of Febru- 
ary 7 in the Senate commerce committee room, with the com- 
mittee chairman, Senator Bailey, of North Carolina, presiding. 

Present at the informal session, held behind locked doors, 
were: W. L. Clayton and Dean Acheson, Assistant Secretaries 
of State; Stokeley W. Morgan, chief of the aviation division 
of the State Department’s Office of Transportation and Com- 
munications; Chairman Pogue and Vice Chairman Warner, of 
the Civil Aeronautics Board; William A. M. Burden, Assistant 
Secretary of Commerce, and members of the committee. 

It was stated at the committee, after the meeting, that 
the topics of discussion had included the proposal for a ‘chosen 
instrument” or “community-owned” airline to represent the 
United States in foreign air service; establishment of a zoning 
system, with one carrier holding a monopoly in each, in inter- 
national aviation, or adoption of a policy of free and open 
competition for all air carriers. No decisions were reached, it 
was said. 

It was understood, however, that the State Department had 
been asked to chart a pattern of global air routes for U. S. 
air carriers. 
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Proposed Legislation 


Senator Shipstead, of Minnesota, has introduced S. 439 to 
amend section 16 of the interstate commerce act to increag 
the period of limitation on actions against railroad carriers fq 
recovery of overcharges from two to four years. The senatg 
also has introduced S. 434, a bill providing for federal aid ty 
states for the acquisition of toll bridges. 


Representative Powell, of New York, has introduced H, p 
1925, a bill to amend section 3(1) of the interstate commerg 
act so as to prohibit the segregation of passengers on accoyp 
of race or color. The bill would make it unlawful “to segre. 
gate passengers traveling on any instrumentality or facility of 
carriage, or using any terminal facility, subject to this act op 
account of such passengers’ race or color.” 


Representative Morrision, of Louisiana, has introduced 
H. R. 1924, to amend section 2(a) of the railroad retirement a¢ 
of 1937 relating to eligibility for annuities. 


Representative Rogers, of Florida, has introduced H, R 
1926, a bill to repeal the use tax on motor vehicles and boats 


Senator Johnson, of Colorado, has introduced S. 450, , 
bill identical with S. 337, introduced by Senator Reed, of Kan. 
sas, and H. R, 167, introduced by Representative Bulwinkle, o{ 
North Carolina, providing for Commission regulation of rat, 
bureaus and exemption of the rate-making processes from the 
anti-trust laws to the extent therein provided (see Traff, 
World, Feb. 3, p. 270). 


Representative Beckworth, of Texas, has introduced H. R 
2012, a bill authorizing appropriation of $50,000,000 per annum 
for the making of grants for the purpose of aiding any ind. 
vidual or company in the carrying on of experimental work in 
connection with the development of new types of aircraft, o: 
in connection with other developments in the science and art 
of flight. The Secretary of War, the Secretary of the Navy 
and the Administrator of Civil Aeronautics would determine 
what grants should be made. 


Senator Mitchell, of Washington, has introduced S. 460,: 
bill to establish a Columbia Valley Authority. 


Representative Luther A. Johnson, of Texas, has introduced 
H. R. 2041, a bill to amend the interstate commerce act to pro- 
vide for the establishment of a uniform classification and uni- 
form scale of class rates for railroad freight. 


Representative Case, of South Dakota, has introduced H.R. 
2051, a bill to provide for financial control of government cor- 
porations. 


Representative Peterson, of Georgia, has introduced H.R. 
2032, a bill authorizing general shore-line investigations at fed- 
eral expense, and to repeal an act for the improvement ani 
protection of the beaches along the shores of the United States, 
approved June 26, 1936; and H. R. 2033 (by request), authoriz- 
ing federal participation in cost of protecting shores of publicly 
owned property. 


Government Corporations Control 


Senator Byrd, of Virginia, for himself and Senator Butler, 
of Nebraska, has introduced S. 469, providing for, among other 
things, annual audits by the General Accounting Office of finan- 
cial transactions of corporations wholly owned by the federal 
government, including the Inland Waterways Corporation, the 
Warrior River Terminal Co., the Inter-American Navigation 
Corporation, the Institute of Inter-American Transportation, 
and the Panama Railroad Co. 


Senator Butler, in a discussion of provisions of the bill in 
the Senate, said the bill would require the wholly-owned gov- 
ernment corporations to submit a detailed budget program to 
the Bureau of the Budget at the beginning of each fiscal yeat. 


“The President would submit these estimates to Congress 
in the annual budget,” he continued. ‘Specific requirements are 
provided. These include estimates of administrative expenses, 
estimates of necessary borrowing by the corporation, estimates 
of the amount of capital funds to be returned to the Treasuly 
during the fiscal year or the appropriations required to provide 
for the reissuance of authorized capital or the restoration 0 
capital impairments. Congress may then approve or modify 
such estimates as it sees fit. The General Accounting Office § 
to audit the financial transactions of these corporations eat! 
year and submit such audit to Congress. No additional gover 
ment capital or paid-in surplus is to be subscribed or paid 
to any of these corporations without specific authorization fro 
Congress. The director of the Budget, with the approval of the 
President, at any time he deems it to be in public interest, may 
recommend in the annual budget that certain corporations ¥ 
treated as government agencies insofar as appropriations, & 
penditures, receipts, accounting and other fiscal matters a 
concerned. . . . This bill in no way hinders the operation @ 
government corporations. Instead, it sets a definite pattern 
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operation for them and places them under the control of 
Congress... .” 


Rail Reorganization Bill 


The House judiciary committee, in favorably reporting to 
the House H. R. 37, the Hobbs railroad reorganization bill 
amending section 77 of the federal bankruptcy act (see Traffic 
World, February 3, p. 271), used the same report it submitted 
to the House in June, 1944, on H. R. 4960, which was reintro- 
duced at the present session of Congress as H. R. 37. Substan- 
tial excerpts from the committee’s report were published in 
The Traffic World of June 17, 1944, pp. 1634-35. 

The committee points out in the report that “the purpose 
of the bill is to correct a very serious situation arising from the 
interpretation placed by the Interstate Commerce Commission 
and the courts upon the amendments of section 77 enacted by 
Congress August 27, 1935. . . . The consequences have been 
and are so disastrous to railroad investors, and so dangerous 
to the credit of the railroads in general, that they should be 
corrected by legislation.” 

The bill strikes at action of the Commission and the courts 
fixing capitalizations in railroad reorganization cases substan- 
tially below the existing capitalizations, “regardless of the in- 
vestment in the property and of the valuation previously deter- 
mined by the Commission under section 19a of the interstate 
commerce act.” 

The result of the Commission’s interpretation of the statute 
by the Commission and the subsequent refusal of the. courts to 
review the Commission’s findings, has caused the destruction 
of hundreds of millions of dollars of railroad securities repre- 
senting actual investment in the property made, to some extent 
at least, in reliance on the belief that such investments could 
not be confiscated except by due process of law, says the com- 
mittee report. e 

The committee says the primary purpose of the bill is to 
insure that the courts shall make an independent judicial re- 
view of each reorganization plan and of the evidence on which 
the plan is based. Second, the bill sets up capitalization and 
valuation standards to be followed by the Commission in de- 
termining permissible capitalization of the reorganized com- 
pany. 

Administrative Procedure Bills 


The Women’s Bar Association of the District of Columbia 
sponsored an open forum on the American Bar Association 
sponsored administrative procedure bills, S. 7 and H. R. 1203, 
in the tax court of the United States, the evening of Febru- 
ary 7. About fifty people attended, including Representative 
Sumners, who introduced the house bill. 

Louis G. Caldwell, who had been active as a member of 
the bar association in connection with the bills, took the affirma- 
tive, and Frederick Beutel, assistant general solicitor of the 
Department of the Interior, took the negative side. Mr. Cald- 
well said he thought the bills would be workable for all ad- 
ministrative agencies. Mr. Beutel said he felt that each admin- 
istrative agency had its own problems and that any deficiencies 
of administration should be corrected within the individual 
agencies rather than to try to cover the situation with one 
bill. He observed that there were 428 administrative agencies 
of the government. 

The thought was expressed in the course of the discussion 
that an administrative procedure bill of some kind would be 
passed in the present session of Congress. 


N. Y. PORT AUTHORITY N. J. TRUCK TERMINALS 


Legislation has been introduced in the New York legisla- 
ture that would make all bonds issued by the Port of New 
York Authority for motor truck terminal purposes legal for 
investment by savings banks. Austin J. Tobin, executive di- 
rector of the Port Authority, called on Governor Walter E. 
Edge, of New Jersey, at Trenton, February 2, to ask his sup- 
port for legislation authorizing construction of truck terminals 
in New Jersey.. Mr. Tobin pointed out that, under existing 
statutes, the only Port Authority facilities that could be financed 
by bonds supported by its general reserve fund were two union 
freight stations in New York City and two marine terminals, 
one in New Jersey and the other in Hoboken. There is no 
statutory provision for the financing of union freight terminal 
stations in New Jersey, the effect being that the Authority can 
j ce motor truck terminals in New York but not in New 
ersey. 

The Authority has drawn no plans for a New Jersey truck 
terminal, but Chairman Frank C. Ferguson says that it would 
be designed to handle about 2,000 tons of miscellaneous freight 

y. The logical.location for the first such terminal in New 
Jersey, said he, would be in the Newark area, south of the 
Passaic River and east of Broad Street and Frelinghuysen Ave- 
hue, adjacent to routes commonly used by over-the-road trucks. 


Maritime Commission Funds 


The House committee on appropriations in its report on 
the annual independent offices appropriation bill, submitted to 
the House, February 5, discussed the major features of the 
wartime activities of the Maritime Commission. The Bureau of 
the Budget made no recommendation for an appropriation for 
the commission for the fiscal year beginning July 1 because of 
funds already available to the commission. In its report, the 
committee said: 


The bill includes no additional funds or contractual authority for the 
construction of ships or facilities. Appropriations totaling $15,741,010,000 
toward the ship-construction fund have been heretofore provided and 
contractual authority for ships and facilities totaling $16,926,650,000 has 
been granted. It is estimated that funds and contract authorizations 
now available will be adequate for the program as presently agreed 
upon by the Joint Chiefs of Staff. In fact, after providing $2,759,300,000 
for obligations during the fiscal year 1946, for the anticipated require- 
ments of the Joint Chiefs of Staff for ship construction beyond the 
current program, it is estimated that, of the contractual authority 
already available, $1,167,350,000 will remain unobligated at the close of 
that fiscal year. The entire estimatad cash balance in the construction 
fund at the close of the fiscal year 1945 will be $3,941,484,924, and it 
is estimated that the cash baFance as of June 30, 1946, will be 
$1,629,650,000. 

Since the passage of the merchant marine act of 1936, the Maritime 
Commission, to the close of December, 1944, has delivered 4,561 newly 
constructed ships to the Army, the Navy, the War Shipping Administra- 
tion, to private operators (operations under control of the War Shipping 
Administration during the war period), and under the defense-aid pro- 
gram, in addition to 1,215 small barges and powerboats. As of December 
31, 1944, there were 1,072 vessels under various stages of construction. 
Early in January, 1945, the commission awarded contracts for the con- 
struction of 226 additional dry cargo vessels and tankers to be deliv- 
ered in the second half of the calendar year 1945. Altogether, there 
are now scheduled for delivery, during the calendar year 1945, about 
1,300 vessels, exclusive of any that may be completed under awards 
yet to be made. 

The committee considered an estimate of $28,500,000 for administra- 
tive expenses payable from funds heretofore appropriated to the ship- 
construction fund, an amount $4,058,138 less than the basic sum author- 
ized for the current year. In view of the substantial reduction in the 
construction program for the next fiscal year the committee believes 
that a further cut is justified. In addition to the reduction of 10 per 
cent in the estimate for penalty mail the committee has applied a cut 
of $200,000, distributed among the divisions of public relations, personnel 
management, economics and statistics and the office of the secretary. 


Land’s Testimony 


Admiral Land, chairman of the Maritime Commission and 
War Shipping Administrator, after pointing out that the mer- 
chant marine of the United States at the end of 1944 had an 
estimated tonnage of 50,000,000 deadweight tons—the equiva- 
lent of about two-thirds of the world deadweight tonnage afloat 
in 1939—told the appropriations committee that the commis- 
sion believed there should be shipbuilding in the post-war pe- 
riod “to keep our production talent abreast—and we hope ahead 
—of the times and our resources together for peace as well as 
the possibility of war.” 

“An active shipbuilding industry in the United States and 
our ship-construction achievement in this war will, I believe, 
be a real deterrent to selfish aggrandizement of militaristic 
nations and their leaders in the future,” said he. 

Admiral Land said the United States was particularly weak 
in passenger ships. 

“This is a very difficult problem and made doubly so by 
the advent of air-ocean transport, which is a very controversial 
problem and, in my humble opinion, will not be settled until 
Congress establishes a national policy as to the integration of 
surface transportation on the ocean with air transportation 
across the ocean,” said he. 

Admiral Land said he thought there ought to be between 
six and ten passenger ships for the following routes: East coast 
to north Europe; east coast to the Mediterranean; the east coast 
of the United States to the east coast of South America; and 
on the Pacific, the west coast to China and the west coast to 
Australia. 

“There are four or five routes that should have passenger 
accommodations if we are going to carry out what I believe to 
be the intent of Congress concerning the United States mer- 
chant marine,” said he. “I have no ambitions to build super- 
liners.” 

Estimates were that it would cost from $150,000,000 to 
$250,000,000 to build ten passenger ships of the type he had in 
mind, he said, adding that the cost would depend primarily on 
the speed of the ships. 

The Admiral reiterated views heretofore expressed that 
the United States ought to use a post-war merchant fleet of 
at least 15,000,000 tons. 

Sponsors’ Gifts 

Representative Wigglesworth, of Massachusetts, said there 
had been a lot of talk from time to time about ship sponsors’ 
gifts running into very large figures. Admiral Land said the 
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government did not bear the cost of such gifts made by the 
shipbuilders to the sponsors at the launching of vessels. He 
submitted memoranda submitted to Commission officials and 
employes advising against any official or employe becoming 
involved in a relationship between the commission and a pri- 
vate contractor “which might be subject to accusations of im- 
proporieties or justified criticism,” but said this had nothing 
to do with the specific question of sponsors gifts. 


Mr. Wigglesworth said the implication in the reports about 
the gifts was that expensive gifts were made to members of 
families of Maritime Commission personnel or other influential 
government officials, and that they were reimbursed by the 
government. 

“The inference that these sponsors’ gifts were made to 
families of Maritime Commission officials and other representa- 
tives of the government is 100 per cent correct,” said Admiral 
Land. “‘And, as far as I am concerned, I am directly or indi- 
rectly responsible for doing it when it is proper to do so; 
wherever I can further the American merchant marine and do 
our proper duty to our loyal personnel that work in it, I am 
going to continue that sort of thing, just as long as Uncle Sam 
does not have to pay for it. The whole point is that these costs 
are not reimbursable.” 

Asked who selected the sponsors, Admiral Land said “in 
the old days, we did,’”’ and did so now if a shipyard asked “for 
1 

Generally speaking, he continued, that practice had long 
ceased, and that, as a matter of fact, “I suppose 50 per cent of 
them are selected from workingmen’s wives, in the yard, or 
mothers or sweethearts.” 

“They draw the names out of a hat,’ he continued. “And 
the shipyard picks the sponsors.” 

There were more than 4,000 names and 4,000 ships, said 
he, when asked to produce a list. 

“Tt is all a tempest in a teapot,” said the Admiral. 

When he referred to a sponsor’s gift as a “little cumshaw,” 
Mr. Wigglesworth asked if a $2,500 bracelet would come under 
the term ‘‘cumshaw.” 


Admiral Land replied in the negative but added that, 
frankly, he did not give a hoot how much “they pay for it, as 
long as Uncle Sam does not have to pay for it, because this is 
nonreimbursable under cost-plus and is not recognized for 
recapture contracts.” 

In discussion of the independent offices appropriation bill 
in the House, Representative Wigglesworth said the Maritime 
Commission and “its twin, created by executive order, the War 
Shipping Administration,” were among the federal agencies “of 
which the Comptroller General has been most critical in re- 
cent years.” 


Referring to Admiral Land’s statement about the need for 
post-war passenger ships, Mr. Wigglesworth said it would ap- 
pear that no peacetime construction should be initiated in the 
absence of express approval by Congress. 

“The record indicates,” said Mr. Wigglesworth, “the ter- 
mination of the concrete-ship program involving the construc- 
tion of 104 ships at a cost to the taxpayers of $167,000,000, a 
program undertaken against the best judgment -of Admiral 
Land, initiated, it is said, at the suggestion of Harry Hopkins. 
The record also indicates the purchase from Canada of 100 
ships at a cost to the taxpayers of $164,000,000. The reason for 
the payment of any purchase price for ships to be used in the 
common war effort has never been satisfactorily explained... . 

“The commission has done magnificent work in the con- 
struction field. I have often paid tribute to all concerned in 
our ship construction. It is to be regretted that the same cannot 
be said of the work of the commission in the matter of handling 
public funds. I renew the suggestion that the merchant marine 
and fisheries committee or a select committee make a thorough- 
going investigation of the work of the commission in the finan- 
cial field, reporting at the earliest possible date to the Congress 
and to the people in this connection.” 


MONEY FOR WATERWAYS 


President Roosevelt has transmitted to Congress a request 
for an appropriation of $405,000 for the War Department for 
widening the channel in the New York and New Jersey channel 
project in the vicinity of Sewaren, N. J., “in order to afford 
more adequate navigation facilities for the increased movement 
of petroleum products by the new larger tankers now in use 
and so relieve existing hazardous conditions.’ The work, ac- 
cording to the explanation, is a small part of the $37,000,000 
project authorized by the river and harbor act of 1935 that was 
about 51 per cent completed when construction was suspended 
in 1942 by order of the War Production Board to conserve 
critically needed labor and materials. The Chief of Naval Opera- 


tions considered the dredging to be essential to the war effort, 
it was stated. 


TRAFFIC WORLD 


State Highway Legislation 


Among bills introduced up to February 1 in 42 state leg. 
islatures now in session were hundreds affecting highway trans. 
portation, according to the National Highway Users Confer. 
ence. 


The conference said that eight states already had proposed 
increases in gasoline taxes; that one of the bills introduced 
called for a tax increase of 2 cents a gallon on gasoline, to 
cover the cost of a compulsory insurance program; that two 
states had bills to tax diesel fuel, and that another would 


make permanent an emergency gasoline tax increase. Con. 
tinuing, it said: 


Constitutional amendments prohibiting diversion of motor vehicle 
and gasoline tax revenues have been introduced in seven states although 
one of these bills would permit use of highway revenues for airplane 
flight strips and another specifically exempts motor vehicle excise tax 
revenues. Three states propose legislative measures to prevent specific 
diversion but four more have bills which would permit non-highway 
use of highway funds. 

Much primary interest legislation centers around operators ang 
chauffeurs licenses, possibly reflecting manpower shortages. Twenty 
states have various bills which mirror this situation or indicate a ten. 
dency to use this as additional source of revenue. Seven of these twenty 
states evidence a direct interest in the problems of the returning 
serviceman. In these seven states bills proposed that specifically ex. 
tended renewal dates and general relaxation of operators license re. 
quirements be adopted. One state would still require a renewal com- 
petency examination but no fee would be charged servicemen. One 
measure would permit men on furlough to drive without licenses, 

Bills for Suspension of License 

Four states would extend the provisions which make possible the 
issuance of licenses to persons not of peacetime statutory age. Mary- 
land has two bills pending which propose revocation of license for 
conviction of speeding in excess of 70 miles an hour and also would em- 
power trial magistrates to suspend licenses. Still another proposal in this 
state would permit indefinite suspension of license for reasons of 
physical or mental incapacity. 

Six states have legislation pending to require compulsory insur- 
ance. One other would limit the time necessary to maintain proof of 
financial responsibility to three years. Two states propose extension 
of financial responsibility provisions to include certain passenger vehi- 
cles for rent and four others would enlarge the provisions generally, 


Governors Stress Highway Matters 
The Governors of the several states, almost without exception, have 
given special attention to the problem of highway financing and the 
matching of federal aid for post-war highway projects. Discussion 


of these matters constituted a major part of the addresses of several 
of the executives. 


Governor Tobin of Massachusetts and Governor Maw of Utah, in 
their messages to the legislatures of their respective states, recom- 
mended gasoline tax increase. 


Several. bills have been introduced to license and regulate manv- 
facturers and dealers dn motor vehicles. 

Maryland (S. 158) proposes annual licenses for all motor vehicle 
dealers, salesmen, manufacturers, factory branches, distributors’ branches 
and factory or distributor representatives. Complete and detailed regu- 
lation would be provided for, as well as denial, suspension, or revoca- 
tion of licenses. A similar measure has appeared in Nebraska (Bill 157) 
and Arizona (S. 54). Massachusetts (H. 387) proposes annual licensing 
of motor vehicle dealers and salesmen and requires them to furnish 
purchaser with duplicate of conditional sale contract. Dealers would 
pay an annual fee of $100 and salesmen, $25. California (H. 263) would 
regulate the business of selling used or second-hand motor vehicles 


by dealers not residing in or having a permanent place of business 
in the state. 


RIVERS AND HARBORS BILL 


The House rivers and harbors committee on February 6 
ordered reported, without amendment, S. 35, the rivers and 
harbors bill passed by the Senate (see Traffic World, Feb. 3, 
p. 271). The only dissenting vote in the committee was cast 
by Representative Rankin, of Mississippi, who contended that 
the $66,000,000 Tennessee-Tombigbee project should be in- 
cluded “now” and that it should not have to await completion 
of a supplemental report by the army engineers. 

In a statement, Representative Rankin said that he had 


reserved the right to file a minority report on S. 35, and 
added: 


The (Tennessee-Tombigbee) project will mean more to the people 
of the entire Mississippi Valley as well as that of the Tombigbee in 
reducing their transportation rates than any project that has ever been 


proposed, and I expect to keep up the fight until it is approved and 
constructed. 


TRANSPORT AND MANPOWER NEEDS 


The War Manpower Commission, in a report on manpower 
requirements for “establishments engaged in ‘must’ production 
behind schedule because of inadequate labor force,” stated that 
there was an urgent need for 3,208 additional workers in the 
tire manufacturing industry, 5,901 workers in the heavy truck 
production industry, and 4,487 workers in the field of trans 
portation. 
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February 10, 1945 


Rail Employe Benefit Bill 


Chairman Lea, of the House committee on interstate and 
foreign commerce, in a hearing February 6 on H. R. 1362, the 
Crosser bill to amend the railroad retirement, railroad unem- 
ployment and carrier taxing acts (see Traffic World, Feb. 3, p. 
966), tried unsuccessfully to obtain from Chairman Latimer, of 
the Railroad Retirement Board, who was continuing testimony 
he had presented at hearings on the bill February 1, 2, 6 and 7, 
an admission that additional expense placed on the railroads 
by H. R. 1362 would have to be taken into account by them in 
determination of their rates and charges, and that the burden 
ultimately would be borne by the users of rail transportation. 

Mr. Latimer, subjected to questioning by committee mem- 
bers after having read into the hearing record a long explana- 
tion of the provisions of H. R. 1362, contended that, on enact- 
ment of the bill, increased effectiveness and efficiency of the 
railroad employes and reductions in turn-over of the labor force 
would mean economies that would offset the additional cost, in 
dollars and cents, to the railroads. 

Chairman Lea averred that when railroad management 
computed costs of operation, it had to figure costs of labor, in- 
cluding those involved in the railroad employe retirement pro- 
gram, and had to figure how to meet those costs so that, when 
the costs were reflected in higher rates and charges, the bill 
ultimately went to the users of the transportation. He felt sure 
that Mr. Latimer could “go with” him on that, but Mr. Latimer 
disagreed. Mr. Lea said he saw no need for ‘‘argument about 
that,” but Mr. Latimer maintained that the bill would result 
in reduced cost of labor and that “unless there is a net increase 
over what the cost (of labor) would otherwise be, there’s noth- 
ing you can pass on to the public.” 


Comparison With “Old Line” Insurance 


Representative Halleck, of Indiana, asked Mr. Latimer to 
prepare comparative figures on the cost to individuals of speci- 
fied ages of the benefits provided in H. R. 1362 as against the 
cost of like benefits to those individuals, at the ages specified, 
under “standard” or “old line’ insurance company coverage. 
Mr. Latimer said that the retirement program called for the 
same amount of contribution by the participants, regardless of 
age, while similar insurance protection would involve differ- 
ences in cost to individuals, depending on their ages, so that 
a young man in the railroad retirement program would pay 
more, and a man between 50 and 60 much less, than would be 
required under an insurance company plan. 

Mr. Halleck said it seemed to him that the proposal before 
the committee was so to extend the coverage of the rail em- 
ploye benefit legislation as to bring about protection that was 
“almost the extreme of the protection the average employe 
thinks he ought to have,” and that it would relieve the employe 
of doing anything for his own security or that of his depend- 
ents. Earlier, Mr. Latimer had agreed substantially with an 
observation by Representative O’Hara, of Minnesota, that the 
bill was an adaptation of the Beveridge plan for government 
protection of workers “from the cradle to the grave.” Mr. 
Latimer told Mr. Halleck that the maximum amount of benefit 
aman could get under the railroad retirement act was $120 a 
month, and that he did not think that that was enough. He said 
the considered bill proposed nothing new except a level of 
benefits somewhat higher than that of the social security pro- 
gram by which over 60,000,000 employes were covered. 


Additional Employes Covered 


Mr. Lea said he understood that the bill as drawn would 
return to each railroad employe all the money paid in by him 
In the rail retirement program, and Mr. Latimer said that was 
true, except as to employes who had withdrawn from the indus- 
try before retirement age after having been in railroad service 
a relatively short time. He stated that, according to his best 
estimates, not more than 10,000 additional employes, including 
about 5,000 employes of freight forwarders, would be brought 
under the coverage of the rail retirement system by H. R. 1362. 
He said that the present system at the “peak of responsibility” 
would cost about 12 per cent of pay roll, and that H. R. 1362 
at the “peak of responsibility’ would cost about 16 per cent of 
payroll, based on the present pay roll level of “upward of $600,- 
000,000 a year.” 

It was brought out in the course of further questioning 
that the railroad employes were not required to pay federal 
income taxes on the amounts contributed by the railroads for 
their benefit.in the rail retirement system. Asked by Mr. Lea 
Whether he recognized that the payments made by the railroads 
In the retirement program were part of the cost of operating 
the railroads, Mr. Latimer declared that there were about 

000 employes who had adopted group insurance plans and 
that they had done so because they thought it good business. 
__In earlier testimony before the committee, Mr. Latimer 
said that there were “two substantive amendments” to the rail- 
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road unemployment compensation act in H. R. 1362, one being a 
provision increasing the number of benefit days in any benefit 
year from 100 to 130, the other providing for larger unemploy- 
ment benefits in some cases. He contended that there was a 
need for providing sick benefits after unemployment benefits 
to those who were unemployed and who became ill in their 
period of unemployment, when they needed help the most. He 
maintained that the attachment of the condition, in connection 
with payment of sick benefits, that to receive such benefits a 
person must present a certificate from “a practitioner of the 
healing art,” would reduce substantially the total volume of 
sickness, and that this was particularly true of the railroad 
industry. 

He stated that the balance in the railroad unemployment 
compensation fund as of June 30, 1944, was $572,000,000. In 
“a 1929 type of depression,” he said, the unemployment bene- 
fits would total about $61,000,000 in the second postwar year, 
$80,000,000 in the third postwar year, and $74,000,000 in the 
fourth postwar year. He estimated that the average annual 
earnings of railroad employes would be $2,328 in the first post- 
war year and $2,283 in the third postwar year in “a 1929 type 
of depresssion.” He said it was assumed that the total number 
of man-hours and wages would be such that the railroads 
would have a continuous decline in the cost of conducting trans- 
portation. If the war with Germany ended in 1945, he said, 
the unemployment compensation account would have in it at 
least $637,000,000, he said. 


Fort Assails “Conjectures” 


J. Carter Fort, vice president and general counsel of the 
Association of American Railroads, arose to assert that many 
of the studies to which Mr. Latimer had referred had never 
come to the attention of the A. A. R. He said that there had 
been presented to the committee “conjectures and speculations 
and predictions and prognostications of a character which, in 
large part, have never heretofore been undertaken by a respon- 
sible source, so far as I know.” 

“We have had presented in support of these predictions 
very elaborate statistical data which have been worked up 
over a long peroid of time,” he continued. “Lying behind that 
statistical data are studies . . . made by others than Mr. 
Latimer. . . . It is remarkable, but it is true, that although 
these studies have been under way for three years, as I under- 
stand it, and although they have been largely carried on by the 
Railroad Retirement Board, some two-thirds of the expense of 
which we bear... it’s an almost incredible fact ... that this 
is the first time that many of these studies have ever come to 
our attention. ...I am certain that the committee would not 
want this proceeding to take on the character of a surprise or 
rush proceeding. It is perfectly obvious that within . . . even 
several weeks, it would be perfectly hopeless to find out what 
significance, if any, all these figures have. .. . If you want to 
obtain any real understanding of the figures you must study 
all these various tables ... probably ...a great many times. 
I ask you to keep these things in mind when we set a time 
for the railroad hearing.” 

Mr. Latimer asserted that the studies of postwar employ- 
ment insurance had been supplied to the A. A. R. “more than 
six months ago,” but that the studies of sick benefits had not 
been transmitted to the A. A. R. 


Latimer on Railroad Taxes 


In testimony February 7, Mr. Latimer declared that the 
“extra taxes” paid by the railroad under the carriers taxing 
act had not been paid “completely” by the railroads, because 
they had offset excess profits taxes that the railroads otherwise 
would have had to pay. 

“The higher rate of taxes under the railroad retirement 
system,” he said, “has, to this time, not cost the railroads one 
single cent over what they would have had to pay if the rail- 
road retirement act had not been passed.” 

Mr. Latimer contended that, in fact, the rail retirement 
system had operated to financial advantage of the railroads. 


Separation of Bills 


Representative Wolverton, of New Jersey, recalled that the 
first rail employe benefit legislation that Congress passed had 
been declared unconstitutional; that the President subsequently 
had asked rail labor executives and railroad employers to meet 
to draw up legislation that would be satisfactory to both groups, 
and that the result was “the most unanimous” legislation 
passed by Congress in many years. It was pointed out at that 
time, said Mr. Wolverton, that it was necessary to have two 
bills, one covering the tax features, the other covering the 
benefits to be provided. The bill now before the committee, 
he observed, embodied tax features as well as benefit features. 
He wanted to know what had occurred since the enactment of 
the present rail retirement and carriers taxing acts that 
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changed the situation to the extent that it was recommended 
that the taxing and benefit features be put in the same Dill. 

Mr. Latimer said that that matter would be discussed by 
“Mr. Scoene, counsel for the railroad labor groups,” in testi- 
mony to be presented later to the committee. 

Mr. Wolverton said it was difficult for him to follow the 
estimates presented by Mr. Latimer as to the future, and won- 
dered how it was possible to establish, with any degree of 
accuracy, what the payroll would be, or what the number of 
railroad employes would be, five, ten or twenty years from 
the present time. Mr. Latimer said there was “nothing new” 
about estimating the future payroll. 

In the course of a discussion of what he regarded as the 
proper relationship between social insurance plans for a “spe- 
cial industry” and such plans for other industries of the coun- 
try, Mr. Latimer said he favored government contributions to 
all social insurance systems. He added that, if the government 
paid one-third of the cost of the social security program for 
employes generally, he did not think it should pay one-third 
of the cost of the railroad employe benefit system, but that the 
government should contribute an amount equal to the amount 
it would provide if railroad employes were covered in the gen- 
eral social security program. 


Cost Not Discussed With Railroads 


Representative Rabin, of New York, wondered if there was 
“any real controversy” as to the estimates of additional cost 
that Mr. Latimer had submitted. Mr. Latimer said he did not 
know whether anyone would engage in a controversy over that 
point. 

“Has that been discussed by you with the representatives 
— Pg railroads, and the labor organizations?” asked Mr. 

abin. 

“T have not discussed it at any time with the railroads,” 
said Mr. Latimer. “The labor organizations are familiar with 


it, but I have not really gone into the technique of cost calcu- 
lation with them.” 


Wheeler Names Subcommittee 


Chairman Wheeler, of the Senate interstate commerce 
committee, has referred S. 293, the companion bill to H. R. 
1362, to a subcommittee composed of Senator Johnson, of Col- 
orado, chairman, and Senaotrs Hoey, of North Carolina; Briggs, 
“ Missouri; Shipstead, of Minnesota; and Hawkes, of New 
ersey. 


MOTOR EMPLOYE REPORT FORMS 


Secretary Bartel, of the Commission, has issued a notice 
in Ex Parte MC-2, In the Matter of Maximum Hours of Service 
of Motor Carrier Employes, that the Bureau of the Budget has 
extended “approval expiration dates” of four forms used for 
reporting excess driving time and on-duty time of drivers until 
February 28, 1946. 

The secretary said that the forms prescribed and served on 
motor carriers bore the following Budget Bureau number and 
approval expiration dates: 


Approval 
Commission No. Budget Bureau No. Expiration Dates 
Form BMC-55 60-R062 May 15, 1945 
Form BMC-56 60-R061 May 15, 1945 
Form BMC-57 60-R217 Feb. 15, 1945 
Form BMC-58 60-R063 May 15, 1945 


Motor carriers were required to provide their own sup- 
plies of these forms, said the notice, adding that supplies of 
the forms carrying the aforementioned dates now on hand 
might be continued in use by carriers until exhausted. How- 
ever, it said, when carriers replenished their supplies, each 
form should show in the upper right-hand corner an expira- 
pore date of February 28, 1946, instead of the present expiration 

ates. 


SHORT LINE DIRECTORS MEET 


The board of directors of the American Short Line Rail- 
road Association held its quarterly meeting at the Morrison 
Hotel, Chicago, February 7. J. M. Hood, president, presided. 
The business transacted was largely of a routine nature, in- 
cluding approval of a budget and assessments to member roads 
for 1945. 

C. A. Miller, vice-president and general counsel, reported 
on legislative matters. He said he was planning to appear be- 
fore the House committee next week in opposition to the Cros- 
ser bill, H. R. 1362, to increase railroad employe pensions and 
unemployment benefits. The association was already on record 
in opposition to such legislation, he said. 

The board voted to establish a representative in Chicago, 
to act for the association in matters coming before the Western 
Trunk Line and other rate associations and as a liaison man 
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between the association and the Western Association of Rajj. 
way Executives. Mr. Hood said no one had as yet been selectej 
for the position. 

The association will again forego its annual meeting ip 
1945, as it has in the two previous years. 


Postwar Rail Rates and Wages 


Declining levels of railroad freight volume after the war 
will necessitate an increase in freight rates, according to Bruce 
E. Dwinnell, general attorney, Chicago, Rock Island and Pacific 
Railway, in an address on “Some Aspects of the Railway Labor 
Problem” at a meeting of the Chicago regional chapter of the 
Association of Interstate Commerce Practitioners at the Palmer 
House, Chicago, February 2. He said that, because there seemed 
little prospect of reducing either wages paid to rail workers, or 
prices paid for railroad supplies and materials, it would be nee. 
essary to raise the rate levels to keep the railroads operating 
efficiently when their gross income receded. On the basis of 
present wage levels and supply costs, he said, the $500,000,0% 
estimated total annual gross revenues of the railroads after the 
war would result in an annual deficit of $196,000,000. The gross 
revenue cited, he said, was from estimates made by the Com. 
mission and others who said the post-war gross revenue would 
be at about the 1941 level. 

Wage levels were much more important for the railroads 
than for other industry and the same was true, in a lesser de. 
gree, of other types of transportation, he said. As of 1940, he 
said, the railroads paid out 46 cents of eoch gross revenue 
dollar for wages; the water lines, 37 cents; the truck lines, 36 
cents; while other industry paid out only 20 cents of each 
dollar of gross revenue for labor costs. The relationship of 
invested capital to gross earnings also showed a great difference 
between the railroads and other industry from an economic 
viewpoint, he said. In 1939, the railroad investment for each 
dollar of gross revenue was $6 he said; that of the water lines, 
$1.66; of the truck lines, $1 for each $3 of revenue, and of in- 
dustry generally 66 cents for each $1 of gross revenue. Con- 
tinuing, he said: 

In order for the roads to earn any return on their investment they 
had to take more out of each dollar of gross revenue than the outside 
industries or their competitors; they had to take more for ad valorem 
taxes. By the time this has been taken out, less remains for payment 


of wages, and at the same time the percentage required for wages |s 
higher. 

The three types of carriers have some common problems. They 
are public utilities with rates regulated by law. Except for this par- 
ticular period when we have O. P. A. regulations, any company can 
raise its prices within competitive limits to absorb wage increases or 
to accommodate finances. The common carrier, however, is unable to 
increase rates to take care of the wage problem. 


KENTUCKY & INDIANA LABOR DISPUTE 

Notified that the employes involved had set 12:01 a. m, 
February 8, as a strike date, President Roosevelt created an 
emergency board to investigate and report on a dispute between 
members of the Brotherhood of Railroad Trainmen and the Ken- 
tucky & Indiana Terminal Railroad, according to a White House 
announcement February 7. Thé dispute involves matters sub- 
ect to the jurisdiction of the National Railroad Adjustment 
Board. Members of the emergency board are Judge Ernest M. 
Tipton, of the Supreme Court of Missouri; Brig. Gen. H. S. 
Hawkins, retired, and Arthur E. Whittemore, Boston attorney. 
Under the railway labor act appointment of such a board by the 
President requires maintenance of the status quo without 4 
strike until the board reports within 30 days of appointment 
and for 30 days thereafter. 


MEDIATION BOARD VACANCY 


The term of George A. Cook as a member of the National 
Mediation Board expired January 31. Under the railway labor 
act a member of the board whose term has expired does not 
“hold over” as a member. 


MONEY FOR RETIREMENT BOARD 


President Roosevelt has transmitted to Congress a request 
for an appropriation of $37,250 for the Railroad Retirement 
Board to cover penalty mail costs of the board for the fiscal 
year ending June 30, 1945. The appropriation will be in addi- 
tion to $27,750 appropriated for the board for that purpose. 


W. S. A. AND TAX ON SEAMEN’S WAGES 
The House has passed and sent to the Senate H. R. 1429, 
eliminating from existing law a provision requiring that the 
War Shipping Administration, in payment by it of the em 
ployers’ tax of 1 per cent on the payroll of seamen in its 
employ, for old-age benefits under the social security act, pay 
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such tax only on the first $3,000 of wages paid to a seaman 
in a year. 

. Representative Reed, of New York, in an explanation of 
the provisions o fthe bill in the House, said the bill was 
designed to overcome an administrative difficulty, as the 
w. S. A. had no means of determining when a seaman in its 
employ had reached the $3,000 limit with respect to em- 
ployment in a particular calendar year. He said men hired 
by general agents for the W. S. A. to man merchant ships 
were employes of the W. S. A., and added: 


This bill . . . may lead to overpayment of taxes by the W. S. A., 
put will in no way adversely affect the benefits of the employes. To 
operate a central wage record unit to enforce the $3,000 wage limitation 
would cost $150,000 to $200,000. The estimated additional taxes which, 
under the bill, the War Shipping Administration might have to pay on 
wages . excess of $3,000 would probably not exceed $100,000—a saving 
of $50,000. 


LUHRSEN FOR RETIREMENT BOARD 

Representatives of the organized railroad employes have 
recommended to the President, it is understood, that J. G. Luhr- 
sen, executive secretary of the Railway Labor Executives Asso- 
ciation, be nominated as a member of the Railroad Retirement 
Board. There is a vacancy on the board as the result of expira- 
tion Na = term of Lee M. Eddy who had represented labor on 
the board. 


MOTOR MANPOWER PROBLEMS 


Information on manpower problems relating to personnel 
employed or needed by commercial motor vehicle operators is 
available through district and field offices of the Office of 
Defense Transportation, the O. D. T. has reminded truck, bus, 
local transit, taxicab and vehicle maintenance establishments. 

Pointing out that manpower shortages were seriously af- 
fecting highway transportation, the O. D. T. said that digests 
of recent regulations issued by Selective Service and the War 
Manpower Commission were being made available to O. D. T. 
regional, district and field offices for the assistance of various 
motor transport operators. 

The digests include the most recent information on the 
classification of highway transport industries and activities con- 
sidered critical, essential, locally needed or less essential and 
explain the effect of these classifications on occupational de- 
ferments and personnel recruitment. 


Reason for Servility 


Editor the Traffic World: 

Your editorial of February 3, “Roosevelt Antics,” dealing 
with the holding of a Chicago train for Colonel Roosevelt was 
splendid as far as it went. But, when condemning railroad 
people for kow-towing in presidential servitude, you appar- 
ently forgot once again that railroad men owe their present 
wage rates to the President who gave it to them after the 
other labor agencies of government turned thumbs down on 
the agreement negotiated between railroad management and 
labor under the collective bargaining law of the land. No, 
they may ask for another increase later and who can blame 
them for their servility to the only one who can give it to 
them in this advanced day and age of American democracy 
and labor gains? . 

E. B. Andrews, 
B. & O. R. R. Co. 

Baltimore, Md., Feby. 7, 1945. 


oO. D. T. APPOINTMENTS 


Appointments of Victor I. Gruber as assistant division di-. 


rector and of Charles D. Turner, as assistant to the division 
director, have been announced today by G. Lloyd Wilson, di- 
tector of the division of rates, Office of Defense Transportation. 

Mr. Gruber joined the division of rates in November, 1942, 
a senior rate analyst and was promoted to the position of 
assistant to the director in March, 1944. Prior to his associa- 
tion with the O. D. T., Mr. Gruber was chief of the tariff 
bureau of the Reading Company, and is on leave of absence 
‘tom that company. For some time he has been an instructor 
in freight rates at the graduate school of the Department of 
Agriculture. .. 

Mr. Turner joined the O. D. T. in April, 1943, as rate 
analyst and later was promoted to senior rate analyst. He 
ormerly was assistant to the freight traffic manager of the 

thern Steamship Company, Philadelphia. 

_,Arthur R. Mahaney, formerly assistant director of the 
division of traffic movement of the Office of Defense Transpor- 
tation, had agreed on request of O. D. T. to return temporarily 
to assist in activities necessitated by the existing emergency in 

transportation, the O. D. T. announced. He will be assis- 
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tant director of the railway transport department. Mr. Ma- 
haney was with the O. D. T. for two and a half years, leaving 
last July to resume his former connection with the Pennsyl- 
vania Railroad. Since leaving the Pennsylvania on November 


15, he has been engaged in private business in Kenbridge, Va., 
where he resides. 


FREIGHT EMBARGO TO EAST 


A spokesman for the Office of Defense Transportation said, 
February 8, that the movement of freight in the nine-state 
area that was placed under two embargoes, the later one expir- 
ing 12:01 a. m., February 7, had improved to a “fair degree,” 
and that although it was snowing in the area, there was noth- 
ing approaching a blizzard. He said that the O. D. T. was 
watching the situation closely and was hopeful that it would 
not be necessary again to embargo any part of the area. At 
any rate, he said, there would be no embargo over the week- 
end of February 10-11. 


PUERTO RICAN MOTOR ORDER 


By general order O. D. T. 49, effective March 1, the Office 
of Defense Transportation has prohibited any person in Puerto 
Rico from converting a motor truck to any other type of con- 
veyance, or otherwise alter the character of a motor truck so 
as to make it unavailable or inadequate for use in the trans- 
portation of property, without a permit issued by the O. D. T. 
Applications for such permits are to be filed with the O. D. T. 
regional director for Puerto Rico. The order does not apply to 
military trucks operated by the military or naval forces of the 
United States. 


Oo. D. T. CONSERVATION ORDERS 


Additional supplementary O. D. T. 3 “coordinated opera- 
tion” orders have been issued by the Office of Defense Trans- 
portation under the following headings: Rev. 155 (amend- 
ment 1) between Kansas City, Mo., and Salina, Kan.; Rev. 
511, between Nashville, Tenn., and Indianapolis, Ind.; Rev. 
513, between Fort Smith, Dardanella and Russellville, Ark.; 
Rev. 516, in Tennessee; Rev. 517, between Mobile and Brewton, 
Ala.; Rev. 518, between Sioux City, Ia., and Pipestone, Minn.; 
Rev. 512, between La Crosse and Prairie Du Chien, Wis.; Rev. 
519, in North Carolina; Rev. 520, between Hastings and May- 
wood, Neb.; Rev. 521, in Mississippi; Rev. 522, in Tennessee; 
Rev. 523, between. Newton and points in North Carolina; Rev. 
524, between Roanoke Rapids and points in North Carolina; 
Rev. 525, in Alabama; Rev. 526, in Georgia; Rev. 528, between 
Charlotte, N. C., and Hartsville, S. C.; Rev. 529, in Alabama; 
Rev. 530, between Roanoke, Va., and Bristol, Va.-Tenn.; Rev. 
533, in Alabama; Rev. 537, between Valdosta and points in 
Georgia; and Rev. 361 (amendment 1) between Tulsa and 
Okmulgee, Okla. 


TRAVEL CURTAILMENT 


In advising officers and personnel of the postal service of 
the request of the Director of the Office of War Mobilization 
and Reconversion for curtailment of travel, Postmaster Gen- 
eral Walker said he wished to suggest that “postal personnel 
refrain from holding meetings or conventions of any kind that 
are not absolutely necessary for the conduct of their organiza- 
tions.” He said he had assured War Mobilization and Recon- 
version Director Byrnes that “there is not now and will not 
be any unnecessary travel in the postal service and that he 
will have the earnest and wholehearted personal and official 
cooperation of the department and its personnel in his efforts 
to curtail such travel.” 

F. A. Doebber, president, Associated Traffic Clubs of 
America, in a letter to presidents and secretaries of member 
clubs and to editors of traffic club publications, says that the 
association has “postponed its annual meeting for an indefinite 
period” because of the “ban on conventions and meetings.” 
The association’s annual meeting was to have been held last 
fall. It was called to order, without a quorum present, in the 
office of the president in Indianapolis November 4, and ad- 
journed to a date to be fixed by the executive committee. At 
that time it was understood that the adjourned meeting would 
be held in January or February, 1945. In his letter, President 
Doebber says that “the situation may ease after the European 
phase of the war is ended,” and that “later announcements will 
follow on the subject.” 


ASPHALT TRANSPORTATION 
Appointment of a temporary special asphalt transportation 
committee, composed of the representatives of various govern- 
ment agencies, to consider the 1945 movement of asphalt and 
road tar, was announced February 8 by the Office of Defense 
Transportation. 
The agencies represented on the committee, besides O. D. 
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T., are the Petroleum Administration for War, War Produc- 
tion Board, Public Roads Administration, U. S. Army Engineers 
and Civil Aeronautics Administration. P. A. W. will be re- 
quested to make a survey of refineries, to find out the minimum 
amounts of asphalt which will have to be made in refining 
operations. W. P. B. will be asked to determine to what extent 
the use of industrial asphalt can be reasonably curtailed, and 
also to check up on tar manufacturing in order to bring it in 
line with available transportation facilities. 

The Public Roads Administration is to contact the various 
state highway departments for estimates on the several states’ 
requirements for 1945, in order that these requirements may 
be kept at the absolute minimum. The army engineers are being 
asked to estimate the tar and asphalt requirements for army 
installations during 1945. C. A. A. will estimate the needs for 
airport construction and repairs. 

Director Johnson, of the O. D. T., explained that after this 
information had been compiled by the various agencies, the 
committee would act in an advisory capacity to O. D. T. in re- 
ducing the movement of asphalt as much as possible and elimi- 
nating long hauls and cross hauls. He emphasized that, should 
a restrictive order be found necessary, it would not be issued 
until after a conference of the committee had been held with 
representatives of the tar and asphalt industries. 

The action was being taken, it was explained, to avoid diffi- 
culties such as those which arose in transporting asphalt in 
1944. Many companies last year contracted for the sale of 
asphalt and tar, and when it was time to make deliveries, there 
were not sufficient tank cars available due to the increased 


volume of more essential commodities which had to be moved, 
it was stated. 


LOCAL TRANSPORTATION CRISIS 


Director Johnson, of the Office of Defense Transportation, 
said that a serious breakdown in local transit services was 
threatened in many cities unless the public cooperated more 
fully with government conservation efforts. He announced a 
seven-point wartime transit riders’ “creed,” asking local riders 
not to ride in rush hours except to and from the job; to have 
the exact fare ready; to move back before the driver asks; 
to ride rail cars instead of busses when possible; to request 
staggering of working hours; to walk, if possible; to keep pri- 
vate autos working. 


NO RAIL PASSENGER EMBARGO 


A spokesman for the Office of Defense Transportation said, 
February 5, that the O. D. T. had no plans for the placing of 
an embargo on railroad passenger traffic in storm-ridden areas 
of the country and that, if the railroads found it necessary to 
reduce or eliminate passenger service in order to move war 
freight in such areas, they could cancel passenger schedules of 
their own volition. 


RAIL FOR MOTOR SERVICE 


By O. D. T. certificate No. S-7, as amended, Director John- 
son, of the Office of Defense Transportation, has certified that 
the substitution of rail transportation for that of motor common 





Revenue Freight Loading 


Revenue freight loading the week ended February 3 to- 
taled 738,680 cars, according to the Association of American 
Railroads. This was 20,190 cars or 2.7 per cent below the pre- 
ceding week, 67,034 cars or 8.3 per cent below the corresponding 
week of 1944, and 16,834 cars or 2.2 per cent below the corre- 
sponding week of 1943. 
carrier between Chicago, Ill., and Los Angeles, Calif., between 
St. Louis, Mo., and Los Angeles, Calif., from Chicago, IIl., to 
Denver, Colo., and from St. Louis, Mo., to Denver, by Denver 
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Chicago Trucking Co., will not adversely affect the trans. 
portation of freight by railroad and will aid in conservin 
motor carrier transportation facilities. The order is dated Fep. 
ruary 10. 





RAILROAD TICKET “BLACK MARKET” 


Attorney General Francis Biddle, in a statement com. 
menting on the sentencing of four persons in Miami, Fla, 
after conviction of black market operations in the sale of 
railway tickets, said that this was the beginning of a drive 
by the Department of Justice to eradicate these and similar 
illegal practices throughout the country. 

“The four were assessed fines and given prison sentences 
by Federal Judge John W. Holland, of the southern district of 
Florida, February 3,” he said. ‘The convictions were the first 
involving railway ticket sellers. Five indictments have already 
been returned in St. Louis, however, and a number of investi. 
gations are in progress in other parts of the United States, 

“Black market operations in transportation are a very 
real interference with prosecution of the war, as they hamper 
facilities which already are loaded beyond capacity. The Miamj 
case is just the beginning. The Criminal Division will con. 
tinue to stress prosecution of this type of case. 

“We are now drafting legislation to be submitted to 
Congress which, if adopted, will tighten controls over such law 
violations, including those in air travel.” 

The four sentenced in Miami, February 3, according to the 
Justice Department, were Stanley Howitt, Flora Post Lee, 
James Dewhurst and Terrence Patrick O’Rourke, all railway 
ticket office employes. It said that Howitt, Miss Lee and Devw- 
hurst were each sentenced to a year-and-a day and were fined 
$1,000, and that O’Rourke was sentenced to 18 months and 
fined $1,000. 

Commenting on charges made in the Illinois state senate, 
which resulted in the appointment of a committee to investi- 
gate alleged black market operations in pullman reservations 
in the state, H. W. Siddall, chairman, Trans-Continental Pas- 
senger Association, February 7, issued a statement in which 
he said that the railroad would “be glad to get any help they 
can from the Illinois senate committee in stamping out any 
black market in railroad reservations that may exist.” 

He said the railroads were already doing all they could 
to prevent black-market operations and that they had enm.- 
ployed two detective agencies to assist them. 

“They have also had the assistance of the F. B. L.,” said 
he. “These investigations failed to turn up any black market 
here. But, of course, it is like everything else. When the 
demand exceeds the supply, it is impossible to eliminate irregu- 
larities entirely. One difficulty is that a ticket agent has no 
means of ascertaining whether every sale and reservation is 
bonafide.” 





REFRIGERATOR SHIPMENT RESTRICTIONS 


C. W. Taylor, manager of the refrigerator car section, As- 
sociation of American Railroads, as agent for the Commission, 
has issued order No. 340, reinstituting for the period from Feb- 
ruary 5 to February 19 the prohibitions on the use of refrig- 
erator cars for transporting canned goods, bottled beer and 
other bottled malt liquors and bottled wine, as contained in 
amended order No. 326, in effect from January 20 to 30 (see 
Traffic World, January 27, p. 228). Exceptions noted in the 
earlier order apply to the new restriction, except that states to 
which westbound shipments of the named commodities in re- 
frigerators cars will be permitted has been increased to in- 
clude Arizona, California, New Mexico, Idaho, Utah, Texas, 
Oregon, Washington and Montana, and that shipments may be 
transported to ports for export on Office of Defense Transpor- 
tation unit permits. 

Amendment No. 1 to the order, issued February 8, ex- 
cluded frozen fruits and vegetables from its provisions. 





Revenue Freight Car Loading—Week Ended Saturday, Feb. 3 


Grain and Live 
grain-prod. stock Coal 
{ 1945 41,732 14,031 157,564 
FO OE 5 o oisxk 0 be 05a ee { 1944 55,270 15,336 182,783 
1943 52,018 12,692 174,154 
Preceding week January 27....... 1945 43,756 14,602 165,221 
Per cent increase over............ 1944 
Per cent decrease under.......... 1944 24.5 8.5 13.8 
Per cent increase over............ 1943 10.5 
Per cent decrease under.......... 1943 19.8 9.5 
{ 1945 217,755 77,308 818,430 
Cumulative 5 weeks to Feb. 3...41944 282,114 81,068 910,988 
(1943 248,924 67,567 830,984 
Per cent increase over............ 1944 
Per cent decrease under.......... 1944 22.8 4.6 10.2 
Per cent increase over............ 1943 14.4 
Per cent decrease under.......... 1943 12.5 1.5 


Forest Mdse. 
Coke Products Ore L. C. L. Miscellaneous Total 
14,255 43,449 10,215 93,736 363,698 738,680 
15,082 46,208 14,871 102,475 373,689 805,714 
14,869 37,260 15,328 91,498 357,695 755,514 
14,392 40,772 11,628 96,281 372,218 758,810 
5.5 6.0 31:3 8.5 2:7 8.3 
16.6 2.4 5 
4,1 33.4 2.2 
70,523 193,428 54,798 477,090 1,830,892 3,740,224 
76,817 209,470 72,245 505,060 1,826,652 3,964,414 
75,876 183,089 72,517 436,842 1,750,353 3,666,152 
2 
8.2 7.7 24.1 5.5 5.7 
5.6 9.2 4.6 2.0 


42 24.4 


Februa 


Sho 


Re 
in the 
from 
cultural 
tremel 
and ad 

ge Ki 
cars ca 
of grai 
hazards 
mentio} 
prevail 
prompt 
lost or 

ag | 
for the 
which 
to the 
has re 
easterr 

In 


We 
milo th: 
additior 
require 
shippin: 
move t 
cars as 

In | 
bushels 
to ship 

To 
better 
4 mont 
per mc 

We 
going 1 
and Gi 
have tl 







es 
Iris 

B 
9 to l 
mits ] 
divisic 
mits | 
descri 
are ai 


Se 
state ¢ 
in the 

Se 
the st 
of Cal 





RLD 


rans. 
‘Ving 
Feb- 


com- 
Fla, 
e of 
drive 
milar 


ences 
ct of 
first 
eady 
vesti- 
Les, 
very 
mper 
fiami 
con- 


d to 
h law 


0 the 
Lee, 
ilway 
Dew- 
fined 
$ and 


enate, 
\vesti- 
ations 
| Pas- 
which 
) they 
t any 


could 
1 em- 
” said 
narket 
n the 
rregu- 
as no 
‘ion is 


n, As- 
‘ission, 
n Feb- 
refrig- 
yr and 
ned in 
0 (see 
in the 
ates to 
in re- 
to in- 
Texas, 
nay be 
inspor- 


8, ex- 


_———_—_— 


Total 
738,680 
805,714 
755,514 
758,810 


8.3 


2.2 
740,224 
964,414 
,666, 152 




















February 10, 1945 


Shortage of Cars for Grain 


Representative Hope, of Kansas, in extension of remarks 
in the Congressional Record of February 6, submitted a letter 
from E. A. Kepley, chairman of the Grant county (Kan.) agri- 
cultural adjustment agency committee, pointing out “the ex- 
tremely serious car shortage now prevailing in western Kansas 
and adjacent areas,” 

“Tt is indicated,” said Representative Hope, “that unless 
cars can be furnished immediately there will be serious losses 
of grain which is now piled on the ground subject to all the 
hazards of snow and winter weather. I think the conditions 
mentioned in this letter are largely representative of those 
prevailing in the entire area and unless something can be done 
promptly, valuable and much needed live stock feed will be 
lost or seriously damaged. 

“I want to commend the Office of Defense Transportation 
for the efforts which it is making to meet this situation, efforts 
which have not as yet, however, resulted in much success due 
to the unprecedented weather situation in the northeast which 
has resulted in immobilizing so many freight cars in north- 
eastern yards.” 

In his letter, Mr. Kepley, in part, said: 


We find that it will take 153 cars to move the 305,000 bushels of 
milo that is still on the ground and exposed to snow and weather. In 
addition to the elevators and farm bins have 2,010,000 bushels and will 
require 1,286 cars to move this. During the past 4 months the four 
shipping points in Grant county received only 434 cars; in order to 
move the milo the next 4 months we will need three times as many 
cars as we got the past 4 months. 

In addition we find that the elevators and the C. C. C. has 238,000 
bushels of wheat and various farmers have 101,000 bushels of wheat 
to ship. This will require 188 grain cars. 

To get the milo and wheat cleaned up for what promises to be a 
better than average wheat crop we will need 1,474 grain cars the next * 
4 months, this is 368 per month or an average of 41 cars per elevator 
per month. 

We understand that a larger than usual percent of grain cars are 
going to the stations along the main line and the stations in Stanton 
and Grant county are being neglected and that these two counties 
have the largest grain sorghum crop ever produced in the county. 





Irish Potato Shipments 


By third revised service order No. 259, effective February 
9 to May 1, vacating second revised service order No. 259, Per- 
mits Required for Shipment of Irish Potatoes, the Commission, 
division 3, has enlarged the number of sections from which per- 
mits for the shipment of Irish potatoes will be required. As 


described in an appendix to the third revised order, the sections 
are as follows: 


Section No. 1: The county Malheur in the state of Oregon and the 


state of Idaho except the county of Idaho and all counties north thereof 
in the state of Idaho. 


Section No. 2: The counties of Crook, Deschutes, and Klamath in 


the state of Oregon and the counties of Modoc and Siskiyou in the state 
of California. 
Section No. 3: The county of Aroostook in the state of Maine. 
Section No. 4: The entire state of Colorado. 
Section No. 5: The counties of Becker, Clay, Kittson, Mahnomen, 
Marshall, Norman, Ottertail, Pennington, Polk, Red Lake and Wilkin in 
the state of Minnesota. 


Section No. 6: The counties of Cass, Cavalier, Grand Forks, Nel- 


son, Pembina, Ramsey, Richland, Steele, Traill, and Walsh in the state 
of North Dakota. 


The original service order (see Traffic World, Dec. 16, 1944, 
p. 1584) was issued when the War Food Administrator advised 
the Director of the Office of Defense Transportation in Decem- 
ber that about 5,000 carloads of potatoes would be shipped to 
western dehydration plants and to ports for shipment overseas, 
resulting in a “tremendous saving in car-miles and car-days” 
because of the diversion of shipments from commercial desti- 
nations east of the Mississippi river to such western destinations 
over shorter routes. 

The third revised order says that the W. F. A. wrote the 
0. D. T. director January 24, and February 8, advising that the 
extension of the order to cover Aroostook county, Me., and 
various counties in Colorado, Minnesota, and North Dakota, 
would conserve car-miles and car-days. It said that the O. D. T. 
ctor had requested the Commission to take appropriate 
action. 


The pertinent portions of the order follow: 


It is ordered, that: 

(a) Definition. As used in this order the term ‘‘Irish potatoes’’ 
Means any and all varieties of the edible tuber of the species solanum 
tuberosum. 

(b) Permit required for transportation by common carrier by rail- 
toad of Irish potatoes. No common carrier by railroad subject to the 
interstate commerce act shall transport or move a railroad freight car 
% cars loaded with Irish potatoes, from any section described in Appen- 





349 


dix A hereof, unless or until such carrier has knowledge prior to the 
transportation or movement of such car or cars that a permit author- 
izing the shipment of such Irish potatoes has been issued by the War 
Food Administrator pursuant to the provisions of War Food Order No. 
120 or supplements thereto or successive issues thereof, 

(c) Exemptions. The requirements of paragraph (b) of this order 
shall not apply to any transportation or movement of Irish potatoes for 
the shipment of which no permit is required by the provisions of War 
Food Order No. 120, supplements thereto or successive issues thereof, 
or by reason of any exemption made or relief granted under that order. 

(d) Application. (1) The provisions of this order shall apply to 
intrastate as well as interstate commerce. 

(2) The provisions of this order shall apply only to cars loaded 
with Irish potatoes shipped on or after the effective date hereof. 


FREIGHT CAR REPORT 


An average daily surplus. of 12,328 freight cars and an 
average daily shortage of 12,818 freight cars were reported 
by U. S. railroads for the week ended January 27, according 
to the car service division of the Association of American Rail- 
roads. 

Constituting the daily average surplus figure were the fol- 
lowing: Plain box, 1,952; auto box, 22; flat, 280; gondola, 1,545; 
hopper, 821, and miscellaneous, 7,708. The daily average short- 
age consisted of the following: Plain box, 10,575; auto box, 377; 
flat, 640; gondola, 372; hopper, 754, and miscellaneous, 100. 


Freight Car Unloading Plea 


C. J. Goodyear, of Philadelphia, president of the National 
Association of Shippers Advisory Boards, has appealed to the 
country’s shippers of freight to load and unload cars as quickly 
as possible to relieve the acute transportation situation result- 
ing from continued heavy snow. 

The appeal was made in a letter to the general chairmen 
of the 13 regional boards that make up the national organiza- 
tion. Mr. Goodyear described the situation as being “so grave 
as to be almost impossible of exaggeration.” He added that 
severe weather conditions in the northeastern states had so 
affected train and yard operations that thousands of cars 
were unable to move into or out of that area. 

The effect of this, Mr. Goodyear said, had been to back 
up loaded and empty cars in the whole territory east of Chicago 
and north of the Ohio and Potomac rivers, and so far it had 
been necessary twice to embargo practically all freight moving 
to, from or through the most important industrial area in 
this country. 

Pointing out that the holding of so many cars in the 
weather-bound zone had reduced the supply of empty cars for 
shipments from every part of the nation, Mr. Goodyear con- 
tinued: 


The need for the most expeditious use of the cars which are avail- 
able is greater than ever before. If we are to come through this crisis, 
and keep moving the supply of necessary materials, the task calls for 
the exercise of every ounce of energy that can be devoted to it by 
both the railroad personnel and the shippers. 





CAR SERVICE ORDER 


The Commission, division 3, has issued service order No. 
279, directing the Santa Fe to unload car OSL 137139 that it 
said had been on hand for an unreasonable length of time at 
Los Angeles, Calif. The order, it said, was effective imme- 
diately and would expire on receipt of notice that the car had 
been completely unloaded. 


Embargoes and Loading of Cars 


W. C. Kendall, chairman of the car service division of the 
Association of American Railroads, has informed railroad trans- 
portation officers that railroads ought not to continue to load 
cars after notice of an embargo has been received. Said he: 


Because of the generally existing impression that embargoes do not 
become effective until 48 hours after 11:59 p. m. of the date of issuance, 
it appears advisable to call the attention of all concerned to amended 
paragraph (7) of the embargo regulations, as covered by the attached 
Supplement No. 3 to Circular CSD No. 87 dated July 20, 1943. 

It will be noted that for the purpose of per diem settlement per 
diem rule 16 provides that a road laying an embargo must accept or 
be responsible for per diem on cars loaded within 48 hours after the 
embargo is placed, and that cars must not be loaded after 11:59 p. m., 
of the second day after the placement. 

It is pointed out that there is nothing in the rules which authorizes 
railroads to continue to load cars after notice of an embargo is received. 
Manifestly when a railroad disability exists, the loading of additional 
cars will only create congestion and defeat the purpose of the embargo, 


Supplement No. 3 to Circular CSD-87, third revision, 
follows: 


Paragraph (7) of Circular CSD-87 is changed to read as follows: 
7. Per diem rule 16 provides in paragraph (a) that a road must 
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accept cars already loaded and cars loaded within 48 hours after the 
laying of an embargo and in paragraph (a) that 48 hours after 11:59 
p. m. of the date of the embargo, a road must not load or permit to be 
loaded cars in such traffic nor accept orders to divert or reconsign cars 
already loaded. 

The purpose of these provisions of per diem rule 16 is to provide 
a basis for the settlement of car hire as to cars already loaded or which 
are in the process of loading at the time an embargo is received. It 
gives no permission to place cars for loading to an embargoed point or 
consignee after the receipt of the embargo notice. In fact, every effort 
should be made to prevent the loading of cars to an embargoed point 
or to an embargoed consignee after the receipt of the embargo notice. 


Reconsignment Service Order 


In issuing service order No. 280, Reconsignment of Fresh 
Fruits and Vegetables Prohibited, by which railroads were 
ordered not to accept diversion or reconsignment orders on 
refrigerator cars loaded with fresh fruits or vegetables (not 
cold-packed) to or within nine weather-bound states (see Traffic 
World, February 3), the Commission, division 3, referred to 
the Association of American Railroads C. S. D. embargo No. 47 
covering those same states. 

Due to that embargo, the Commission said, the loading 
and transportation of refrigerator cars loaded with fresh fruits 
or vegetables to terminals west or south of the embargoed ter- 
ritory for subsequent reconsignment into or through the em- 
bargoed territory would result in congestion at such terminals. 
The order required suspension of all tariff rules and regulations 
in conflict with its terms, and publication of suspension of such 
rules and regulations. 

The order was made effective February 3, to expire Febru- 
ary 27, and was to apply on cars shipped from the original 
point of origin between 12:01 a. m., February 3, and 12:01 a. m., 
February 7. The pertinent portion of the order follows: 


(a) Reconsignment Prohibited. No common carrier by railroad 
subject to the interstate commerce act shall accept any diversion or 
reconsignment order from any consignor or consignee or agent thereof, 
or shall divert or reconsign pursuant to any such order any refrigerator 
car or cars loaded with fresh fruits or vegetables, (not cold-packed) as 
described in Items 19235 to 19440, inclusive, in Consolidated Freight 
Classification No. 16, supplements thereto or successive issues thereof, 
to or through the states of Ohio, (not including lines of the Wabash 
Railroad or the territory included within the switching limits of Cin- 
cinnati), Pennsylvania, New York, New Jersey, Maryland, Delaware, 
District of Columbia and that portion of West Virginia and Virginia 
north of the line of the Chesapeake and Ohio Railroad extending from 
Huntington, W. Va., to Potomac Yard; which refrigerator car or cars 
are shipped from the original point of origin between 12:01 a. m., 
February 3, 1945, and 12:01 a. m., February 7, 1945. 


CAR UNLOADING ORDER 


By service order No. 281, the Commission, division 3, has 
ordered the Pennsylvania Railroad to unload 17 cars containing 
syrup or tobacco on hand at South Philadelphia, Pa. The rail- 
road is required by the order to notify the director of the 
Commission’s Bureau of Service on completion of the unloading, 
at which time the service order will expire. 


NON-TRANSIT GRAIN ORDER 


By amendment No. 2 to service order No. 222-Sup. 5, ef- 
fective February 15, the Commission, division 3, has made cer- 
tain changes in the prohibited routing of non-transit grain, 
grain products, and related articles, also seeds, in carloads. 
The original service order No. 222 closed one hundred routes 
to carload shipments of those products (see Traffic World, 
Aug. 5, 1944, p. 319), and successive supplements have added 
or changed the routes originally listed. 

The instant amendment makes changes in the listed routes 
to Cincinnati, O., from Kansas City, Mo.-Kan., and adds new 
routes to Cincinnati from Kansas City, Atchison, Leavenworth, 
Kan., and St. Joseph, Mo., and from Omaha, South Omaha, 
Neb., and Council Bluffs, Ia. 


EAST CANADIAN PORTS EMBARGO 

The car service division of the Association of American 
Railroads on February 5 issued an embargo (CSD No. 51) on 
all carload freight, except freight moving under special per- 
mits, from stations in the United States consigned or recon- 
signed to three eastern Canadian ports—Halifax, Nova Scotia; 
St. John, New Brunswick, and West St. John, New Brunswick 
—when billed or intended for export from, or for storage 
within, those port areas. 

It was stated at the car service division that U. S. railroad- 
owned cars had been delayed too long at those ports and that 
the embargo had been requested by Transport Controller T. C. 
Lockwood, of Canada. Excepted from the embargo are ship- 
ments of government freight covered by permits issued by the 
Traffic Control Division, Transportation Corps, Army Service 
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Forces, in the War Department’s Pentagon Building, Washing. 
ton, and commercial shipments covered by numbered permits 
with prefix “CAN” issued by G. C. Randall, A. A. R. manager 
of port traffic, 30 Vesey Street, New York City. 


Coal Transportation 


Ice conditions on the Monongahela River and its tributaries 
near Pittsburgh, Pa., necessitated postponing coal mining oper. 
ations scheduled for Sunday, February 11, at 21 mines that 
move their output by river barge, Deputy Solid Fuels Admin. 
istrator C. J. Potter announced February 8. 

He informed steel companies in the Pittsburgh-Youngstowp. 
Wheeling area whose captive mines were to have been operated 
that the extra operation was impossible because of the uncer. 
tain supply of barges. 

Free ice on the rivers near Pittsburgh, he said, already 
was forcing curtailment of water movement of coal and had 
caused closing of some mines. Full “tow” cannot be hauled 
and coal barges are seriously delayed in making round trips, 
Ice in several pools is too thick to permit navigation. 

The Solid Fuels Administration served notice that it would 
limit the tonnage of eastern-mined bituminous coals to be 
moved by Great Lakes vessels in the 1945 navigation season for 
industrial use by: 


1. Prohibiting movement by lake of those coals for use as railroad 
locomotive fuel. 

2. Taking steps to determine which industrial consumers supplied 
by lake can convert to the use of midwestern-line coals. 


Announcement of this new policy, to be incorporated in 
the 1945-46 “fuel year” distribution program, and which will 
go into effect April 1, was made in a statement by Deputy 
Administrator Potter, who said expected continuing shortages 
in the eastern-mined coals would necessitate the limitation. 

It follows earlier action prohibiting Great Lakes commer. 
cial dock operators from contracting to receive during 194 
more than enough of the eastern coals to supply their retail 
dealer customers with 80 per cent of their 1943-44 “fuel year’ 
receipts. 

The statement explains that railroads normally receiving 
eastern-mined coals by lake generally have access to alterna- 
tive sources of supply in the Midwest. Applications for excep- 
tion to the policy must be made direct to Washington and 
will only be granted “upon a clear and definite showing that 
substantial impediments to necessary war production would 
result from compliance with the prohibition.” 

Coals covered by the new policy are those mined in 
Bituminous Production Districts Nos. 1 through 8, which conm- 
prise Pennsylvania, West Virginia, Virginia, Ohio, Michigan, 
eastern Kentucky and northeastern Virginia. In 1944, approxi- 
mately 3,000,000 tons of these coals were moved on the Great 
Lakes for railroad locomotive use. 


Petroleum Transportation 


Appointment of Clayton H. Whitman, of Shreveport, La, 
former manager of the crude oil purchasing department of the 
Standard Oil Co. of New Jersey, as assistant director of the 
supply and transportation division of the Petroleum Adminis- 
tration for War has been announced by Deputy Petroleum Ad- 
ministrator Davies. According to the announcement, Mr. Whit- 
man succeeds Bruce Clardy, who has resigned after two years 
of service with the P. A. W. to resume operations as an oil well 
drilling contractor and crude oil producer in Texas. 

Mr. Davies also announced appointment of Fred G. Jack- 
son, of Houston, Tex., formerly a private petroleum consultant 
in Texas, as assistant director of the P. A. W. foreign supply 
and distribution division, with continuance of service as 
nadian representative of the P. A. W. as his primary respon 
sibility. 

Tank Car Shipments 

“With advantage taken of every routing and scheduling 
possibility and by heroic effort on the part of the railroad men, 
average tank car shipments into east coast territory for the 
week ended January 27 were increased to 471,419 barrels a day, 
compared with 455,945 the week before, although they fell 
about 75,000 barrels a day below what would have been moved 
under normal conditions,” the P. A. W. reported. 5 

In that same week, it said, the “Big Inch” (24-inch) pipe 
line pumped an average of 316,582 barrels daily, as aga 
312,944 barrels a day in the preceding week, and the “Little 
Big Inch” (20-inch) pipeline pumped an average of 228,314 
barrels a day, as against 229,165 barrels a day in the preced 
ing week, into the east coast area. 

Deputy Administrator Davies said that “the going has beet 
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tough these past few weeks” and that “one storm after an- 
other has tied the railroads into knots and cut heavily into 
tank car delivery.” 


“Worst Snarl” at Buffalo 


“Buffalo, one of the main gateways into New York and 
New England,” he said, “has been in the worst snarl, but 6,000 
tank cars were tied up in a single area in Pennsylvania until 
yntangled in the embargo effected January 27. 

“The storms have blocked tank trucks from hundreds of 
highways, and tank cars have had to be diverted to replace the 
trucks. Ice is impeding barge navigation on the upper Ohio 
and has practically stopped it on the Monongahela. Barge 
movements on every waterway from Chesapeake Bay to the 
Bay of Fundy have been slowed down or stopped by ice. Every 
harbor from Baltimore north is fighting ice and many are 
icebound. 

“The only bright spots have been the pipelines, the ‘Big 
Inch’ and ‘Little Big Inch’ which together have been deviler- 
ing more than half a mlilion barrels a day. . .” 

The outlook for United States civilian users of gasoline and 
home heating oil was described February 8 by Petroleum Ad- 
ministrator Harold L. Ickes as one of extreme gravity. 

Administrator Ickes said that supply and demand were just 
about in balance “on paper,” but that various factors—notably 
an upsurge in military requirements or intensified transporta- 
tion trouble—could quickly upset the balance. 

The current stringency along the Atlantic seaboard, Deputy 
Administrator Ralph K. Davies pointed out, was not due to an 
over-all lack of gasoline but to transportation tie-ups. 


“We have gasoline in certain of the midwestern states that 
could be sent to the east if we had enough tank cars,” Mr. 
Davies said. “However, we have been struggling to do the job 
with an amount of rolling stock which never was intended to 
be a mainstay of the east’s petroleum supply. Moreover, this 
winter we have had to cope with a railroad congestion so serious 


that temporary embargoes had to be imposed on civilian freight 
to the northeastern states. 


“There are something over 140,000 tank cars in this coun- 
try, of which 114,267 are carrying oil. The latter are working 
at seven times their peacetime rate, and the repair job alone as 
the result of this heavy usage is a considerable one.” 


Inland waterway transportation was near its lowest sea- 
sonal ebb, Mr. Davies said. The Great Lakes were frozen against 
tanker traffic. Petroleum barges were getting up the Mississippi 
as far as St. Louis and up the Ohio, though traffic on the latter 
stream was severely impeded by high water and faced a freeze 
in the near future. If cold weather continued, ice conditions in 
Long Island Sound and New York Harbor would cripple petro- 
leum deliveries there, he said. 

“On December 15 last, all overland facilities combined were 
moving more than 3,000,000 barrels of petroleum a day, an all- 
time record.” 

_ Extremely severe weather in Illinois, Indiana, Ohio and 
Michigan had tied up trucks and tank trains and caused some 
local shortages, Mr. Davies said, adding: 


Kerosene is an important home fuel in New England, and although 
we hope to maintain an adequate supply of it we do not expect to end 
the season with a surplus. Because sufficient tank cars are not avail- 
able, it is necessary for P. A. W. to ship kerosene into New England 
in 55-gallon drums loaded in box cars, 500,000 drums being borrowed 
from the army for this purpose. 

During the 1943-44 heating season, 1,004,813 barrels of kerosene 
were shipped by this method at a cost of approximately $6,028,000. This 
was roughly $4,000,000 more than it would have cost to ship the same 
volume by tank cars, and $5,600,000 more than the cost of the peace- 
time shipment by ocean-going tankers. 

The extra expense of this drum-and-box car transportation was 
borne by the government through the Defense Supplies Corporation, the 
differential between tanker and box car shipments amounting to about 
$5.60 a barrel. The consumers thus got their emergency supplies with- 
out increase over normal prices. 

The emergency movement this season follows the same pattern, but 
is rynning somewhat less in volume than last winter. 


CONTROL OF EXPORTS AND IMPORTS 


The War Production Board has announced that arrange- 
ments have been completed for the issuance of import permits 
In 1945 for East India goatskins and sheepskins. 

Supplies available for import to the United States were ex- 
pected to be considerably less than imports of previous years, 
W. P. B. said, adding: 


Importers of East India tanned goatskins, cowhides or buffalo hides 
will be permitted to share proportionately in the restricted supply esti- 
mated at approximately 430 bales of tanned goatskins and 300 bales of 
tanned sheepskins for the first quarter of 1945, each bale weighing 
approximately 560 pounds. 

To provide for a smooth flow of ‘supplies to this country, authoriza- 
tions will call for purchase within 15 days and shipment within 90 days 
after the date of the permit. Prompt reports of purchases will be re- 
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quired. Authorizations to import will also require that the material to 
be imported must bear a brand or mark listed in the Office of Price 
Administration Order MPR-357, as revised from time to time. Quotas 
will be computed on the basis of supply estimates to be revised quar- 
terly, on or about March 31, June 30 and September 30. 

Some importers whose quotas are extremely small may be author- 
ized to fill their annual or semi-annual expectancies in one purchase. In 
order to avoid disproportionately expensive costs of transactions involv- 
ing very small quantities, importers entitled to apply for only a few 
bales at a time may request on their usual application Form WPB-1041 
that the eventual authorization permit importation through another im- 
porter or selling agent. In this way, certain small transactions may be 
pooled and at the same time permit the small importer to retain con- 
trol of such importation for his own account. 


The Foreign Economic Administration has issued its cur- 
rent export bulletins Nos. 225 and 226. No. 225 covers report 
of certified lumber purchase orders and procedure for sending 
gift parcels to prisoners of war and interned civilians. No. 226 
covers changes in Schedule B commodity classifications and a 
correction in bulletin No. 224 as to commodities that may be 
exported under blanket license procedure. 


Pelley on Rail Effort 


John J. Pelley, president of the Association of American 
Railroads, in the “March of Time” program over the Blue Net- 
work, February 8, said: 


Since war began, our railroads have been called upon to meet one 
tough situation right after another. There was the emergency move- 
ment of military forces and equipment beginning the day of Pearl Har- 
bor. There was the shipping emergency, when our coastal and inter- 
coastal ships had to be taken for foreign service. There was the rubber 
emergency, when our sources of supply in the Indies were lost. There 
was the oil emergency in the east, and the coal emergency in New 
England, intensified by the activities of German submarines in the 
Atlantic. There were changes in the flow and direction of traffic, all 
over the country, with the total freight movement more than doubling, 
and passenger travel going up more than four times. 

But railroad men have worked hard. Railroads everywhere have 
pulled together. Shippers have given the most surpassing cooperation, 
and that goes for the biggest shippers of them all, the army and the 
navy. The government agencies concerned with transportation have 
been understanding and helpful in every way. And so, with the help of 
everybody concerned, these situations have been met—and, on the 
whole, well met. 

It has remained for the weather of this winter to create a situation 
where the traffic could not be carried currently. For two months now, 
the northeastern part of the United States, particularly around the Great 
Lakes, has been blanketed with snow and ice. This is only early Feb- 
ruary, but already about as much snow has fallen in that area as ever 
fell before in a whole winter. Miles and miles of cars have been frozen 
in solid. To get things moving means just plain digging out the hard 
way. 

Even with the best efforts of railroads and railroad men, and the 
fine help of the shippers, there has been such a slow-down of movement 
in the area that cars have backed up. Thousands of cars which ordi- 
narily would have been unloaded and sent back to the west or the 
south for more loads have been tied up. 

To give a better chance to dig out, there was but one thing to do— 
to check the flow of more cars. That was done through the issuance of 
embargoes, the effect of which was to stop at the source, for a brief 
time, the loading of all but vital freight for movement into or through 
the storm-bound area. 

I am happy to be able to report that the embargoes recently issued 
have been helpful towards clearing up the situation. More and more 
cars are being moved each day in and from the blizzard belt. It is too 
early to say whether this will keep up—so much depends upon the 
weather—but the government and the railroads are organized to take 
whatever preventive measures are necessary to head off anything like 
the general transportation difficulties which plagued us during the First 
World War. 

We have better railroads now than we had then—not so many en- 
gines and cars, but better ones, and better tracks and yards and signals 
and shops, better everything. And we—and by we, I mean not just rail- 
roads and railroad men, but the shippers and government agencies as 
well—we know how to make better use of our better railroads. It is 
teamwork which has enabled us to meet the long series of emergencies 
during the war—and that same spirit is at work in this emergency, too. 


Food Moved for Armed Forces 


Approximately 10,900,000 tons of foodstuffs were hauled 
last year by the American railroads for the army and navy, ac- 
cording to the Association of American Railroads. If the cars 
required to handle this load were placed end to end, they would 
make a train reaching from coast to coast, it said. 

According to army estimates, the railroads transported 
about 244,000 carloads of foodstuffs in 1944 for that- branch of 
the service alone. This included 41,240 carloads of meats, 5,225 
carloads of poultry, 3,900 carloads of butter, 4,280 carloads of 
fresh eggs, 12,440 carloads of sugar, and 2,800 carloads of dried 
beans and peas. 

The navy estimated that approximately 120,000 carloads of 
food were shipped by rail in this country to naval activities last 
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year, either from producers or from supply depots to the smaller 
activities, said the A. A. R. adding: 


This rail movemene of navy foods consisted of about 54,000 carloads 
of dry provisions and 66,000 carloads of fresh, chilled or frozen foods. 
Included in these totals were some 22,000 carloads of canned fruits, 
vegetables and juices, 9,000 carloads of flour and cereals, 32,000 carloads 
of fresh vegetables, 10,000 carloads of fresh fruits, and 20,000 carloads 
of chilled and frozen meats. 

The present Philippine campaign affords a good example of the job 
the American railroads must do to keep our armed forces supplied with 
food. For instance, the food requirements for the Seventh Fleet alone 
amounted to 2,000 tons during the first 30 days of operations in this 
theater. By far the great bulk of this food was carried to our seaboard 
distribution points by rail. 

Besides the huge quantities of food which the railroads hauled for 
the army and navy last year, they moved considerable food for our 
allies under the Lend-Lease program. In 1944, these rail shipments 
amounted to approximately 121,200 carloads. Some 37,800 cars con- 
tained meats and meat products; more than 22,850 carried dairy 
products, and about 22,000 moved grains and cereals. 

All fresh foods, such as fruits, vegetables and meats, were shipped 
in refrigerator cars. Freight that did not require refrigeration or 
ventilation, such as grain, grain products and dry foodstuffs, was 
hauled in box cars. Highly perishable foods, such as seafoods, straw- 
berries and other fresh fruits and vegetables, were carried by express. 


Motor Carrier Earnings 


Due primarily to year-end accounting adjustments, ex- 
penses of reporting motor carriers of property in December 
amounted to 108.9 cents for each dollar of gross revenue, ac- 
cording to data compiled by the research department of the 
American Trucking Associations, Inc. Based on reports from 
189 motor carriers in 39 states, the study showed that Decem- 
ber revenues decreased 7.7 per cent below November, while 


expenses increased 2.1 per cent, said the association, and con- 
tinued: 


December revenues represented a decrease of 1.5 per cent below 


December, 1943, while expenses were 3.2 per cent below December of 
the previous year. 


The operating ratio of 108.9 reported for December compares with 
operating ratios of 98.4 for November and 110.9 for December, 1943, 
for those carriers. 

Of the 189 reporting carriers, 156 whose revenues amounted to 
about 85 per cent of the total, suffered operating losses. Eighty-four of 
them showed operating deficits for November, and 138 reported losses 
for December, 1943. 


December revenues of carriers in the eastern district decreased 
11.0 per cent below November and were 4.6 per cent below December, 
1943.. Their expenses increased 0.4 per cent above November but were 
6.3 per cent below December, 1943. 


Carriers in the southern region had revenues in December that 
were 2.6 per cent below November and 0.8 per cent under December, 


1943. Their expenses were 2.5 per cent above November but 5.8 per 
cent below December of the previous year. 


The December revenues of carriers in the western district decreased 
5.8 per cent below November but were 2.0 per cent higher than in 
December, 1943. Their expenses were 3.9 per cent above November 
and 1.6 per cent above December, 1943. 


Eastern carriers showed operating ratios of 109.5 in December; 97.1 
in November; and 111.5 in December, 1943. 


Operating ratios of the southern carriers were 106.4 in December; 
101.1 in November; and 112.1 in December, 1943. 


The ratios of western carriers were 109.1 in December; 


99.1 in 
November; and 109.6 in December of 1943. 


TIRE PRODUCTION 


James F. Clark, director of the Rubber Bureau of the War 
Production Board, has announced that, as a result of the drive 
to obtain sufficient manpower for peak operation of all facil- 
ities producing trucks and bus tires, a net gain of 3,614 workers 
has been achieved since last November. 

“There remains, however, a need for 2,322 persons to be 
filled within the next four weeks and, if furloughed soldiers 
have to be replaced, 1,500 more men must be found,” Mr. Clark 
said. 

The Rubber Bureau of the War Production Board has re- 
leased preliminary information on two more new heavy truck 
tire production facilities for which the Defense Plant Corpora- 
tion has authorized funds. These new facilities at Oakland, 
Calif., and Bowdon, Ga., bring the total new heavy truck tire 
projects thus far announced to fifteen, says the W. P. B. 

Both projects were part of a program to add a total of 
6,000,000 heavy tires to existing U. S. production capacity, it 
said. It added that, as outlined by the Rubber Bureau, the fol- 


lowing information was available on the two projects at this 
time: 


Pacific Tire & Rubber Co., Oakland, Calif. A $1,000,000 authoriza- 
tion announced by D. P. C. is a partial authorization for new addi- 
tions, wings and extra equipment that will eventually add an estimated 
216,000 truck tires per year to the nation’s output. 

Initial production from the new facilities in Oakland will begin 
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in May, but it will be at least another two months before peak Outpy 
is reached. 


Textile Rubber, Ine., Bowdon, Carroll County, Ga. An authoriz, 
tion of $250,000, announced by D. P. C., approximates the tots) 
outlay planned for the project. New wings and additional mManufay. 
turing facilities are to be provided. The estimated date of initia) 
production is April, 1945. Output will consist of flaps and air bg 
1,000,000 units per year. (Air bags are used in curing tires, dy 
manufacturing and repair processes. Flaps are rubberized pieces 
fabric that protect tubes from wearing against wheel rims), Th 
Georgia project is still undergoing technical studies that may alter 
plans for carrying out the improvements described. 


The W. P. B. rubber bureau said, February 8, that th 
D. P. C. had authorized an expenditure of $1,000,000 for use by 
Pharis Tire & Rubber Co., of Newark, O., for acquisition ¢ 
additional machinery and equipment to manufacture heay 
truck tires. It said this was the sixteenth heavy truck tip 
project for which the D. P. C. had authorized funds. 


Claims Against Motor Carriers 


Suggestions to shippers as to the procedure that ought tp 
be followed in connection with the making of loss and damage 
claims against motor carriers have been included in a bulletin 
sent to members by R. A. Lacey, executive secretary of the 
National Industrial Traffic League. The suggestions, he e. 
plained, grew out of the last quarterly claim conference of 
motor carrier and shipper representatives held at Chicagy 
January 17. I. W. Whitaker, chairman of the League’s freight 
claims and claims prevention committee, reported, he continued, 
that steady progress was being made in improving the moto 
claim situation. Chairman Whitaker believed, said Mr. Lacey, 
that the motor carriers were making a serious effort to in. 
prove “the overall claim picture.” Continuing, Mr. Lacey said: 


It was agreed at the last conference that it would be helpful to issy 
a bulletin to members of the League and call their attention to the 
following pertinent suggestions: 


(1) That all members (shippers and receivers generally) shoul 
prepare and file their claims with the motor carriers in the same map 
ner as filed with the railroads. That is, showing full and complet 
information as to description of the property so that the shipment 
involved can be identified readily, fully explaining the nature of the 
loss or damage. It developed at the conference that a number of 
concerns have been somewhat lax in this respect and fail to substantiate 
their claims with the proper documents and complete information » 
as to enable the motor carrier to investigate and settle the claim 
promptly. 

(2) Sufficient time should be allowed for tracing missing shipments 
before claims for loss are filed. Instances were cited where in some 
cases claims were filed before sufficient time had elapsed for the ship 
ments to reach destination. 


(3) Charge was made that instances arise where second-hand ani 
even new containers are overloaded way beyond their safe carrying 
capacity, with the result that the packages reach destination in badly 
damaged condition, and in some cases with loss of or damage to 
contents. 

(4) Discussion also centered upon the fact that some shippers file 
claims for as low as six cents. While Chairman Whitaker does no 
suggest what the minimum amount might be, some companies, it deyel- 
oped, do not file claims for amounts less than $1.00 each. He suggests 
that traffic departments of industries check their files and ascertain 


their practice in this respect, with view of filing claims for a reasonable 
minimum amount only. 


G. A. FitzGerald, chairman of the National Freight Claim 
Committee of the American Trucking Associations, has 4p 
pointed a subcommittee to coordinate all available material for 
education of motor carrier and industrial claim agents in tech 
nical and semi-legal phases of claim handling. He said the sub 
committee would study a proposal to establish “claim study 
classes” in every city where such action would be warranted 
and would welcome suggestions for texts, study courses or other 
educational materials. The subcommittee members are Al 
Schaar, Buckingham Transportation Co., Rapid City, S. Dj 
J. F. Walsh, Husmann & Roper Freight Lines, Inc., St. Louw, 
Mo.; L. J. Zinser, Baltimore-New York Express, Inc., Baltimore, 


Md.; Lee M. Neff, Pierce Auto Freight Lines, Inc., Portland, 
Ore. 


TRUCK RATIONING 


A total of 19,824 vehicles was released under the truck 
rationing program in December, 1944, the automotive divisio 
of the War Production Board announced, adding: 


Civilian users received 251 light trucks, 10,192 medium and 4,608 
heavy trucks and 2,767 trailers. Holders of government exemption 
permits received 37 light, 1,494 medium and 147 heavy trucks, and 3 
trailers. 

Since the rationing program became effective March 9, 1942, 8 
total of 355,348 vehicles of all types has been released. This includes 
51,770 light, 210,017 medium and 53,374 heavy trucks, and 40,187 trailets. 
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February 10, 1945 


fruck Tonnage Study 


A study of motor truck tonnage of fruits and vegetables, 
dairy and poultry products, and live stock, has been published 
by the Bureau of Agricultural Economics of the Department 
of Agriculture in its January issue of “The Marketing and 
Transportation Situation.” 

The report was prepared in preliminary form by W. Gor- 
don Webner, transportation economist, and Byron L. Nupp, 
former members of the Bureau of Agricultural Economics, and 
was revised by Carl C. Curtiss, agricultural economist, of the 
bureau. Similar studies were made for 1941 and 1942, and the 
present report, based on 1943 data, revises the 1941 and 1942 
estimates. 

“There is great need for information on motor truck 
freight movement of agricultural commodities but data regard- 
ing the volume of this traffic are notably incomplete,” it is 
stated. 

Excerpts from the report follow: 


Wartime shortages of gasoline, tires, trucks, parts, and manpower 
have caused some curtailments of motor-freight traffic in most com- 
modity lines. Meanwhile, conservation efforts have been adopted so 
as to utilize better the existing supply of motor vehicles. In agricultural 
transportation, conservation programs among milk haulers and haulers 
of live stock are examples of using this equipment more efficiently. 

In 1943 the ratio of estimated motor truck tonnage to the combined 
truck and rajl tonnage, for the three commodity groups as a whole, 
continued the decline registered in 1942. The actual tonnage hauled 
by motor truck changed only slightly; the declining ratio of truck 
to total tonnage was due to marked increases in tonnage handled by 
railroads. In 1943 truck movements... accounted for only 44 per cent 
of the combined total tonnage, as compared with 47 per cent in 1942 
and as contrasted with 50 per cent in 1941. On the basis of commodity 

groups, the largest decline was in dairy and poultry products, with 
3 per cent of the total in 1943 against 42 per cent in 1942.... 


Fruits and Vegetables 


A slight increase occurred in the tonnage of fresh fruits and vege- 

tables transported by motor truck in 1943 over the previous year. The 
increase amounted to 5.4 per cent, or from an estimated 9.7 million 
tons in 1942 to 10.2 million tons during 1943. Table 1 shows the esti- 
mated tonnage of fresh fruits and vegetables moving by truck and 
its ratio to the combined truck and rail tonnage. For example, in 1941 
the trucks hauled 44 per cent of the combined estimated total traffic; 
but in 1942, the share of trucking dropped to 42 per cent; and in 1943 
a decline to 40 per cent took place.... 

Although the bulk of the motor trucking of fresh fruits and vege- 
tables is for distances under 300 miles, some specific types of long- 
distance movements deserve mention. One example is the large volume 
of truck traffic in oranges and other citrus fruits from Florida to 
eastern seaboard markets further north. In 1942, there were 415 carlot- 
equivalents of oranges trucked to Washington, D. C., and this nearly 
equaled the 441 carlots shipped there by rail. Another example is in the 
Chicago market where, during 1942, 203 carlot-equivalents, or 10 per 
cent of the oranges shipped in from Florida were moved by motor 
truck, Kansas City is likewise a market attracting long-distance move- 
ments, particularly from the fruit- and vegetable-producing areas of 
the south. In 1942, there were 566 carlot-equivalents—or 14 per cent— 
of fresh fruits and vegetables unloaded at Kansas City, which orig- 
inated in Texas and-were trucked well over 500 miles. 

In 1943, however, the volume of long-distance trucking of fresh 
fruits and vegetables fell off drastically. Obviously, the decrease was 
due to conservation of trucks, manpower, gasoline, and tires. The 
orange movement to Washington and midwestern cities practically dis- 
appeared and the trucff traffic out of Texas declined sharply. But the 
relative importance of long-distance trucking of fresh fruits and vege- 
alles should not be over-emphasized because even in normal times, 
when wartime shortages do not restrict the movements, the proportion 
it truck receipts originating over 300 miles from markets never has 
tqualed 10 per cent of the movements from those ares. 


Dairy and Poultry Products 


During 1943 there was a downward trend in the truck traffic of 

and poultry products. For example, the motor tonnage of dressed 

poultry went down 121,908 tons; cheese decreased 51,550 tons; and butter 
dropped off by 166,651 tons from the 1942 volume. 

Trucking in relationship to railroad shipments of dairy and poultry 
Peducts declined sharply during 1943. In 1942 the per cent of truck 

ge to combined truck and rail movements was 42 per cent but in 
143 it was only 35 per cent. In terms of separate commodities, the 
tlationship of truck to the combined tonnage in 1943 was as follows: 
iter, 26 per cent; cheese, 13 per cent; eggs, 52 per cent, and dressed 
boultry, 35 per cent. 

In 1941, which is considered a more nearly normal year than 1943, 
“per cent of the total truck tonnage of dairy and poultry products 
Moving into the five distributing centers of Boston, New York, and 
Philadelphia on the east coast, and Los Angeles and San Francisco on 
the west coast, traveled over 600 miles to market. For example, in a 
lumber of midwestern states, shipments in substantial quantities were 
‘tucked both to the Atlantic and the Pacific coasts. Normally, a par- 

rly large truck tonnage moves from the heavy producing west 
loth central region. In the past year, however, this long-distance 

ng over 600 miles declined considerably, dropping from an average 
per cent of the total truck tonnage to east and west coast cities 

g 1942, to only 16 per cent of the total during 1943. 

For some of the individual commodities, the relationship of long- 

ce trucking to total trucking is even more striking, since 55 per 
‘nt of the butter and 44 per cent of the total truck receipts of cheese 
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at east and west coast cities were trucked 600 miles and over during 
1942. In 1943, 58 per cent of the truck receipts for butter and 38 per 
cent for cheese came over 600 miles by truck. Perhaps individual cities 
offer the most striking data establishing the importance of long-distance 
trucking in relation to total trucking. In 1943, 97 per cent of the truck 
receipts of butter at Boston came over 600 miles. In Los Angeles, 67 
per cent of the truck receipts of cheese and 69 per cent of the truck 
receipts of butter were trucked over 600 miles. Likewise, 68 per cent 
of: Philadélphia’s truck receipts of butter was trucked over 600 miles. 
The data on long-distance trucking of dairy and poultry products seem 
to indicate that trucking can adapt itself, in some degree, to the traffic 
of distantly located producing areas. 


Live Stock 

The combined receipts of live stock at the public markets and ship- 
ments from these markets increased both in 1942 and 1943 over the 
previous year. The estimated total volume of live stock transported in 
1941 was 16.3 million tons; in 1942, 18.2 million tons; and in 1943, 18.9 
million tons. These estimates were derived by assuming that the 
relationships between the rail tonnage reported by the Interstate Com- 
merce Commission to total traffic were the same as the percentages of 
the combined receipts and shipments at public markets by rail to total 
truck and rail receipts and shipments at the markets. 

The increase in the total tonnage transported is accounted for 
entirely by the increase in transportation by rail. The estimated move- 
ment by rail in 1941 was 6.7 million tons; in 1942, 8.2 million tons; and 
in 1943, 9.3 million tons. The estimated tonnage transported by motor 
truck was about the same for each of the three years. The proportions 
of the combined receipts and shipments at public markets transported 
by rail were 41 per cent in 1941, 46 per cent in 1942, and 50 per cent 
in 1943. 

If outshipments had been excluded from the sample, the resulting 
estimates would have been in sharp contrast to the foregoing. The 
estimated rail receipts at all markets would have amounted to 33 per 
cent of the total in 1941, 37 per cent in 1942, and in 1943 they would 
have amounted to 41 per cent.... 

Of the total receipts of live stock at public markets in 1943, 41 per 
cent arrived by rail and 59 per cent by motor truck. Of the reship- 
ments, 72 per cent was transported by rail and 28 per cent by motor 
truck. The relationships between the use of rail and motor truck for 
receiving and reshipping live stock in 1941 and 1942 were quite similar. 


Sources of Data 


“The data on which estimates of motor truck freight must 
rely are the reported rail terminated tonnage for the United 
States published by the Interstate Commerce Commission, and 
the rail and motor truck receipts of fresh fruits and vegetables, 
dairy and poultry products, and receipts and shipments of live- 
stock at selected markets published by the Office of Distribu- 
tion in the War Food Administration,” said the report. “For 
each of these commodity groups, the procedure was first to 
obtain ratios of the totals of these truck receipts to rail re- 
ceipts according to the sample data. These ratios, in turn, were 
applied to reported rail terminated tonnage for the United 
States as published by the Interstate Commerce Commission. 
Another way of explaining the method is that estimates are 
made for the unknown factor, which is the total volume of 
freight for each commodity on a basis of the following formula: 
Truck (sample data): Rail (sample data) : : X : Total Rail 
(terminated tonnage).” 


MONEY FOR HIGHWAYS 


The annual independent offices appropriation bill, reported 
to the House, February 5, by the House committee on appropri- 
ations, provides $88,000,000 for the Public Roads Administra- 
tion of the Federal Works Agency for the fiscal year beginning 
July 1 as recommended by the Bureau of the Budget, a reduc- 
tion of $11,000,000 as compared with the amount appropriated 
for the fiscal year ending June 30, 1945. Broken down, the 
appropriation is made up of the following items: Federal-aid 
highway system, $30,000,000 as aaginst $40,000,000 for the 
present year; federal-aid secondary or feeder roads, $3,000,000; 
elimination of grade crossings, $6,000,000 (nothing appropriated 
for the present year for grade crossings); strategic highway 
network, $10,000,000; access roads, $35,000,000 as against 
$40,000,000 for this year; surveys and plans, $3,000,000 as 
against $4,000,000 for this year, and Inter-American Highway, 
$1,000,000 as against $2,000,000 for this year. 


TRUCK PRODUCTION 


The following survey of progress and problems in the 
production of trucks, prepared under the direction of Hiland 
G. Batcheller, chief of operations of the War Production Board, 
has been issued by the W. P. B.: 


Although production of both heavy-heavy and light-heavy army 
trucks reached new highs in December (6,185 heavy-heavies and 21,358 
light-heavies), total production in each group fell substantially behind 
the original schedule for the year set in November, 1943—25 per cent 
behind for heavy-heavies and 20 per cent for light-heavies. 

On the basis of the latest approved program (December 19, 1944), 
trucks might appear to be candidates for removal from the critical list, 
but a new and considerably higher total for 1945 has been requested by 
the army and is receiving consideration. The December 19 program 
calls for only a slight increase in light-heavies in 1945—to a peak rate 
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of 22,000 monthly—and a lower rate on heavy-heavy trucks than in any 
month since last September. Even without allowing for the prospective 
raising of sights, however, the production job on heavy-heavies in 1945 
would not be reduced in proportion to the decline in numbers of trucks, 
because of the increasing demand for six-wheel drive vehicles at the 
expense of four-wheel and two-wheel. 

One thing that should help to get more army trucks out of the fac- 
tories is the preference for the military established by the December 19 
program determination on trucks; no such preference was recognized 
in earlier ‘‘integrated’’ truck programs. 

W. P. B. blamed the December failure to meet forecasts primarily 
on shortages of components—engines, axles, transmissions, winches. 
General Motors Corp. fell 15 per cent behind its schedule on 2%-ton 
six by six (six-wheel drive) dum ptrucks because of failure to receive 
enough Garwood winches from the St. Paul Hydraulic Hoist Co.; and 
the White Motor Co. lost production of 34 ten-ton six by six wreckers 
for the same reason. The shortage of winches, in turn, was blamed on 
inadequate flow of some of the 150 components of this winch, particu- 
larly certain castings. Reo Motor Co., also working on the 2%-ton six 
by six dump truck, fell 37 per cent short of forecast, with production 
lost because of labor difficulties, time taken out for inventories, and a 
short-circuit in its power line. There were reports of other smaller 
losses of production because of manpower shortages, transmission trou- 
bles, etc. A number of companies have complained about delays in 
receiving freight shipments of components because of the tight railroad 
freight situation. 

The high scrap loss in engine block castings was somewhat reduced 
last month because of a lowering of the Ordnance Department’s specifi- 
cations. Industry representatives have asked for further examination of 
engineering tolerances set up by the army, to determine if requirements 
cannot be lowered nearer to common commercial standards. 


NAVY COMMENDS TRUCK LINES 


Rear Admiral W. B. Young, chief of the navy’s bureau 
of supplies, in a telegram to American Trucking Associations, 
said: 


To the American Trucking Industry: Efficient American transpor- 
tation facilities of which the truck lines are a vital link have contributed 
immeasurably to the success of Allied military and naval operations in 
every war theatre. 

Materials must arrive at factories and shipyards on time if produc- 
tion schedules are to be met. Supplies and equipment must arrive at 
embarkation docks on time in order that continued requirements of our 
fighting forces may be met. 

The operators and employes of the truck lines are to be commended 
for the fine job they are doing for the navy. 

Despite difficult wartime conditions, keep up the good work until 
final victory. 


TRUCKS FOR RUSSIA 


Leo T. Crowley, Foreign Economic Administrator, said 
February 8 that a ddzen American manufacturers had contrib- 
uted “to the supply of motor trucks that helped the Soviet 
armies solve some of the most difficult problems of transporta- 
tion associated with the drive against the Nazis on the eastern 
front. The trucks were supplied to the Soviet as part of our 
lend-lease program.” Continuing, he said, in part: 


Figures just compiled show that to January 1, 1945, we had sent 
more than 345,000 motor trucks to the Soviet, 3,205,000 sets of tires and 
tubes, millions of accessories and spare parts and nearly 30,000 motor- 
cycles. On some sections of the eastern front these trucks carry more 
than one-half of the supplies to the Soviet troops. 

The trucks consist of standard cargo carriers, jeeps, weapon car- 
riers, amphibians, tractors and special service equipment. The major 
portion consisted of standard 1%4- and 2%4-ton and three-quarter-ton 
weapon carriers. ... 

The problems of supplementing the Soviet truck fleet are not con- 
fined to the procurement of American equipment. These are problems 
of packing and shipping, and of unloading at ports in the Persian Gulf 
and Soviet areas also. In the Persian Gulf, Americans have unloaded 
and assembled trucks in temperatures that rose at times to 120 and 130 
degrees. Once the trucks are assembled, the task remains of loading 
them with supplies for the long trek through the Iranian hills en route 
to the Soviet. 

Every truck moves out with a complement of spare parts and 
tires. The jeeps and weapon carriers are crated in such fashion that 
when unloaded they are ready to move on their own power. The pack- 
aging method used most extensively calls for the shipment of two com- 
plete trucks in three packages, two chassis in one package, two cabs 
in another and two sets of axles in the third. 


M. C. SURPLUS MATERIAL SALES 


Sales of new and surplus materials totaling $2,047,974 in 
the last quarter of 1944 have been reported by the contract 
settlement and surplus materials division of the Maritime Com- 
mission. 

Actual cost to the government was reported to be $2,526,- 
718; a recovery of approximately 81 per cent to the govern- 
ment. Maritime Commission officials stated that they consid- 
ered the percentage of recovery an outstanding accomplish- 
ment in surplus disposal activity. 

These items included winches, marine engines (gas and 
Diesel), small craft, floats, marine lighting equipment and mis- 
cellaneous marine equipment. 
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I. C. C. Appropriation 


An appropriation of $7,890,529 for the Commission for the 
fiscal year beginning July 1 as against $8,433,000 recommenda 
by the Bureau of the Budget (see Traffic World, Jan. 13, p. 10}) 
was included in the annual independent offices appropriation 
bill reported to the House, February 5, by the House committe. 
on appropriations. The committee had the following to Say 


appro} 





about its action: of the 
that a 
The committee considered budget estimates totaling $8,433,000 fo also, n 


the several activities carried on by this agency. The committee recon. -“* 
mends a total of $7,890,529 which is $542,471 less than the budget 


estimates and approximately $170,000 less than the 1945 (fiscal yea ere 
ending June 30, 1945) with overtime deducted. In denying increase 4 
proposing new positions under the items for ‘‘General Administratiy 
Expenses,’’ ‘‘Motor Transport Regulation,’’ and ‘‘Valuation of Property,” of a bi 
the committee was governed by the manpower shortage which prevents tor La 


the expansion of so-called regular activities at this time. In connection “, 


with the item for general administrative expenses the committee wa; have t 
advised that there presently exist 138 vacancies and that there woul have € 
be an estimated unexpended balance of $200,000 at the close of the “7 
fiscal year 1945. In view of this situation the committee has felt just). “ 
fied in recommending an additional reduction in that item. h . 
a ha 

Broken down, the recommended appropriation of $7,890,529 T 
is as follows: General administrative expenses, $2,910,445, a cut counti 
of $307,555 under the Budget estimate; regulating accounts, filed 


$400,000; safety of employes, $550,000; signal safety systems, of Va 
$178,000; locomotive inspection, $500,000; valuation of property, I 
$431,465, a cut of $31,535 under the Budget estimate; motor 


repea’ 
transport regulation, $2,532,619, a cut of $193,381 under the erty | 
Budget estimate; printing and binding, $130,000, a cut of $7,00 maint 
under the Budget estimate; penalty mail costs, $27,000, a cut recor‘ 
of $3,000 under the Budget estimate; and salaries and expenses and tl 
(national defense), $231,000. pointe 
At the time the bill was reported the committee made pub. § line 

lic testimony heard in executive session of the committee on the July 
Budget estimates for the Commission. ag 
able | 


Post-War Activity 


_ In a statement of justification of the estimates, the Com- 
mission stated that in its Bureau of Inquiry it was assumed that A 


on termination of the war in Europe industry would, to some § condi 
extent, be restored to a peacetime basis and service on the coast- Maha 
wise and intercoastal waterways would be reestablished. for s 

“Under such conditions,” it said, “the volume of commercial condi 
traffic will expand simultaneously, competition between pro- “ 
ducers and other shippers will again become acute, transporta- moti 
tion costs will become much more vital than has been the case, the v 
and both shippers and carriers might be inclined to cut corners is be’ 
more than ever, and many complaints alleging violations of the any < 
criminal and penal provisions of the statute and seeking investi- I 
gation and prosecution of alleged violations will be made. The of th 
number of such complaints in all probability will be greater was | 
than before the emergency period began, for the reason that at it ha: 
the beginning of that period part IV of the act was passed and on th 
the bureau is now charged with the enforcement of the criminal ‘ 
and penal provisions of that act. Many of the complaints will equir 
relate, no doubt, to the practices of the freight forwarders and ‘ 
of shippers using their facilities which practices are often very Hen 


involved and difficult of investigation and correction. In addi- ( 
tion, many of the complaints will relate to the practices of 


water carriers and shippers under part III of the act, which was a 
enacted shortly before the emergency began and in respect of that 
which few complaints of alleged violations were received.” done 
Bureau of Traffic 

The Commission said, further, that it seemed “very possible . 
that with the end of the war on both fronts the work load of the ‘. 
Bureau of Traffic will increase to a level somewhat greater ure 
than the level prevailing in the period just prior to the war.” om 

“It is well known that both rail and motor carriers have _ 
postponed until after the war many changes in their rate struc wate 
tures,” said the Commission. “The movement of war mate and 
has in many instances necessitated the relinquishment of non- 
war traffic by the different transportation agencies to competing $0 fe 
modes of transportation. It is not possible to make any forecast We t 
with respect to when the effect of the cessation of hostilities In miss 
Europe will return coastwise and intercoastal water carriers 10 ordi 


service. It is possible that they will return, at least in part, 
during the 1946 fiscal year. Such return during that year would the 
necessarily increase the work load of this bureau. Much of the the 
work of this as well as other bureaus has been sharply curtailed 


during the emergency because of a shortage of manpower.” om 

In justification of the estimate for regulating accounts, the and 
Commission said it was at the present time not making suc end 
detailed investigation of the financial conduct of Class I rail ie 
roads, including switching and terminal companies, as formerly. nlo 
It said many of the routine investigations were laid aside for y 
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the duration, except such activities as could be fully justified 
by questionable activities coming to its attention. 


Bureau of Valuation 


With respect to its Bureau of Valuation, the Commission 
told the committee of the results of the cut of $155,000 in the 
appropriation for that bureau for the present fiscal year. E. F. 
Lacey, director of the Bureau of Valuation, said that as a result 
of the cut the bureau had to release “32 of our best men,” and 
that at the time there were 12 vacancies “that we sacrificed 
also, making 44 people.” 

“We have had tremendous cuts in connection with the val- 
yation work, beginning with 1936, when we cut 42 people; 1937, 
67; 1938, 30; 1939, 22,” said he. 

Asked by Representative Case, of South Dakota, how much 
of a backlog had been accumulated in the valuation work, Direc- 
tor Lacey replied: 

“We have at the present time reports from carriers that 
have to be checked outside of headquarters, of 2,140 years. We 
have at headquarters 397 years. It is quite an accumulation.” 

“How far behind is that?” asked Mr. Case. 

“T should say, on an average, it would be about three and 
a half years,” said Mr. Lacey. 

The computation of 2,140 years, it is explained, results from 
counting the number of annual reports on property changes 
filed by the railroads that have not been checked by the Bureau 
of Valuation. 

In its justification statement the Commission said it had 
repeatedly pointed out to Congress that the valuation and prop- 
erty change records of railroads that had been built up and 
maintained by the Bureau of Valuation were the only such 
records in existence and were invaluable to the Commission 
and the public and should be kept up to date. The Commission 
pointed out that the work of bringing the inventories of pipe- 
line companies to later dates had been suspended effective 
July 1, 1944, that that work was accumulating changes on 
105,000 miles of pipeline a year, and that there was a consider- 
able arrearage existing at the present time. 


Condition of R. R. Equipment 


Asked by Representative Hendricks, of Florida, about the 
condition of railroad equipment in general, Commissioner 
Mahaffie said that, in general, so far as equipment available 
for service was concerned, it probably was in as favorable a 
condition as it had ever been. 


“There is a very small percentage either of cars or loco- 
motives that are not available for service,” said he. ‘That is 
the way we classify them. It is probably true that equipment 
is being run nearer its ultimate capacity for running than at 
any other time.” 


Mr. Hendricks said that he was wondering about the effect 
of the war on the equipment and that Mr. Mahaffie’s statement 
was “a little startling, that it is in about as good condition as 
it has ever been. I thought the war would have a great effect 
on the equipment.” 

“IT should perhaps qualify that,” said Mr. Mahaffie. 
equipment we classify as ‘fit for service’ or ‘not fit.’ ” 

“You do not classify it as the degree of fitness?” asked Mr. 
Hendricks. 

Commissioner Mahaffie said that that was right and agreed 
that the war had had a great effect on equipment and that it 
was not in as good shape as it was before the war, but he added 
that repair and maintenance work on equipment was being 
done to keep the equipment running. 


Coordinating |. C. C. Work 


Discussing the merging of the section of traffic of the 
ureau of Motor Carriers into the Commission’s Bureau of 

c, Commissioner Mahaffie said that the Commission 
thought that it could better do the over-all job by having one 
bureau than by having a bureau handling three types (rail, 
water and forwarder) of carrier traffic problems and tariffs, 
and a section handling the other. 

“It seems desirable that similar procedures be followed, 
80 far as practicable, and, simply as a matter of organization, 
we thought it sounder,” said he, adding later that if the Com- 
mission’s hopes were realized it would probably want to co- 
dinate further by similar transfers. 

Inquiry by the members of the committee revealed that 
the Commission had submitted its appropriation estimates to 
the Bureau of the Budget on three bases: $8,433,404 in the 
‘vent war on both fronts continued throughout the new fiscal 
year; $8,654,049 in the event war in Europe was terminated; 
and $9,263,023 in the event wars in Europe and in the Pacific 
ended. The general theory was that if the war ended the Com- 
Mission’s work would increase and it would need more em- 
Oyes and more money. 


“The 
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The testimony heard by the committee revealed that Com- 
missioner Johnson’s salary was being paid out of the Commis- 
sion’s appropriation, and not by the O. D. T. This was the 
— 2" when Commissioner Eastman was director of 
the 0, -D..T. 


Secretary Bartel explained that the private secretary and 
stenographer for Mr. Johnson were paid by the Commission. He 
said when Mr. Eastman was director of the O. D. T. “they 
were transferred to the O. D. T., but when Colonel Johnson 
took over he kept his secretary and stenographer on the staff 
of the Interstate Commerce Commission.” 


Representative Case brought up questions resulting from 
operation by the O. D. T. of the lines of motor carriers in the 
west. He asked whether any of the money appropriated for 
the Commission might be used to pay any losses that the gov- 
— might sustain through its operation of these truck 
ines. 


“Not on any theory that I know of or can think of,” said 
Mr. Mahaffie. 


Ina discussion of proposed use of radio or telephone on 
trains, originated by Representative Dirksen, of Illinois, Mr. 
Mahaffie referred to the inquiry by the Federal Communica- 
tions Commission into railroad use of radio on trains and to 
railroad experimentation along that line. He thought the pros- 
pects for favorable developments were good. Representative 
Case said he had one suggestion with respect to automobiles 
driving into the sides of moving freight trains. He sugegsted 
that the railroads should be required to put light reflectors on 
the sides of freight cars “so that when a motorist was travel- 
ing at approximately right angles to a moving train at cross- 
ings where there are no signal systems at night, he would have 
some warning that a train was in front of him.” 


Mr. Mahaffie thought that that idea seemed to be one that 
might well be looked into. 


Representative Case asked whether the operations of the 
motor carriers operated by the O. D. T. were inspected and 
checked by the Commission. Commissioner Mahaffie said that 
Commission employes made the same inspections, no matter 
who was the operator, and that, as a matter of fact, “we have 
some recommendations, before division 1 at the moment for 
prosecution of operators who are operating under O. D. T., 
who have violated safety provisions of the act.” 


Too Much Regulation? 


Representative Dirksen suggested that there was multi- 
plicity of inspection of motor carriers by the state and federal 
governments and that “somewhere along the line there ought 
to be coordination of those programs in the interest of economy 
at almost every governmental level.” Director Blanning, of 
the Bureau of Motor Carriers of the Commission, said there 
was no duplication on safety work by the Commission and the 
states and cities; that was, the Commission did not inspect 
anything that the states and cities inspected. 


Representative Dirksen also referred to Commission motor 
accounting regulations for three classes of motor carriers with 
gross earnings of $100,000 or more, and asked whether the 
Commission was going to extend that accounting system to 
smaller carriers whose gross was less than $100,000 a year. 
Director Blanning said such regulations had been drafted for 
carriers from $25,000 to $100,000—class II—but they had 
never been prescribed. He admitted that if they were, it would 
require more personnel] in the Bureau of Motor Carriers. 


“I do not mind confessing my apprehension here and now 
that the federal government dips so deeply into so many routine 
affairs at what might be considered the local or intrastate level 
only because it impinges somewhere in the stream, sometimes, 
and I see no end to this thing,” said Representative Dirksen. 

“Well, we have had our system for class II carriers—that 
is, the smaller ones—prepared for about six years and the 
Commission has never prescribed it yet,” said Mr. Blanning. 
“T do not know that they intend to.” 

“T assume the implication there is that at some time you 
are going to prescribe it,” said Mr. Dirksen, adding that he 
thought it was about time “to be thinking ourselves a little bit 
about shrinking some of these departments rather than expand- 
ing them.” 

Director Clinger, of the Commission’s Bureau of Service, 
in answer to questions, told the committee that neither car 
movements nor car supply were satisfactory at this time. 

Questioned by Representative Case as to capitalization of 
reorganized railroads as determined in reorganization cases, and 
as to whether the Commission had received any “kick-backs” 
from Chicago & North Western and Milwaukee stockholders, 
“who had been deprived of their stock and now the railroads 
are enjoying considerable earnings,” Mr. Mahaffie replied, 
“Well, we get some correspondence about that.” 

“T will send you down a little more,” said Mr. Case. 
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Questions and Answers 


@ in this column will be published answers to questions relat- 
ing to traffic, of general reader interest. A specialist in 
interstate transportation, who is a member of our special service 
department, will furnish references to regulations and decisions and 
will answer questions of application of tariff schedules and prac- 
tical traffic problems. 
We do not desire to take the place of the traffic man, but to help 
him in his work, nor do we undertake to render legal opinions. 
The right is reserved to refuse to answer any question that does 
not seem to be of general interest or that may appear to us un- 
wise to answer or too complex for the kind of investigation herein 
contemplated. 
No attention will be paid to anonymous communications or 
questions from nonsubscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Demurrage—Car Held for Reconsignment 


New York.—Question: Can you give us any Interstate 
Commerce Commission cases which may have interpretations in 
them of Rule 2, Section B, paragraph 1 of Demurrage Rules 
and Charges in B. T. Jones’ Freight Tariff 4-X, ICC 3815? 

Recently we had three cars arrive at our Elmira, New 
York, plant. These cars were made available for placement 
at our plant for unloading; but because of congestion we could 
not unload them. 

After the cars had arrived in Elmira our production sched- 
ule was changed so that we needed the cars at Olean. 

We reconsigned these cars to Olean over a different route 
and the cars were handled as a new movement. 

_ .The railroad removed the cars from our average agree- 
ment and handled them in accordance with the above rule. 

The cars were not held for reshipment but were held for 
unloading. It would seem that they would still be subject to 
the average agreement and not Rule 2. 

Answer: It appears to us that due to the carrier’s inability 
to make delivery of the cars, account of congestion at the 
consignee’s plant at Elmira, New York, the cars were con- 
structively placed awaiting further orders. 

It is stated that the cars were not held for reshipment but 
were held for unloading. Paragraph (b) of Item 5 of Agent 
B. T. Jones’ Demurrage Tariff No. 4-X provides that the 
disposition at point of detention determines the purpose for 
which a car is held and the rule applicable thereto, except 
where there is specific tariff provision to the contrary. There- 
fore, even though it was the original intent that the cars be 
held for unloading at Elmira, New York, the subsequent action 
of reconsigning the cars to Olean, New York, in our opinion, 
invokes the application of the provisions of Rule 2, Section B, 
paragraph 1. 

It further appears that the reason the carrier removed 
these cars from your average agreement, was to comply with 
the provisions of the average agreement, as published in Rule 
No. 9, Section E of Agent Jones’ Tariff No. 4-X. The provisions 
referred to read in part: “A party who enters into this agree- 
ment shall not be entitled to include therein cars subject to 
Rule 2, Section B and C, etc.” 


Motor Carriers—Leases of Equipment 


New Jersey.—Question: Kindly let us have your views 
concerning the leasing of trucks by a corporation to be used 
in the transportation of the corporation’s products in inter- 
state commerce. 


“A” says if a corporation should lease a truck, whose 
owner does not possess a certificate as a common carrier or a 
permit as a contract carrier, to haul his products in interstate 
commerce, both the carrier and the corporation are in violation 
of Part II of the Act. 


“B” says the corporation may lease a truck whose owner 
does not possess a common carrier’s certificate or a contract 
carrier’s permit to haul his products in interstate commerce 
provided the truckman hauls exclusively for the corporation; 
that in this case the truck is considered in the same category 
as if it were actually owned by the corporation who leases it, 


and this type of carrier is exempted from the provisions of 


Part II of the Act under Section 203, paragraph 17 thereof, 
and neither carrier nor corporation are in violation of the Act. 

Any information you can furnish that will tend to clarify 
this matter will be greatly appreciated. 

Answer: Whether or not a lease of equipment is subject 
to the jurisdiction of the Interstate Commerce Commission de- 
pends upon the facts. Fields Extension of Operations, Char- 
lottsville, Va., 21 M. C. C. 788. 


TRAFFIC WORLD 


If the party to whom the equipment is leased has com, 
plete control over the truck and driver and makes all arrange. 
ments for the transportation of the goods, the arrangement jg 
not subject to the jurisdiction of the Interstate Commerce Com. 
mission. Plummer Contract Carrier Application, 8 M. Cc. ¢ 
533, 534; Piccininin Contract Carrier Application, 9 M. C, ¢ 
597; Columbia Terminals Co. Contract Carrier Application, 4g 
M. C. C. 662; Sunset Motor Lines, Inc. Contract Carrier Ap. 
plication, 11 M. C. C. 113, 115; Schreiber Common Carrier 
Application, 26 M. C. C. 723. 

If, however, the owner of the equipment retains direction 
and control over the use of the equipment by the party to 
whose service it is put there is no lease of the equipment by 
the performance of a contract or common carrier service by the 
owner of the equipment for account of the party to whose 
service the equipment is put. Granlich Contract Carrier Appli- 
cation, 4°M. C. C. 617, 618; Gifford Extension of Operations 
14 M. C. C. 67; Dixie Ohio Express Co. Common Carrier Appli- 
cation, 17 M. C. C. 735; Adolph’s Trucking Co., Inc., Common 
Carrier Application, 22 M. C. C. 753, 755. 

If the owner of the equipment leases equipment to another 
party and furnishes a driver but has no control over the uge 
of the equipment or the services of the driver, this is not an 
arrangement subject to the Motor Carrier Act. If, however, 
the owner of the equipment retains control over the equipment 
and the services of the driver, the owner of the equipment js 
engaging in a contract carrier service and for the performance 
of such service he must obtain the proper authority, which js 
a permit. Unless this permit is obtained he is subject to prose. 


cution for maintaining such a service without the proper au. 
thority. : 


Tariff Interpretation—Application of Rule 38 of Consolidated 
Freight Classification 


_ District of Columbia.—Question: Shipments originating in 
Chicago are consigned to New York, N. Y., and move via the 
¥. ¥ Freight Forwarding. The “X” Freight Forwarding pub- 
lishes its own individual Class and Commodity Tariff, and pro- 
vides that the tariff is governed by Consolidated Freight Classi- 
fication No. 16, FF-ICC-O. C. No. 2, and exceptions thereto 
provided in Agent B. T. Jones’ Tariff No. 130-C, FF-ICC No. 8 
from Illinois to New York. 

There is no commodity rate on our material in ‘‘X’s” tariff, 
nor is an exception shown in Jones’ exception tariff. Therefore, 
the “X” carrier refers to the Official Classification to arrive at 
the rating, and then to its tariff for rates. 

Tariff 218-N, ICC 3758, issued by B. T. Jones, from Illinois 
stations to New York, N. Y., (Item 8710, page 243) provides a 
commodity rate on our material. 

The “X” carrier has declined the overcharge claims, cor- 
tending it is not a party to Jones’ Tariff 218-N, participating 
carriers being limited to railroads exclusively. I might state 
at this point that, due to a complaint before the Commission, 
which body ruled a just and reasonable rate, that rate was 
subsequently shown in 218-N and was also provided for in the 
Motor Carrier’s Tariff. 

Rule 38 of Consolidated Freight Classification reads: “Un- 
less otherwise provided in the governing tariffs, if there is an 
effective commodity rate on a given shipment, that rate, and 
not the class rate, must be applied.” Therefore, since a com- 
modity rate is established the “X” carrier cannot use the 
classification which automatically eliminates the exceptions, the 
only available published rate is the rate as shown in 218-N. 

Your opinion will be appreciated. 

Answer: Rule 38 of the Consolidated Freight Classification 
does provide that if there is an effective commodity rate on 4 
given shipment that rate and not the class rate must be applied. 

However, the commodity rate to which Rule 38 has refet- 
ence is one which applies via the carrier over which the class 
rate applies. 

Since the commodity rate which is published in Agent 
Jones’ Tariff 218-N, ICC No. 3758 does not apply via the “X” 
Freight Forwarding and there is no commodity rate on the 
material shipped in the Class and Commodity tariff of the 
“X” Freight Forwarding, the class rate published in that tariff 
must, in our opinion, be applied. 

The cross reference in the “X” Freight Forwarding Class 
and Commodity Tariff to Rule 38 of the Consolidated Freight 
Classification does not authorize the application via the “% 
Freight Forwarding of a commodity rate published in a tariff 
to which that carrier is not a party. 


Rates—Pickup and Delivery Service 


Connecticut.—Question: Your answer to Connecticut, 
page 113 of the January 13 Traffic World, with reference 10 
J. J. Farrel, Agent’s Tariff is entirely correct. Perhaps the 
question we asked was not made clear. 

What we want to do is to get your opinion on these factors. 
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two shipments of 1,000 pounds of soap are delivered to the 
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freight forwarder’s station in the Bronx. The tariff authorizes 
a 5c pickup allowance on the shipment which originated in 
the Bronx. The tariff refuses a 5c pickup allowance on the 
shipment which originated in Manhattan Island. 

Will you express your opinion as to whether or not under 
the Act to Regulate Commerce the freight forwarders can by 
mlés in their tariffs deny to one shipper the 5c allowance and 

t it to the other, notwithstanding the fact that in both 


instances the identical transportation service is performed. 


Answer: Since pickup service on shipments originating in 
New York (Manhattan Island), N. Y. is limited to shippers 
located on premises from which railroad trap or ferry car 
service is directly available, it seems apparent that competi- 
tive conditions determine whether the allowance (which is made 
only to shippers entitled to pickup service, and in lieu thereof), 
shall be made. 

These competitive conditions may be sufficient justifica- 
tion for the making of the allowance to shippers in Manhattan 
located on premises from which railroad trap or ferry car 
service is directly available, while denying this allowance to 
shippers not so located. 

As the Commission has stated that a carrier cannot be 
required against its wishes to furnish personal or store-delivery 
of freight, it must be shown that undue prejudice or prefer- 
ence results from the making of the allowance to certain ship- 
pers and its denial to others. See Pick-up and Delivery in 
Official Territory, 218 I. C. C. 441 (474, 475); Pick-up of Live 
Stock in Illinois, Iowa and Wisconsin, 248 I. C. C. 385 (390-1); 
Automobiles and Chassis to Chicago, Ill., 215 I. C. C. 495 (500); 
27 1. C. C. 223; Empire Carpet Corp. vs. Boston & M. R. R., 
8 1. C. C. 697 (704). 


Damages—Cost of Repairs 


Michigan.—Question: We would appreciate your opinion 
in regard to the following: 

Merchandise damaged in transit was returned to the ship- 
per for reconditioning, which was preformed. The shipper filed 
aclaim with the carrier for labor and other expenses. Included 
the claim is an item of overhead for labor. We find in one 
instance that it is exactly 100% of the labor involved in the 
reconditioning and in another instance, about 120%. 

We would appreciate your opinion as to whether such an 
overhead item is properly included in a reconditioning charge, 
and if so, as 100% seems excessive, whether there are any 
decisions stipulating the maximum amount. 

Answer: Where the result of the shipper’s efforts is to 
restore the goods to their original value or to enhance the 
value of the goods to a figure in excess of their value in the 
damaged condition in which received at destination, after de- 
ducting the cost of reconditioning, the carrier should compen- 
sate the shipper for the reconditioning. 

Overhead expense in a reasonable amount would be part 
of the expense, but the amount thereof would be limited by 
the factor that the value of the reconditioned goods must 
equal or exceed the value of the goods in their damaged con- 
dition to which has been added the cost of the reconditioning. 


Claim—What Constitutes 


Michigan.—Question: One of our members mailed an in- 
vice to a local truck line for damage to a shipment. The 
invoice was dated December 7th, 1943, but no other papers, 
such as the bill of lading, freight bills, etc., were attached to 
the invoice. The carrier did not pay any attention to the request 
for payment and never notified the claimant that sufficient 
papers had not been mailed to it to enable it to properly in- 
vestigate the claim. The carriers’ representative finally called 
at claimant’s office sometime in May, 1944, and requested addi- 
tional papers, which were subsequently furnished. However, 
Imasmuch as the shipment was delivered sometime in July, 
1943, the carrier now takes the attitude that the claim was 
filed after the nine months period, and refuses to honor the 

m., 

Has the carrier a right to decline this claim, just because 
2 a the papers were not mailed to it within the nine month 

riod ? 

Inasmuch as the invoice was mailed to the carrier for the 
tamage within the time limit, was that sufficient notice of 
intent to file claim” ? 

Answer: Section 2, paragraph (b) of the Uniform Bill of 

ding Contract Terms and Conditions requires the filing of a 
daim within a specified period of time. 

As regards the sufficiency of a claim for loss of, injury to, 
Property shipped, the stipulation requiring such claim is given 
afeasonable construction. No particular form of claim is nec- 
‘sary. Neither formality nor technical exactness is necessary, 
and a pehatantial compliance with the stipulation is all that is 
Tequired. 
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There must, however, be at least a substantial complaince 
with the requirement that a claim be filed. It must possess 
the characteristics of a claim; that is to say, it must amount 
to a demand for compensation. 


Prior to April 23, 1930, paragraph 11 of Section 20 of 
the interstate commerce act permitted, and the uniform bill 
of lading provided for the giving of a notice and the filing 
of a claim, within specified periods of time. Since that date 
the bill of lading has required the filing of a claim. 


Liability of Carrier for Concealed Loss or Damage 


Kentucky.—Question: LCL shipments of iron or steel pipe 
fittings are being shipped in bundles in excess of 15 pounds 
per bundle. The number of bundles and the exact number 
of pieces are shown on the bill of lading. 


If the consignee receives the required number of bundles 
but checks short a number of pieces, is the carrier liable for 
the shortage? 


Answer: Claims for concealed loss or damage are as valid 
as any other claim; the only difference is that in case of con- 
cealed loss or damage it is more difficult to establish the 
proof necessary to prosecute the claim. In order to recover 
the value of goods lost or damaged under circumstances which 
bring the case within the category of a concealed loss or dam- 
age, the plaimtiff must prove by a preponderance of evidence 
that the loss or damage occurred while the goods were in 
the carrier’s possession. 


If the shipper sustains the burden of proof resting upon 
him of showing delivery to the carrier at point of origin and 
non-delivery at destination, recovery may be had unless the 
carrier can show that the loss resulted from a cause for the 
consequences of which it was not liable. 


Tax on Transportation 


Florida.—Question: Our question is in regard to the va- 
lidity of assessment and collection of War Tax on carload ship- 
ments of fresh produce to government agencies. 


The carrier with whom our overcharge claims were filed 
declined payment, stating as follows: “On shipments moving 
prior to Dec. ist, 1943, where charges were paid by others 
than the U. S. Government, such shipments were subject to 
‘the tax.” 


The shipments in question were made during the months 
of October and November, 1942, all consigned to various Quar- 
termaster Market Centers and all sold on a delivered basis, the 
freight charges being prepared. We recall that after a certain 
date, the carrier’s agent received instructions not to assess or 
collect further War Tax on such shipments, but no mention 
— made as to refunds on those that had been previously 
paid. 

Will you please advise, giving us reference to any Inter- 
state Commerce Commission of other Government order, au- 
thorizing the discontinuance of the War Tax on such ship- 
ments, and let us know if any specific date was given that 
such order would be effective, or was it retroactive? 

Answer: Section 3475 (b) of the Internal Revenue Act, 
effective December 1, 1942, provided: 


The tax imposed under this section shall not apply to amounts 
paid by or to the United States or any agency or instrumentality of 
the United States for the transportation of property. 


Public Law 180, 78th Congress, effective November 4, 1943, 
changed the exemption provisions of Section 3475 (b) of the 
Internal Revenue Code so that the exemption applied “to 
amounts paid for the transportation to or from the Govern- 
ment of the United States,” etc. There was no reference in 
this amendment to the question of who paid the charges. 


Section 307 (a) (9) of the Revenue Act of 1943, effective 
with amounts paid on and after June 1, 1944, changed the 
provisions of Section 3475 (b) of the Internal Revenue Code by 
dropping reference to transportation of property for the gov- 
ernment of the United States and retaining the exemption only 
as to transportation to and from the government of a state, etc. 
However, by authorization dated April 29, 1944, the Secretary 
of the Treasury authorized exemption from the transportation 
property tax as to any payment for transportation of property 
to or from the government of the United States shipped on a 
United States government bill of lading. 

Since December 1, 1943, the exemption had depended on 
whether or not the government of the United States, or a 
state, territory, etc., was the shipper or receiver of the freight 
regardless of who paid the charges. Prior to that date the 
tax was collectible unless the transportation charges were paid 
by the United States or any agency or instrumentality of the 
United States. 








Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. Tue Trarric WorLp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
gers and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade 
quately and promptly mformed.—Hditor THe Trarriy Word, 





E. G. Plowman, vice-president in charge of traffic, United 
States Steel Corporation, Pittsburgh, Pa., will speak on “Main- 
taining Transportation Efficiency” at a luncheon of the Traffic 
Club of Chicago at the Palmer House February 19. The lunch- 
eon is under the direction of the club’s public affairs commit- 
tee, John S. Burchmore, attorney, chairman. Five five-man 
teams of the club’s bowling league will engage in bowling 
against a similar delegation of the bowling league of the Junior 
Traffic Club of Chicago February 24. The winning club will 
take possession of a trophy provided by the Junior Club. 





The Traffic Club of Lehigh Valley will hold a dinner meet- 
ing at the Hotel Bethlehem, Bethlehem, Pa., February 19, at 
which Dr. Michail M. Dorizas, professor of geography, Whatron 
School, University of Pennsylvania, will speak on “The World 
in Action.” A nominating committee will be elected. It will 
report at the March meeting. Elections will take place at the 
April meeting. 





Ralph M. Hall, new president of the 
Transportation Club of Decatur, IIl., is 
division traffic manager for the Archer- 
Daniels-Midland Company in that city. 
He was born and reared in Missouri 
and served with the United States 
Marines, in the first world war, in 
France and Germany. His first con- 
nection with the Archer-Daniels-Mid- 
land Company was at St. Joseph, Mo. 
In 1939, he was transferred to that 
company’s new soybean plant at De- 
catur as division traffic manager. He 
joined the Transportation Club of De- 
catur in the same year and served it 
in various offices, from assistant secre- 
tary to the first vice-presidency, before 
his election to the presidency. 








The Omaha Traffic Club will observe its twentieth anni- 
versary with a dinner at the Hotel Fontenelle February 15. 
Francis P. Mathews, who has just returned from an air tour 
of the liberated areas and the battlefields of Europe, will speak 
on “Places, Personages, People and Politics.” J. J. Hartnett is 
chairman of the committee in charge. 





The Transportation Club of the Rochester, N. Y., Chamber 
of Commerce has cancelled its installation dinner, set for Feb- 
ag 12, because of the fuel and transportation emergency in 

e area. 





The Traffic Club of Minneapolis observed boy scout day 
at a luncheon meeting at the Hotel Nicollet February 8. The 
club-sponsored scout troop from the Washington School per- 
formed and Judge D. E. LaBelle spoke briefly. The club’s boy 
scout committee, Howard A. Shultz, chairman, was in charge. 
J. George Mann, traffic manager, Northrup King and Company, 
spoke on “The Industrial Traffic Manager” at an educational 
meeting of the club the evening of February 7. The club will 
hold its annual griddle cake dinner February 24. 





The Transportation Club of Peoria, Ill., will hold its an- 
nual meeting and election at the Jefferson Hotel February 15. 
Candidates presented by the nominating committee include: 
For president, C. E. Ellinger, Illinois Central System; first 
vice-president, H. E. Weinberger, traffic manager, Altorfer 
Brothers Company; second vice-president, E. T. Willson, divi- 
sion freight. agent, Chicago, Rock Island and Pacific; secretary- 
treasurer, J. L. Barnewolt, assistant agent, Peoria Joint Freight 
Agency; directors, E. A. Danner, R. E. Garman, G. H. Miller, 
R. J. Rhodes, E. P. McCullough and R. L. Crusen. 





_ F. A. Doebber, president, Associated Traffic Clubs of Amer- 
ica, will speak on the program of the association at a meeting 
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of the Women’s Traffic Club of Greater New York at the Pay 
Central Hotel February 13. The meeting is under the auspicg 
of the educational committee, Edna F. Mead, chairman. 





_ The Transportation Club of Springfield, Ill., will hold, 
dinner meeting at the Abraham Lincoln Hotel February 14 q 
which John P. Snigg, attorney, will speak on “The Heritage g 
Washington.” S. C. Clayton, general agent, Railway Exprey 
Agency, is chairman of the committee in charge. Notices state 
that attendance is desired only from those out-of-town mem. 
bers of the club who happen to be in Springfield on businey 
on the day of the meeting. 





J. F. Sturdivant has been chosen president of the newly 
organized Greater Miami, Fla., Traffic Club. He is president ¢ 
ad Baker-Sturdivant, Inc., wholesale fog; 
brokers, and chairman of the transpop. 
tation committee of the Miami Cham. 
ber of Commerce. The club was gp. 
ganized at a meeting January 25, g 
which 60 industrial and carrier traffic 
men were present. It will hold meg. 
ings monthly, on the last Thursday of 
the month, the next meeting bei 
scheduled for February 22. Other off. 
cers of the new club include: Viee. 
president, J. C. Gentile, secretary. 
treasurer, Royal Palm Dairies, Ine; 
secretary-treasurer, R. Kennard Johp. 
son, executive director, Miami Chamber 
of Commerce; members of the board of 
directors, Charles E. Albury, Albury 
and Company; Frank A. Danahy, traf. 
fic manager, Burdine’s, Inc.; H. M 
Killingsworth, General Electric Company; L. E. Natt, Natt’ 
Bakery; F. G. Roberts, assistant freight traffic manager, Sez- 
board Air Line Railway; H. L. Stevens, traffic manager, Con- 
solidated Vultee Aircraft Corporation; H. A. Sweat, Miami 
manager, Florida Motor Lines. The club plans to establish 4 
forum for the discussion of local and national transportation 
problems. 








The Traffic Club of St. Louis will hold a dinner dance ani 
card party at the Hotel Jefferson February 12. 





J. Melville Broughton, ex-governor of North Carolina, will 
be the speaker at a dinner meeting of the Charlotte Traffic 
and Transportation Club at the Hotel Charlotte February 1i. 
There will be entertainment. Hugh R. Brown is chairman of 
the committee on arrangements. 





The York, Pa., Traffic Club held a dinner meeting at the 
Yorktowne Hotel February 8, with Col. Ralph C. Kenney, U.S§. 
Army, transportation officer, Middletown, Pa., air service com- 
mand, speaking on “Transportation Problems at an Army Ai 
Depot.” The board of directors of the club have elected D, M 
— American Chain and Cable Company, secretary of the 
club. 





Charles Kenneth Umbarger, new 
president of the Wichita, Kan., Traffic 
Club, was born at Laredo, Mo., but 
moved, as a small child, to Wichila, 
where he was reared and educated. He 
has been with the Coleman Lamp Com 
pany of that city since 1920. His pres 
ent position as traffic manager for that 
company dates back to 1930. He has 
been an active member of the Wichita 
Traffic Club for a number of years and 
served it as a member of its board d 
directors and as vice-president before 
his recent election to the presidency. 








H. J. Townsend, chief of transportation and performanet, 
Civil Aeronautics Administration, spoke on “Functions of 
C. A. A.” at a luncheon meeting of the Fort Worth Traffic Club 
at the Blackstone Hotel February 5. W. G. Wilson, chairmat 
of the program committee, was in charge. The club will hold 
a valentine party at the Blackstone Hotel February 19. There 
will be dinner, dancing and a floor show. 





Walter P. Hedden, director of port development, Port of 
New York Authority, will be the speaker at a meeting of 
Raritan Traffic Club at the Roger Smith Hotel, New Brul* 


Febru: 


wick, | 
Manv1. 
directc 
by ma 
cation 


ing off 
presid 
H. H. 

memb 
C.E. | 


of Tal 








Penns 








tablish a 
portation 


lance and 


lina, will 
‘e Traffic 
ruary 1). 
iirman of 


ng at the 
ney, U.S. 
vice Com 
Army Ait 
ted D. M 
ry of the 


yer, new 
n., Trafic 
Mo., but 
] Wichita, 
cated, He 
amp Com 
His pres 
r for that 
). He has 
e Wichita 
years and 
; board of 
ant before 
sidency. 


formance, 
ns of the 
affic Club 
chairmal 
will hold 
19, There 





, Port of 
ng of the 
Bruns 


















February 10, 1945 


wick, N. J.. February 13. The barber shop quartet of the Johns- 
Manville Corporation, will entertain. Members of the board of 
directors of the Associated Traffic Clubs of America are voting 
by mail on the club’s application for membership in the asso- 
ciation. 


The Traffic Club of Hamilton, Ont., has elected the follow- 
ing officers: Honorary president, G. C. Martin; immedate past 
president, J. B. Dolphin; president, F. T. Parker; vice-president, 
H. H. Leather; secretary, A. M. Johns; treasurer, A. McVittie; 
members of the executive committee, E. C. James, J. Inglis, 
C. E. Little, K. C. Walker, W. H. Snazel and R. W. Munro. 








William A. Stebbins, Jr., new president of the Traffic Club 
of Tampa, Fla., is chief expediter in charge of traffic for the 
Tampa Shipbuilding Company. He was 
born at Manatee, Fla., and began his 
work in transportation with the Sea- 
board Railway in 1920, working up to 
the position of chief rate clerk in the 
Tampa agency at the time he resigned 
to become traffic manager for Booker 
and Company. In 1927 he was ap- 
pointed rate clerk in the office of the 
assistant general freight agent of the 
Atlantic Coast Line Railroad at Tampa. 
He became chief clerk to the general 
agent in 1929, and, a year later, was 
promoted to traveling freight agent. In 
that capacity, he served at Tampa, 
Palmetto and Jacksonville. In 1941, he 
resigned to take the position he now 
holds. At that time, the Tampa Ship- 
building company employed 1600. At 
present, its roll on employes, engaged 
in building ships for the U. S. Navy, numbers 16,000. 





The Traffic Club of New Orleans planned a valentine dance 
for the evening of February 10 at the New Orleans Athletic 
Club, with Fred Barnes, chairman of the entertainment com- 
mittee, and Dave McCullough, chairman of the dance commit- 
tee in charge. Winners of prizes in the club’s 1944 fishing tour- 
nament were: H. L. Michaelis, J. C. Moulin, A. B. Bowers, L. J. 
Karter, M. J. Bertin, R. J. Pigeon, H. J. Bernard, P. E. Golden, 
J. W. Elizardi, D. W. Calcotte, M. C. Sherwood, Alan DuQues- 
nay, Sam Tomberella, W. D. Chambers, G. A. Johnson, S. H. 
Lockner, J. J. Ray, R. J. McGinity, H. A. Carrier, W. H. Wynne, 
A. W. Maillet. The club’s 1945 fishing tournament got under 
way January 1. 





C. E. Alwes, newly elected president of the Indianapolis 
Traffic Club, was’ born at Seymour, 
Ind., and educated in the schools of 
Indianapolis. He worked as an ac- 
countant for about four years before 
the first world war. In that war, he 
served in the infantry. In December, 
1918, he went to work as a clerk in the 
manager’s office of the Lake Erie and 
Western Railroad, now part of the 
Nickel Plate Road. He worked later as 
supervisory clerk and in the chief en- 
gineer’s office, until 1924, when he re- 
signed to take the position of chief 
clerk in the traffic department of the 
Wabash Railroad at Indianapolis. In 
1929 he was made traveling freight 
agent, and in 1940 was promoted to be 
general agent, freight department, at 
Indianapolis, the position he now holds. 
. In addition to his activity in the In- 
dianapolis Traffic Club, he holds memberships in traffic clubs 
at Andérson, Evansville, Kokomo, Muncie and Terre Haute, Ind. 





Speaker at the aviation night meeting of the Pacific Traffic 
lation of San Francisco at the Bellevue Hotel February 
¥ Under the chairmanship of Dall De Weese, American Air 
, will be Major D. W. Ledbetter, U. S. Army, operations 
r, Pacific Wing, Army transport command, on “Postwar 
Industrial Air Operations.” Aviation motion pictures will be 


The Berkshire County Traffic Association will hold a din- 
ner meeting at Ferris Restaurant, Pontoosuc Lake, Pittsfield, 
. February 14. There will be an illustrated talk on the 
Yukon by Miles Hapgood. The entertainment committee, W. R. 
€, chairman, is in charge. 





Willard K. Clarkson, special agent in charge of education, 
Pennsylvania Railroad, will be the speaker at a dinner meeting 
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of the Women’s Traffic Club of Philadelphia at the Women’s 
City Club February 13. Marian K. Hansen, president of the 
club, will preside. 


— 





Because of the need for conserving transportation facilities, 
the board of governors has cancelled the installation dinner of 
the Cincinnati Traffic Club planned for February 13. 





Motor carriers of Decatur, Ill., will present a program at 
a dinner meeting of the Transportation Club of Decatur at the 
St. Nicholas Hotel, February 13. 





The Bridgeport, Conn., Traffic Association will hold a 
meeting at the Stratfield Hotel February 19. Thomas R. Wilson, 
chief, British Empire unit, Bureau of Foreign and Domestic 
Commerce, Department of Commerce, Washington, D. C., will 
speak on ‘Trade Relations with the British Empire.’”’ Members 
of the Bridgeport Export Club have been invited to attend. 





The Traffic Club of Erie, Pa., has elected the following 
officers: President, L. J. Mayer, manager, Universal Carloading 
and Distributing Company; vice-president, Paul DeSante, traf- 
fic manager, Jarecki Manufacturing Company; treasurer, W. F. 
Miesel, traffic manager, Bucyrus Erie Company; secretary, 
M. W. Ejismann, traffic manager, Manufacturers’ Association 
of Erie. Mr. Eismann has served the club as secretary for 
32 years. The board of governors of the club has decided, be- 
cause of. travel restrictions, that its usual annual dinner will 
not be held this year. 





William A. Trauth is the new president of the Traffic Club 
of New Orleans. He was born in Chicago. He entered the 
steamship business in 1921, in the traf- 
fic department of the New Orleans- 
South American Steamship Company, 
In 1927 he was appointed assistant 
traffic manager in charge of the St. 
Louis office of that company. Two 
years later, he returned to New Or- 
leans as traffic manager in charge of 
solicitation. In 1931 he was made as- 
sistant traffic manager for the Grace 
Line at New York. He left that line 
in 1934 to become western traffic man- 
ager, in charge of midwestern freight 
and traffic solicitation, for the Alcoa 
Steamship Company at Chicago. In 
1937 he was appointed traffic manager 
for Alcoa at New Orleans, the posi- 
tion he now holds. He is national vice- 
president for the west gulf coast re- 
gion of the Propeller Club of the United States and is a past- 
president of the club’s Port of New Orleans. He is also a 
member of the executive committee of International «House, 
New Orleans; a director of the New Orleans Association of 
Commerce, vice-president of the Seamen’s Town House, and 
a director of the United Seamen’s Service. 








Professor John S. Worley, department of civil engineering, 
University of Michigan, will speak on “Integration” at a meet- 
ing of the traffic forum of the Motor City Traffic Club of 
Detroit at the Hotel Detroit-Leland February 12. Grant Arnold, 
assistant manager of the transportation bureau, Detroit Board 
of Commerce, will be guest chairman of the meeting. R. M. 
Corwin, LeCrone Benedict Ways, Inc., is chairman of the 
forum committee. 





Arthur H. Gosselin, chairman of the Connecticut state port 
authority study commission, and chairman of the harbor de- 
velopment committee of the New Haven Chamber of Commerce, 
will speak on ‘““New Haven Harbor” at a dinner meeting of the 
Traffic Club of the New Haven Chamber of Commerce at the 
Hotel Taft February 12. 





The Women’s Traffic Club of the New Haven Chamber of 
Commerce will hold a valentine dinner meeting at the Hotel 
Taft February 13. T. D. Slattery, general traffic manager, 
Associated British and Irish Railways, Inc., will speak on “The 
Wartime Traffic Work Women are Doing in Great Britain and 
the Evacuation of London.” Motion pictures, ‘Bundles for 

. Britain,” will be shown. 

The Calumet Transportation Association will hold a motor 
night meeting at the Evergreen Country Club, Chicago, Feb- 
ruary 21. The motor carrier group of the association, Bud 
McLaughlin, Welsh Brothers, chairman, is in charge. 





The Traffic Club of New England will hold a dinner meet- 
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ing at the Copley-Plaza Hotel February 15. Bill Cunningham, 
radio commentator, will speak on “Let’s Go, America.” There 
will be entertainment. The entertaifiment committee, Albert 
F. Ruby, chairman, is in charge. 


The Junior Traffic Club of Denver will hold a dinner meet- 
ing at the Albany Hotel February 21. Army signal corps and 
other motion pictures will be shown through the courtesy of 
the publicity department of the Denver and Rio Grand Western 
Railroad. 


Clyde Paust, attorney, speech instructor for the American 
Institute of Banking and the Postmasters’ Club, will speak 
on “Dealing with People” at a dinner meeting of the Woman’s 
Traffic Club of Milwaukee at the Schroeder Hotel February 12. 


Fiber Containers 


A five per cent cut in the use of new fiber shipping con- 
tainers for non-military purposes has been ordered by the War 
Production Board through amendment of Limitation Order 
L-317 (Fiber Shipping Containers; Manufacture and Use). The 
amendment limits the quarterly use of such containers to a 
number that will require only 95 per cent of the total container- 
board (by both weight and area) in the containers lawfully 
used by a packer in the corresponding quarter of 1944. 

“Sharply increased activity in the various war theaters 
creates an even heavier demand on cartons for military sup- 
plies, and this need can be met only by greater conservation 
at home,” W. P. B. officials said, adding that containerboard 
requirements for V-boxes had increased almost 50 per cent 
since the first quarter of 1944. 

Continuing, the W. P. B. said: 


The amendment to Order L-317 is effective as of January 1, 1945. 
W. P. B. announced that ali grants of appeals under Order L-317 are 
expressly cancelled by the amendment. 

Under the amendment, the vast variety of Schedule III products 
(running from food to curtain rods) lose their separate carton quotas, 
as previously established in relation to a base period, and come under 
a blanket provision that limits a packer to a calendar quarter usage 
of 95 per cent of the container-board content (in terms of both weight 
and square feet) legally used by him in the corresponding calendar 
quarter of 1944, or to 23% per cent of the total 1944 use. The amended 
order now provides that any unused portion of a quarterly quota may 
not be added to the next quarter’s quota, and borrowing from one quar- 
ter to another is prohibited. 

Shipping containers used for military purposes in 1944 must be 
excluded from the base upon which the packing quotas are computed; 
formerly such containers could be included. However, containers to be 
used for military purposes in 1945 are not chargeable to the packer’s 
quota. 

“Reshippers’”’ are to be counted as ‘‘new’’ containers and must be 
included in the packer’s 1944 base usage. They are chargeable to the 
packer’s 1945 quota. Bona fide used cartons, however, remain outside 
the provisions of Order L-317. A ‘“‘reshipper’’ is defined as any new 
container, made in whole or in part from solid or corrugated fiber, 
that contains empty inner containers (such as glass jars, cans, etc.) 
received by the packer, and which is then used by him for shipping 
inner containers packed by him with some product. 

Some products that appear on Schedule III of the order for the first 
time include: small agricultural equipment, anti-freeze liquids, com- 
mercial fishing equipment, office machinery, lubricating oils and grease. 

Carton specifications for meats and other packing-house products 
listed under Schedule IV are essentially the same as those previously 
established, but the former option of using 85 per cent of 1943 carton 
usage is revoked. 

W. P. B. officials said that full compliance with the revised L-317 is 
necessary if more drastic controls are to be avoided. Enforcement will 
be strict, they said. 

W. P. B. emphasized that today, more than ever before, conserva- 
tion of containers is still an urgent matter and reuse of cartons is 
essential. 


NIAGARA TRAFFIC LEAGUE 


The Niagara Frontier Industrial Traffic League will install 
the following new officers at a meeting February 12: President, 
Karl S. Wright, traffic manager, Carborundum Company, 
Niagara Falls, N. Y.; first vice-president, Henry L. Schneider, 
traffic manager, J. H. Williams and Company; second vice- 
president, Warner L. Bullock, traffic manager, William Hen- 
gerer and Company; treasurer, Herbert F. Gareis, manager, 
Knowlton Warehouse Company; general secretary, John W. 
LeRoy, traffic manager, Houde Engineering Company. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Digest of New Complaints 





No. 29251, Elkhorn Sand Co., Inc., Louisa, Ky., vs. C. & O. et al, 

Rates on sand, carloads, from Kise, Ky., to points in West yj. 
ginia, Virginia, Tennessee, and Kentucky, in violation of sections 
1, 2, and 3. Asks cease and desist order, rates, and elimination ¢ 
joint line haul charge or additional freight charge for movements 
over two or more railroads. (H. E. Riddleberger, president, Ry. 
horn Sand Co., P. O. Box 337, Louisa, Ky.) 

No. 29252, William Schulderberge-T. J. Kurdle Co., Baltimore, Md,, 
L. & N. et al. . 

Alleges bedding charges on shipments of cattle, hogs, and othe 
live stock, purchased by complainant and shipped to it in 1940, 194 
1942, and 1943, from Kentucky, Tennessee and North Carolina, ¢op, 
signed to Baltimore, in violation of section 1. Asks reparation, with 
interest. (George E. Morcroft, 212 Fruit Exchange Bldg., Pitts 
burgh, Pa.) 

No. 29253, A. D. Radinsky, Denver, Colo., vs. Denver & Rio Grané 
Western et al. 

Rate sought to be collected on one carload of rags, from Denver 
Colo., consigned to American Wiping Materials Co., San Francisco 
Calif., on or about February 26, 1943, in violation of sections 1 anj 
3. Asks cease and desist order, rates, and reparation for any portion 
of rate demanded that may be paid prior to termination of the 
proceeding. (A. L. Vogl, 806 Patterson Bldg., Denver, Colo.) 

No. 29254, National Cooperage & Woodenware Co., Peoria, IIL, y 
Alton et al. 

Alleges rates on wooden headings and staves in carloads from 
points in Arkansas, Louisiana, and Missouri, to Peoria, and on tight 
wooden barrels in carloads from Peoria to certain Iowa destinations 
in violation of sections 1, 3, and 13. Asks cease and desist order 
and rates. (Robert L. Hafer, 307 Alliance Life Bldg., Peoria 2, Ill) 

No.29255, Peninsular Lurton Co., Pensacola, Fla., vs. L. & N. etal. — 

Alleges rate on one carload of bananas originating ex-steamer at 
Miami, Fla., received at Pensacola, Fla., October 30, 1943, moving 
to Montgomery, Ala., and beyond, in violation of sections 1, 2, 3 
and 6. Asks rates no higher than contemporaneously in effect to 
Mobile, Ala., be prescribed to Pensacola, and reparation of $133.57, 
(David Knapp, Jr., P. O. Box 17, Mobile 1, Ala.) 

MC C-469, Delcher Brothers Storage Co., Inc., Jacksonville, Fla. (MC 


43670), vs. Neptune Storage Van Co., Inc., New Rochelle, N., Y, 
(MC 31024). 


Alleges transportation of household goods into and out of Florida 
with authority, without participation in applicable tariffs, without 
insurance for protection of public, under claimed status as agent 
of Allied Van Lines, Inc., in violation of sections 206, 215, 217, 2 
and 222. Asks hearing and investigation, cease and desist order, 
and institution of criminal proceedings by law enforcement division 
of Bureau of Motor Carriers, (Leo P. Kitchen and Dan R. Schwartz, 
302 Atlantic National Bank Bldg., Jacksonville, Fla.) 


RAIL PASSENGER STATISTICS 


Revenue of Class I railroads, exclusive of switching and 
terminal companies, from passenger traffic other than con- 
mutation in October, 1944, totaled $86,302,643 from passengers 
in coaches and $55,199,589 from passengers in parlor and 
sleeping cars, representing a decrease of 1.6 per cent in coach 
traffic income as compared with the revenue total of $87,712,467 
for October, 1943, and an increase of 5.2 per cent in parlor 
and sleeping car traffic income as compared with the revenue 
total of $52,489,800 for October, 1943, according to a compila- 
tion (statement M-250) made by the Commission’s Bureau of 
Transport Economics and Statistics. 

For the ten months ended with October, 1944, the revenue 
from passengers in coaches totaled $905,552,679 as against 
$823,866,120 for the first ten months of 1943, an increase of 
9.9 per cent, while the revenue from parlor and sleeping caf 
traffic totaled $550,402,723 as against $488,193,555, an increase 
of 12.7 per cent over the total for the first ten months of 194. 

Revenue passengers carried in October, 1944, totaled 42; 
765,669 in coaches and 5,571,110 in parlor and sleeping cat’, 
compared with corresponding totals of 43,083,351 and 5,102,456 
for October, 1943. For the ten months ended with October, 
1944, the number of revenue passengers carried in coaches 
was 443,252,063 and, in parlor and sleeping cars, 55,109,064, 
representing increases of 3.4 and 13.4 per cent, respectivel 
over the corresponding totals for the first ten months of 1% 
428,868,772 and 48,605,476. 


NEW N. A. R. U. C. PRESIDENT 


John D. Biggs, chairman of the Illinois Commerce Com 
mission, has succeeded George C. McConnaughey as presidef 
of the National Association of Railroad and Utilities Commis 
sioners. Mr. McConnaughey retired as president of the associa 
tion because his term as a member of the Ohio public utilite 
commission expired February 1. Duane T. Swanson, of th 
Nebraska commission, has become first vice-president 
chairman of the executive committee of the association as 
result of the retirement of Mr. McConnaughey. 
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, mont The vast arid lands of the West are among the new frontiers of Amer- 
“effect te ica. All that is needed to transform these desert spaces into areas of 
— productiveness and prosperity is water. The Federal Bureau of Recla- 
a mation has post-war plans involving the expenditure of millions of dol- 
owl lars on western irrigation projects. 

$s, without 

: Sa It is estimated that this will result in irrigation of some 6,500,000 new 
st onde, acres ... supplying water for over 10,000,000 acres now getting in- 
Schwarts, sufficient moisture ... opening up approximately 135,000 new farms. 

These projects spell new opportunities for at least 2,500,000 people. 

hing a The benefits of these projects to the nation’s post-war progress will be 
assem far reaching. Value of materials needed for homes, stores, factories 
ror at . .. farm machinery and equipment will be enormous. Its aid to the 
37712 46 country’s employment problem can be readily visualized. 

in parlor 
” coma But there is the problem of marketing. No, not a problem if we stead- 
Bureau of fastly adhere to our task of maintaining adequate shipping to carry 
e revenue our over-abundant supply of goods to ready markets in other lands 
s against and bring to our shores products of other nations. Our company and 
a other members of the new American Merchant Marine will supply the 
n increase transportation service ... providing the vital outlet for these new farm 
so crops together with other products of America. 
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Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THB TraFFIc WorLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


February 12—Indianapolis, Ind.—State Com.—Examiner Peterson: 
MC-C 438—Baltimore & Pittsburgh Motor Express Co. et al. vs. 
Schreiber Trucking Co. 
February 12—Los Angeles, Calif.—Fed Bldg.—Examiner Higgins: 
MC-F 2689—Lyon Van & Storage Co., control, Lyon Van & Storage 
Co. et al. 
February 12—Washington, D. C.—Examiner Molster: 
Finance 14760—Application of Md. Pac., debtor, to construct and 
operate a line of railroad in Ouachita. 
February 13—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 305: 
MC 59673, Sub. 10—H. R. Ritter Trucking Co., Inc., Belleville, N. J., 
permit to extend operations. 
February 13—Denver, Colo.—Cosmopolitan Hotel—Examiner Way: 
29180—Ringsby Truck Lines, Inc., vs. A. T. & S. F. et al. 
February 13—Evansville, ind.—U. S. Ct.—Jt. Bd. 21: 
MC 105426—R. T. Dawson, Princeton, Ind., certificate. 
MC 105166—Victory Lines, Princeton, Ind., appl. 


February 13—Knoxville, Tenn.—U. S. Ct.—Examiner Yardley: 
MC 102541, Sub. 1—Newman and Pemberton, Clinton, Tenn. 
February 13—La Crosse, Wis.—U. S. Ct.—Jt. Bd. 142: 
MC 104764, Sub. 1—Riverview Bus Service, LaCrosse, Wis., certifi- 
cate to extend operations. 
February 13—Los Angeles, Calif.—Fed. Bldg.—Examiner Higgins: 
MC-F 2724—Pacific Freight Lines, purchase, R. Garden, 
February 13—Salt Lake City, Utah—State Comm.—Examiner Linn: 
MC 29791, Sub. 5—Shipman Bros. Transfer Co., Twin Falls, Idaho. 


February 13—Sioux City, la.—Warrior Hotel—Jt. Bds. 182 and 93: 
MC 94714, Sub. 3—Jones Transfer, Spencer, Ia., certificate to extend 
operations. 


MC 105395, Sub. 1—Norfolk Express, 
extend operations. 


February 14—Bristol, Tenn.-Va.—Hotel General Shelby—Jt. Bd. 279: 
MC 104057, Sub. 7—Craft Transport Co., Gate City, Va., certificate. 
MC 103529, Sub. 15—Lemmon Transport Co., Marion, Va., certificate 

to extend operations. 


February 14—Brooklyn, N. Y.—Hotel St. George—Examiner Fuller: 
28437—Seatrain Lines, Inc., vs. A., C. & Y. et al. 

February 14—Brooklyn, N. Y.—Hotel St. George—Examiner Bradford: 
MC 84479, Sub. 3—E. Haselman, Oradell, N. J., permit to extend 

operations. 

MC 51369, Sub. 2—J. T. Goodliffe, Marmaroneck, N. Y. 

February 14—Evansville, Ind.—U. S. Ct.—Jt. Bd. 21: 
MC 105433—H. Groff, Mt. Carmel, Ill., certificate. 


February 14—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 142: 
MC 105464—Albert Johnson Service, Minneapolis, Minn., certificate. 
February 14—Missoula, Mont.—U. S. Ct.—Jt. Bd. 82: 


MC 42487, Sub. 117—Consolidated Freightways, Inc., Portland, Ore., 
certificate to extend operations. 


February 14—Pocatello, Idaho—U. S. Ct.—Examiner Linn: 
1, & S. M-2460—Paul M. Paulsen, ore and machinery in Idaho. 


February 14-——-Sioux City, la.—Warrior Hotel—Jt. Bd. 185: 
MC 105359—D. Roosendaal, Crofton, Neb., certificate. 


February 14—Washington, D. C.—Argument: 
29097—-Semet-Solvay Co. vs. C. & O. 
29097, Sub. 1—Consolidation Coal Co. vs. C. & O. 
February 15—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 
MC 20314—John J. Casale, Inc., New York, N. Y. 
February 15—Chicago, I!1.—Hotel Sherman—Jt. Bd. 149: 
MC-C 444—Dohrn Transfer Co. vs. Burlington-Chicago Cartage. 
February 15—Chicago, IIl.—Hotel Sherman—Jt. Bd. 160: 
MC 88220, Sub. 6—F. M. Meneely, Brazil, Ind., to extend operations. 
February 15—Dallas, Tex.—Baker Hotel—Jt. Bd. 32: 
MC 1968, Sub. 29—D. C. Hall Motor Transportation, Fort Worth, 
Tex., certificate to extend operations. 
February 15—Minneapolis, Minn.—Hotel Nicollet-—Examiner Hanrahan: 
1. & S. M-2479—Powdered buttermilk, Wisconsin points to Twin Cities. 
February 15—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 142: 
MC 105159, Sub. 1-—A. S. Lawrence, Red Wing, Minn., certificate. 
February 15—Sioux Falls, S. D.—U. S. Ct.—Jt. Bds. 147 and 148: 
MC 105048—T. J. Hurney, Elkton, S. D. 
MC 105416—C. Christensen, Irene, S. D., certificate. 
February 15—Washington, D. C.—Argument: 
W-115—Chotin and Pharr, Inc., contract carrier appl. 
W-738—Wathen & Co., contract carrier appl. 
February 15—Winston-Salem, N. C.—Fed. Bldg.—Examiner Driscoll: 
MC 81186, Sub. 3—B & B Transfer Co., Winston-Salem, N. C., cer- 
tificate to extend operations. 


February 16—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 
MC 17778, Sub. 6—B. & E. Transportation Co., Inc., Secaucus, N. J. 


Sioux City, Ia., certificate to 
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February 16—Brooklyn, N. Y.—Hotel St. George—Examiner Riegner. 
MC 75651, Sub. 8—R. C. Motor Lines, Inc., Jacksonville, Fla, 
February 16—Chicago, IIl.—Hotel Sherman—Jt. Bd. 53: 
MC 105390—Kaney Transport, Freeport, Ill., permit. 
February 16—Kansas City, Mo.—Hotel President—Examiner Way: 
29215—J. A. Folger & Co. vs. A. B. & C. et al. 
February 16—Minneapolis, Minn.—Hotel Nicollet-—Examiner Hanrahap. 
MC 66924, Sub. 2—Woodland Transfer & Warehouse Co., Minne 
olis, Minn., certificate to extend operations. 
February 16—Sioux Falls, S. D.—U. S. Ct.—Examiner Harrison: 
MC 105282—Stewart’s Transfer, Huron, S. D., certificate. 
February 16—Washington, D. C.—Argument: 
W-414—Ohio River Co., contract carrier appl. 


February 16—Winston-Salem, N. C.—Fed. Bldg.—Jt. Bd. 7: 
MC 104282, Sub. 1—J. R. Yarbrough, Winston-Salem, N. C., certig. 
cate. 
February 17—Chicago, II1.—Hotel Sherman—Examiner Peterson: 
MC 4405, Sub. 126—Dealer’s Transport Co., Chicago, IIl., certificay 
to extend operations. 


February 17—Dallas, Tex.—Baker Hotel—Examiner Higgins: 
MC-F 2679—L. F. and F. D. Miller, purchase, Plunkett Motor Line, 
MC-F 2680—L. F. and F. D. Miller, lease, Dalby Motor Freight Lines, 
February 17—Greensboro, N. C.—U. S. Ct.—Examiner Driscoll: 
MC 41255, Sub. 6—Grubb Motor Lines, Inc., Lexington, N. C., certig. 
cate to extend operations. 
February 17—Minneapolis, Minn.—Hotel Nicollet—Examiner Hanrahan: 
MC 27714, Sub. 1—P. Drache, Meriden, Minn., to extend operation; 
February 19—Chicago, IIl.—Hotel Sherman—Examiner Peterson: 
MC 39521, Sub. 3—Chicago Southern Transportation Co., Chicago, Il), 
permit to extend operations. 
February 19—Columbia, S. C.—Hotel Jefferson—Examiner Weaver: 
W-894—Cooper Motor Lines, Inc., common carrier application, 
W-913—C. G. Fuller, common carrier application. 


February 19—Dallas, Tex.—Baker Hotel—Examiner Higgins: 
- MC-F 2712—Southern Pacific Co., control; Southern Pacific Transpor 
Co., purchase, Trinity Motor Freight Lines. 

February 19—Kansas City, Mo.—Hotel President—Examiner Way: 
29144—-Union Asphalts & Roadoils, Inc., vs. Mo. Pac. et al. 
29149—-Union Asphalts & Roadoils, Inc., vs. A. T. & S. F. et al, 
29169—Carter Waters Corp. et al. vs. Alton et al. 

29169, Sub. 1—Empire District Electric Co. vs. St. L. S. F. & T. etal 

February 19—Lincoln, Neb.—Hotel Cornhusker—Jt. Bd. 138: 

MC 52009, Sub. 1—F. F. Pisek, Dwight, Neb., certificate to exteni 
operations. 

February 19—Lincoln, Neb.—Hotel Cornhusker—Jt. Bd. 31: 

MC C-467—Christensen Transfer, Grand Island, Neb., revocation of cer 
tificate. 

February 19—Lynchburg, Va.—U. S. Ct.—Jt. Bd. 7: 

MC 903, Sub. 16—Falwell Fast Freight, Inc., Lynchburg, Va., certit- 
cate to extend operations. 

February 19—Springfield, Mass.—Fed. Bldg.—Jt. Bd. 187: 

MC 105514—G. E. George, North Adams, Mass., certificate. 

February 19—Springfield, Mass.—Fed. Bldg.—Jt. Bd. 22 and Examiner 

Bradford: 
MC 105318—P. Maggi, Springfield, Mass., certificate. 
MC 105455—J. B. Staples, Worcester, Mass., permit. 

February 19—Washington, D. C.—Jt. Bd. 120: 

MC 105410—Robert J. Gnau & Son, Baltimore, Md., certificate. 

February 19—Washington, D. C.—Argument: 

Finance 14400—B.-R. I., lease. 


February 20—Boston, Mass.—New P. O. Bldg.—Examiner Bradford: 
MC 59271 and Sub. 4—Boston Truck Co., Inc., Cambridge, Mass. 
February 20—Dallas, Tex.—Baker Hotel—Examiner Higgins: : 
* MC-F 2630—C. W. Murchison et al., control; American Liberty Oil 

Co., control; American Liberty Pipe Line Co., control and merget, 
Dixie Motor Coach Corp. and Sunshine Bus Lines, Inc. 
February 20—Duluth, Minn.—U. S. Ct.—Examiner Hanrahan: 
1. & S. M-2484—Petroleum products, Superior, Wis., to Minn. points. 
February 20—Fort Worth, Tex.—Hotel Texas—Jt. Bd. 77 and 15: 
MC 9259, Sub. 23—Bowen Motor Coaches, Fort Worth, Tex., certifi 
cate to extend operations. 
MC 70330, Sub. 8—Miller Truck Line, Fort Worth, Tex., certificate to 
extend operations. 
February 20—Indianapolis, Ind.—State Comm.—Examiner Peterson: 
1. & S. M-2473—Interchange of Traffic with the C. C. & C. Highwsy, 


Inc. 
February 20—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 85108, Sub. 5—Burch Truck Line, Wichita, Kan. ‘3 


February 20—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 92991, Sub. 3—L. Olson, Erie, Kans., certificate to extend ope 
tions. 
February 20—Paducah, Ky.—U. S. Ct.—Jt. Bd. 105: 
MG 50655, Sub. 16—Gulf Transport Co., Mobile, Ala., certificate ™ 
extend operations. 
February 20—Washington, D. C.—Jt. Bd. 74: 
MC 95363, Sub. 1—R. L. Bloom, Westminster, Md., certificate 
permit. 
MC 105331, Sub. 1—B. Y. Thompson, Bel Air, Md., permit. 
February 20—Washington, D. C.—Argument: 
Finance 12950—C. of Ga., reorganization. ; 
February 21—Brooklyn, N. Y.—Hotel St. George—Examiner Riegnét: 
MC 42261, Sub. 3—Langer Transport Corp., Jersey City, N. J. 
February 21—Fort Worth, Tex.—Hotel Texas—Jt. Bd. 77: 
MC 65571, Sub. 2—Rainbow Coaches, Wichita Falls, Tex., certificalé 
to extend operations. 
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Eggs are bought 
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The freshness of eggs is protected here... 
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shipments 
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means greater refrigeration 
efficiency 


CORRECT CAR DIMENSIONS 
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reduce breakage to give 


you additional economy 





UNION REFRIGERATOR TRANSIT LINES 


A DIVISION OF 


GENERAL AMERICAN TRANSPORTATION 


CORPORATION 


Builders and operators of specialized railroad freight cars * Bulk liquid storage 
terminals * Pressure vessels and other welded equipment * Aerocoach motor 
coaches * Process equipment of all kinds * Fruit and vegetable precooling service 
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February 21—Indianapolis, Ind.—State Comm.—Jt. Bds. 60 and 1: 
MC 105423, Sub. 1—Tibbs Transfer, Richmond, Ind., permit. 
MC 105031, Sub. 2—Terminal Transporters, Inc., Henderson, Ky., cer- 
tificate. Phy: 
February 21—Indianapolis, Ind.—State Comm.—Jt. Bd. 208: 
MC 105438—H. D. Miller, Brookville, Ind., certificate. 
February 21—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 413, Sub. 1—R. E. Parson, Fort Scott, Kan., certificate to extend 
operations. 
February 21—Washington, D. C.—Examiner Proudley: 
MC 3677, Sub. 5—W. M. & A. Motor Lines, Inc., Bradbury Heights, 
Md 


MC 93692, Sub. 2—Blain Driveaway System, West Toledo, Ohio. 

February 21—Washington, D. C.—Commissioner Splawn: (Argument) 

Lewis Grain Corp. et al. vs. B. & O. et al. 

February 21—Washington, D. C.—Examiner Molster: 

* Finance 14816—Appl. of Southern Ry. for authority to extend trackage 
agreement to operate over that part of A. C. L.’s line between 
Savannah, Ga., and Jacksonville, Fla. 

February 23—Bismarck, N. D.—State Capitol Bldg.—Jt. Bd. 158: 

MC 102597, Sub. 4—Muck Transfer, Hettinger, N. D., certificate to 
extend operations. 

February 23—Boston, Mass.—New P. O. Bldg.—Examiner Bradford: 


MC 7681, Sub. 3—C. R. Bowlby & Son, Somerville, Mass., certificate 
to extend operations. 


February 23—Brooklyn, N. Y.—Hotel St. George—Examiner Riegner: 
MC 222, Sub. 9—Liberty Motor Freight Lines, Inc., Secaucus, N. J., 
certificate to extend operations. 

February 23—Indianapolis, Ind.—State Comm.—Jt. Bd. 23: 

MC 105495—Detroit Dixie Limited, Detroit, Mich., certificate. 

February 23—Mobile, Ala.—Cawthon Hotel—Examiner Weaver: 

W-779—Colle Towing Co., application. 
February 23—Washington, D. C.—Examiner Angle: 
MC 66691, Sub. 1—Turner’s Transfer, Greensboro, N. C. 
February 23—Wichita, Kan.—Broadview Hotel—Jt. Bds. 179 and 52: 
MC 30600, Subs. 43 and 45—Santa Fe Trail Transportation Co., Wich- 
ita, Kan., certificate to extend operations. 

February 24—Mobile, Ala.—Cawthon Hotel—Examiner Weaver: 

W-63, Sub. 1—Beardslee Launch & Barge Service, contract carrier 
application. 

February 24—Topeka, Kan.—State Comm.—QJt. Bd. 36: 

MC 27463, Sub. 1—R. Spencer, Mayetta, Kan. 

February 24—Topeka, Kan.—State Comm.—Jt. Bd. 36: 

MC 58143, Sub. 1—Justus Truck Line, Eskridge, Kan., certificate. 

February 26—Biloxi, Miss.—Buena Vista Hotel—Examiner Weaver: 

Elec. Ry. Docket 18—Gulfport and Mississippi Coast Traction Co. 

February 26—Boston, Mass.—N. P. O. Bldg.—Examiner Bradford: 

1. & S. M-2497—Children’s vehicles, Mass. to N. Y. and N. J. 

February 26—Boston, Mass.—N. P. O. Bldg.—Jt. Bd. 132: 

* MC 21272, Sub. 34—R. E. Guerin Trucking Co., Inc., Worcester, Mass., 
certificate to extend operations. 

February 26—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 42: 

MC C 441—Ehrlich Newmark Trucking Co., Inc., vs. Friedman’s Ex- 
press, Inc. 

February 26—Topeka, Kan.—State Comm.—Jt. Bds. 36 and 140: 

MC 105459—J. C. Crawford, Meriden, Kan., certificate. 
February 26—Washington, D. C.—Examiner Kirby: 
29223—Accounting by K. C. S. Ry. in respect of merger of properties 
of T. & Ft. S. Ry. into K. C. S. Ry. 

February 26—Waterloo, la.—Fed. Bldg.—Jt. Bd. 181: 

MC 58440, Sub. 1—Waterloo Stages, Decorah, Ia., certificate. 

February 26—Washington, D. C.—Examiner Naefe: 

* MC-C 440—In matter of terminal to terminal transportation charges 
Liberty Motor Freight Lines, Inc., Lacrone-Benedict Way, Inc., and 
Akers Motor Lines, Inc.—Acme Fast Freight, Inc., National Carload- 
ing Corp., and Universal Carloading and Distributing Co., Inc. 

February 27—Boston, Mass.—N. P. O. Bldg.—Examiner Bradford: 

* MC 3717, Sub. 5—J. Coyle, Boston, Mass., certificate to extend oper- 
ations. 


February 27—New Orleans, La.—Hotel Jung—Examiner Weaver: 
29185—Secretary of War vs. Aberdeen & Rockfish et al. 


L. & A. CERTIFICATES 


The Reconstruction Finance Corporation has announced 
today that it had sold to F. S. Moseley & Co., New York City, 
$1,050,000 Louisiana and Arkansas Railway Company 3 per 
cent equipment trust certificates of 1940 at 104.71 and accrued 
interest, which is a 2 per cent basis. This price represented 
a premium to R. F. C. of $49,448, it said. 


OCEAN FREIGHT CONFERENCES 


The Maritime Commission has approved the agreement 
(No. 5850) establishing the North Atlantic Westbound Freight 
Association (see Traffic World, Feb. 3, p. 287). 

The American-West African Line, Inc., and the Elder 
Dempster Lines, Ltd., have filed with the commission for ap- 
proval an agreement covering eastbound and westbound com- 
merce between Atlantic and St. Lawrence ports of Canada, 
U. S. Atlantic and Gulf ports and West African ports (Dakar 
to Mossamedes, inclusive), including the Atlantic islands of 
the Azores, Madeira, Canary, and Cape Verdes, as well as 
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the islands of Fernando Po, Principe, and San Thome in thy 
Gulf of New Guinea. The agreement covers the establishmen 
and maintenance of agreed rates, and related matters. 


“NORTH AMERICAN” TUGS ON AMAZON 


Small tugboats of 200 horsepower, of North Americay 
construction, have revolutionized the system of transportation 
on the Amazon River, in South America, and on its tributaries 
and are at present carrying petroleum from various oil fields 
to Iquitos, 3,700 miles in the interior of the continent, a rive 
port that can be reached by trans-Atlantic boats of more thay 
7,000 tons, according to the Office of the Coordinator of Inter. 
American Affairs. The O. C. I. A. A. said that other smaj 
tugboats of 100 horsepower were used for collection of rubber 
for transportation of minerals, and for current cargo on th 
Beni River in Bolivia and on the Caqueta and Putumayo jp 
Colombia. Still other North American tugboats were being 


constructed, designed for improvement of Amazon navigation 
it added. 


RESTORATION OF PORT OF LE HAVRE 


The great French port of Le Havre, which was considered 
to be “100 per cent destroyed” by the Nazis before their capity. 
lation to the Canadian First Army on September 12, 1944, now 
was handling more tonnage than it did before the war, Major 
General C. P. Gross, Chief of Transportation for the War De. 
partment, announced February 7. 

General Gross, who recently returned from an inspection 
tour of the European and Mediterranean Theaters, reported 
that the first Liberty ship passed through the huge Lock 
Rochemont at Le Havre on December 16. Rehabilitation of this 
tremendous lock, making the inner basin of the port usable 
again, increased the capacity of Le Havre to well over 15,00) 
tons a day. However, ammunition, food and other priority sup. 
plies were passing through the Le Havre gateway within “ 
matter of days of its capture’ by means of Ducks, LSTs, LCT; 
and LCIs, General Gross reported. 


ALLOCATION OF SHIPS TO FRANCE 

Arrangements made with the French government for as- 
signment of American merchant ships for operation by French 
crews (see Traffic World, Feb. 3, p. 250) paralleled those made 
with “other sea-going United Nations” and were consistent 
with “the established policy of the United States government,’ 
the War Shipping Administration said in a statement outlining 
details of plans thus far made for allocation of shipping space 
to France. 

Under these arrangements, the W. S. A. said, experienced 
French crews would be utilized without loss by the W. S.A 


‘of control of the vessels’ operation. It said it was expected 


that the first French crews for such vessels would be available 
“within the next few weeks” and that thereafter additional 
vessels would be assigned from time to time. The number of 
ships made available to France under this part of the ship 
allocation program would depend in part on the number of 
French crews available, it added. It noted that title to the 
vessels would remain vested in the United States. 





LA. AND TEXAS INTRACOASTAL CANAL ASSN. 

Roy Miller, active vice-president, Intracoastal Canal Ass0- 
ciation of Louisiana and Texas, in a letter to directors, members 
and subscribers of the association, says that, despite the recent 
death of Clarence Holland, lifetime president of the association, 
it will proceed with the three-year program, authorized in 
1943, to run through 1944, 1945 and 1946, for the completion 
of the intracoastal canal to the Rio Grande Valley and the im 
provement and development of feeders in Louisiana and Texas. 
Completion of the program, he says, will “bring the benefits of 
cheap transportation to a vast area whose possibilities for fu- 
ture growth exceed that of any other section of the country. 
Work to that end, he adds, will be the “finest and most endur- 
ing tribute of appreciation and affection” to Mr. Holland, whose 
vision, courage, persistence and inspiring leadership has beet 
largely responsible for progress on the canal to date. 


CHANGES IN DOCKET 

Hearing MC 1506 Sub. 3, February 9, Jackson, Tenn., postponed to 
date to be fixed. 

Hearing in MC 56383 Sub. 7, February 10, Des Moines, Ia., before 
Examiner Bradford, should have been shown as assigned before Exair 
iner Harrison. to 

Hearing MC-F 2724, February 8, Los Angeles, Calif., postponed 
February 13, Fed. Bldg., Los Angeles, Calif., Examiner Higgins. 

Finance 5045—Arcata & Mad River R. R., deficit status, set 
argument at Washington, D. C., February 9. 

Hearing in MC-C 2689, February 7, Los Angeles, Calif., postponed 
to February 12, Fed. Bldg., Los Angeles, Examiner Higgins. 

Hearing MC 1852 Sub. 10, February 8, Louisville, Ky., postpone 
to date to be fixed. 
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Through snow, rain, sleet—year round sched- 
~ ules are consistently maintained, carrying the 
~ nation’s freight and passengers. Years of ex- 

oe *, perience with severe storms give us the “know 
how” for dealing with emergencies. 

If you had seen it go through yesterday, ice- 
sheathed from pilot to tender, wouldn’t you 
have felt like giving a cheer for this monarch of united in the war effort. For assistance in solving 
sub-zero weather? Following along behind were your travel or shipping problems, see your nearest 
car after car of those products of your farm or Soo Line representative. 


factory, far as the eye could see. And you’d know 
that they'd get there ready to do a wartime job. 

Mass-production and mass-movement, when 
tied to American ingenuity, are tools of victory, 
both here and over the seas. Prompt and safe 
handling has always been a watchword with men 
of the Soo Line—one of America’s railroads 


AN INTERNATIONAL TRANSPORTATION SYSTEM 





Here’s How You Profit 
by Subscribing for 
TRAFFIC BULLETIN 


1. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and motor carriers use 
its columns to give public notice of all proposals 
received from shippers and carriers to establish and 
to change commodity rates. This information is 
available from no other source in a form so com- 
plete and convenient for checking. Hearings and 
disposition notices of a number of the committees 
are printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


¢. Advance Information of 


Classification Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of charge all the regular and special 
dockets of the Consolidated Classification Commit- 
tee, listing the changes currently proposed. 


3. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (rail- 
roads, motor carriers, water carriers, freight for- 
warders, express companies and p:pe lines) the 
Maritime Commission (ocean shipping) and Civil 
Aeronautics Board (air lines) in the current week, 
enabling you to get copies of those that will change 
your rates, well in advance of the effective dates. 


4. Rate Changes on Short Notice 


A number of rate changes are made by the car- 
riers on less than 30 days’ notice. Before making 
them effective the carriers must file short notice 
applications. These are printed in THE TRAFFIC 
BULLETIN as they are filed in Washington, along 
with the “Permissions” (short notice changes which 
are allowed by the two regulatory bodies). Infor- 
mation of this kind, received in advance of a change 
in one single instance, may save you more than the 
cost of a full year’s subscription. 


3. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned and express 
tariffs. 

The use of THE TRAFFIC BULLETIN will re- 
turn your investment with interest in actual time 
and money saved. Let the weekly issues add to the 
efficiency and increase the effectiveness of the work 
in your department. Send $6.25 for a trial three 
months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 
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Personal Notes 


Douglas F. G. Eliot has been elected president of the Ma 
facturers Junction Railway Company to succeed W. H. DeW 
who retired January 30 after 39 years with the railroad and 
Western Electric Company, of which it is a subsidiary, fy 
railroad operates in the Western Electric Hawthorne wo 
Chicago, and over several miles of outside tracks. Mr. De 
was also general traffic manager of Western Electric. W. 
Girr, traffic manager at the Howthorne works, has assum 


charge of all Western Electric traffic operations. H. W. Ham 


ton, general manager of the Manufacturers Junction, has bey 
elected vice-president of the railroad company. 

William J. Lahr, general freight agent, Chicago, Burlingty 

and Quincy Railroad, spoke on ‘The Railroads’ War Recon 
at a meeting of the Fort Madison, Iowa, Chamber of Comme 
January 30. 
The Seaboard Railway has made the following appoig 
ments: W. P. Hickey, assistant freight traffic manager, § 
vannah, Ga.; C. J. Mundee, assistant general freight agen) 
Orlando, Fla.; T. F. Sharpless, assistant general freight agen 
Columbus, Ga.; C. G. Douglas, general superintendent of dinij 
cars, Washington, D. C. 

Venable L. Stern has been appointed district freight age 
for the Southern Railway at Richmond, Va.; T. W. Hassel 
division freight agent at Chattanooga, Tenn.; E. B. Hyden, dj 
trict freight agent, Chattanooga, and L. C. Seiner, commerg 
agent, Chattanooga. 

G. E. Gustafson has been appointed western traffic manage 
for the Boston and Maine and Maine Central railroads at Gi 
cago effective February 15. He was formerly western traf 
manager for the New York, Ontario and Western Railway. 

James B. Duffy, assistant passenger traffic manager fort 
Santa Fe Lines at Los Angeles, Cal., retired February 1 aft 
upwards of a half century of service with the railroad. L, 
LeRoy has been appo‘nted industrial agent for the Santa} 
at Los Angeles. 

The National War Labor Board has announced the 
rointment of Elmo P. Hohman, who has been vice-chairman 
the board’s appeals committee and of its Shipbuilding Commi 
sion, as vice-chairman of the War Shipping Panel. The be 
also announced the appointment of Bernard Cushman as ass 
ant general counsel. Mr. Cushman was former regional attome 
for the seventh regional W. L. B. at Kansas City. 

John J. Harrigan has been appointed general agent fort 
Duluth, South Shore and Atlantic Railway and the Mine 
Range Railroad at New York. 

Thomas M. Durkin, assistant superintendent of dining 4 
sleeping cars, Milwaukee Road, died February 5 at his ho 
in Chicago. 

R. R. Harrison has been appointed manager of the Fn 
hauf Trailer Company branch at Kansas City, Mo. 

Dodge division, Chrysler Corporation, has announced f 
following appointments: C. W. Dessart, city manager, Loss 
geles, Cal.; Ross M. Godshalk and H. C. Riefe, district m 
agers, New York region; Kaye C. Dolliver and F. D. Bo 
district managers, Chicago region; Sam Kelly and E. L. 
district managers, Atlanta region; William J. Rennix, distri¢ 
manager, Philadelphia region; R. K. Higgins and L. F. Desm 
district managers, Kansas City region, and L. A. Heiler, disttt 
manager, Boston region. 

Russell G. Llewellen has been appointed assistant gen 
sales manager, Chevrolet Motor division, General Motors 0 
poration, in charge of parts and accessory merchandising, Wi 
housing and distribution. I. W. Thompson has been app 
national manager of parts and accessory merchandising, @ 
John P. Hopkins, national manager of warehousing and dil 
bution. J. H. Meish and J. J. O’Laughlin have been appéi 
assistants to Mr. Thompson in the eastern and western 
of the United States, respectively, and G. B. Sturgis and © 
Essex have been appointed assistants to Mr. Hopkins, e 
west, respectively. P. E. McCracken has been appoint 
ordinator for divisional distribution of parts and accessories 

Paul V. Osborn has been appointed general factory @ 
ager for the Detroit, Mich., operations of the Timken-De 
Axle Company. 

An announcement from the War Department says! 
William A. Pritchett, who until his entrance into the U: 
Army was in the shipping department of the Lehigh Port 
Cement Company at Tarrant, Ala., has been promoted to# 
nician fourth grade, in the Y- force of Brigadier General 
Dorn in China. ; 

The Denver Exporters’ Club has elected the following? 
cers: President, W. W. Anderson, Dorr Company, Inc.; ¥ 
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president, A. H. Genge, Union Pacific Railroad; secretary-treas- 
urer, Mrs. Elizabeth Pettus, district office, U. S. Department of 
Commerce; members of the board of directors, Frank Flesher, 
Heckethorn Manufacturing and Supply Company, and Miss 
Anna Limacher, Mine and Smelter Supply Company. 

D. D. Byrnes has resigned as traffic manager, Sun-Maid 
Raisin Growers of California, Fresno, to become a partner in 
the Improved Carloading Company. George E. Vawter, who 
has been in the shipping department of the Raisin Growers 
Association for ten years, has been appointed traffic manager 
to succeed Mr. Byrnes, effective March 1. 

W. G. Stone, manager, transportation department, Sacra- 
mento, Cal., Chamber of Commerce, Pacific coast regional vice- 
president, of the National Industrial Traffic League, was the 
principal speaker at a joint meeting of the Los Angeles Traffic 
Managers’ Conference and members of the league in the Los 
Angeles area, January 25. Mr. Stone spoke on the activities 
of the league. Harold Smith, traffic manager, Western Auto 
Supply Company, president of the conference, presided. 


George T. Scott has been appointed comptroller for the 
Chicago Great Western Railway at Chicago. 


Alex Baxter, commander, Transportation Corps Post of the 
American Legion, Chicago, has appointed the following to a 
committee of the post charged with “observing all phases of 
transportation to determine that transportation is given proper 
and efficient consideration by both state and federal govern- 
ments in the interest of national defense and the public inter- 
est:”” Chester Laughry, commerce attorney, chairman; Herbert 
Feth, Chicago and Eastern Illinois; Ed Fogarty, Santa Fe Lines; 
Tom Nolan, Soo Lines; Arno Kunz, Keeshin Motor Freight 
Lines; Sam Wyer, Keeshin Motor Freight Lines; Arthur Korn, 
Cushman Motor Lines; Tom Devlin, Gateway City Lines; 
W. Taussig, Burlington Transportation Company; Luke Lyons, 
Northwestern Air Lines; Comm. Tom McGuire, U. S. Navy; 
Leroy Cather, engineer; Charles Deleu, engineer; Gordon Riley, 
U. S. Gypsum Company; Lou Lippa, Apex Smelting Company. 

W. J. Shields has been appointed commercial agent for the 
Virginian Railway at Pittsburgh, Pa. 

J. Lewis Luckenbach was reelected for his thirteenth term 
as president of the American Bureau of Shipping at a meeting 
of the bureau’s board of managers in New York February 6. 
Other officers reelected were: vice-president and chief surveyor, 
David Arnott; honorary vice-presidents, Joseph W. Powell and 
William D. Winter; treasurer, Jerome B. Crowley; secretary 
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and assistant treasurer, John W. Cantillion; assistant treasurer, 
Kenneth D. Hill. ; 

Frank J. Taylor was reelected to the presidency of the 
Merchant Marine Institute at its annual meeting in New Yor, 
February 6. R. J. Baker was reelected secretary-treasurer, ang 
John J. Burns, general counsel. 


W. S. A. WAR CONTRACT CLAIMS 


Creation of a contract settlement and surplus materials 
division has been announced by the Maritime Commission. This 
division is charged with the settlement of claims under ter. 
minated war contracts for supplies, shipbuilding and facilities 
and with the redistribution of unrequired materials as wel 
as the disposal of surplus property, except vessels, according 
to the W. S. A. Continuing, it said: 


Comprising this new division are the settlement, materials utiliza. 
tion, and materials disposal sections in Washington. Maritime settle 
ment offices are situated in Chicago, New Orleans, Oakland, Calif, ang 
Philadelphia. 

The director is generally charged with the performance of Maritime 
Commission functions under the provisions of the contract settlement 
act of 1944, the surplus property act of 1944 and the various regulations 
issued by the Office of Contract Settlement and the Surplus Property 
Board. He is authorized to make or approve binding settlements of 
war contractors’ termination claims not in excess of $10,000; to grant 
partial payments not in excess of $10,000 on a single claim, or $50,0m 
on all unsettled claims of any single prime contractor; and to recom. 
mend settlements or partial payments in greater amounts to the Settle 
ment Review Board. 

The commission has appointed Burton L. Hunter, formerly of Los 
Angeles and Honolulu, as director. For the'last four years, Mr. Hunter, 
on the staff of the Bureau of the Budget, has been in charge of appm.- 
priation estimates for the Maritime Commission, the War Shipping 
Administration, and the Navy, State and Commerce Departments, 





MERCHANT SHIP PRODUCTION 

Merchant shipyards delivered 120 vessels aggregating 
1,229,296 deadweight tons and one large derrick barge in Jan. 
ary, the Maritime Commission announced. 

The number of ships produced in the first month of 1945, 
according to the commission, tops those delivered in January, 
1943, by 44, but is 11 less than the 131 delivered in same month 
in 1944. The 131 vessels delivered in January, 1944, included 
seven, the delivery of which was not announced at the time, it 
said, adding: 

Deadweight tonnage delivered from Maritime Commission ship 
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men high in government circles. It is reg- 
istering with the historians who will write 
the pages of World War II history. 

An important factor which has likewise 
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AND BE ASSURED OF registered in war transport efficiency is the 

e interchange function where freight cars are 

Carchul Handling AND classified and quickly interchanged and 
° ° then sped along to destination. That is the 

Sduick Dispatch part the P. & P. U. Ry. has been performing 


at the important Peoria Gateway. 
* | GALVESTON WHARVES |= As the thousands of cars come daily from 
Est. 1884 everywhere into the important Peoria Gate- 
way, men on the P. & P. U. Ry. see to it that 
the classification and interchange are done 
with efficiency and dispatch. 


PEORIA & PEKIN UNION RAILWAY 


E. F. Stock, Trafic Manager—Union Station, Peoria, Iii. 
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yards in January, 1945, was 1.6 per cent higher than that delivered 
in January, 1944, and 22 per cent above that in January, 1943. A com- 
parison of the “‘light ship’’ displacement byilt in January, 1945, with 
January of the two previous years shows an increase of 59 per cent 
over 1943 and of 5.8 per cent over 1944, 

Increase of average deadweight tonnage indicates a greater pro- 
duction of merchant types with fewer military types being turned out. 
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Services in 
Washington, D. C., and 


Commercial Zone: 


1. Pool Car Distribution—On B. & O R. R. 
Siding—Economical—Fast—Dependable 


2. Local Cartage 


The Jacobs Transfer Company, Inc. 


Established 1857 
61 Pierce Street, N. E. * Washington 2, D. C. 
Phones: Decatur 7603, District 2412 


FASTER — DIRECT — L.C.L. — RAIL SERVICE 
TO: TEXAS, LOUISIANA, MEXICO, ST. LOUIS MO. 


7 as 
Pick Up and Store Door Delivery included at rates 
no higher than rail. 


PREMIER CARLOADING CORP. 


90 WEST ST., N. Y. 6, N. Y. - CORTLAND 17-3812 
Offices and Agencies in Principal Cities 
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Of the 120 ships delivered in January, 90 were merchant types fo, 
merchant service, eight were merchant ships delivered for Military 
account, and 22 were built as military types for use of the navy. 


LOAD LINES FOR FOREIGN VESSELS 


Vice Admiral Waesche, commandant of the coast g 
has issued a finding that it is necessary to the conduct of the 
war that compliance with the act of March 2, 1929, relating to 
load lines for vessels making foreign sea voyages, be Waived 
to the extent necessary to permit foreign vessels belonging ty 
countries allied with the United States in the war effort ang 
which are engaged in business connected with the conduct of 
the war to load to the same seasonal load lines as permitteq 
for U. S. vessels proceeding on similar voyages, “provided such 
vessels are marked with load lines in accordance with the ppp. 
visions of the International Load Line Convention and have op 
board a valid load line certificate.”” He said this waiver was not 
to be construed as relieving any foreign vessel or her master or 
operators from their responsibilities under the law of the coup. 
try to which the vessel belonged. 





SAFETY-AT-SEA CONFERENCE 


A general committee, of which Vice Admiral R, R 
Waesche, commandant of the Coast Guard is chairman, has 
begun consideration of proposals for an international conven. 
tion on safety at’sea, to replace the 1929 convention on safety- 
of-life at sea. Admiral Waesche said the primary purpose of 
the proposed convention and of the study leading up to it 
was not to increase American requirements individually but 
to agree on an internatitonal set of standards that would bring 
the shipping of other nations as nearly to U. S. present pro 
cedures as possible. He said the Department of State con. 
templated calling an international safety-at-sea conference 
after the cessation of hostilities in Europe. 
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The rippling wheat fields of Kan- 
sas, its sunlit plains and hillsides, 
its lakes and rivers, form a pleas- 
ant pattern of peace and content- 
ment that adds tothe pictorial beauty of Your America. 


The state’s normal yield of wheat is one-fourth of the 
nation’s total production. Large herds of cattle graze 
on the countryside. Oil and gas wells, rich min- 
eral deposits, are among the many natural resources. 


Union Pacific rails unite Kansas with the East and 
the Pacific Coast. Over its ‘‘strategic middle route” 
it transports the state’s products—products that con- 
tribute to the nation’s welfare in war and in peace. 


Kansas, today, offers ample opportunity for indus- 
trial enterprise as well as for agricultural develop- 
ment. It provides an open gateway for Americans 
willing to work for whatever they wish out of life. 


Kansas and Union Pacific are striving together for 
victory—striving to uphold the splendid American 
tradition of giving everyone an equal chance to 
plan and work for success and future security. 
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Ship Line Overcharge Complaint 


The Rubber Development Corporafion, a subsidiary of the 
Reconstruction Finance Corporation engaged in development 
and procurement of natural rubber from other countries, has 
filed with the Maritime Commission a complaint against the 
Booth Steamship Co., Ltd., of Ne wYork City, and Lamport & 
Holt Line, Ltd., also of New York City, alleging that the de- 


Classified dver 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads —$1.00 a line, minimum 3 lines. ety — KS rete) 


POSITION WANTED—Trafficman, 39, college graduate in traffic 
and law, 7 years’ practical experience all phases of traffic, routing, 
rates, claims, looks for advancement from present position. Box 309, 
Chicago office Traffic World. 


WANTED—Man with grain, flour rate experience, permanent posi- 
tion, excellent promotional possibilities with large company. Box 314, 
Traffic World, Chicago office. 


OPPORTUNITY AVAILABLE—To high class man for position as 
General Freight Agent of short line railroad in Central Freight Asso- 
ciation territory. Applicant must be able to interpret tariffs, quote 
rates, be familiar with divisions and able to audit and revise freight 
bills. Applicant should be married and between 35 and 40 years of 
age. Good salary and permanent position. Fine living conditions in 
medium size city. Give complete information regarding experience and 


traffic background. All replies treated as confidential. Box 315, Chicago 
Office, Traffic World. 


WAN TED—Man, experienced and capable of handling accounting for 
short line railroad in Middlewest. Enclose all details in first letter, 


together with photograph. Advise salary expected. Box 317, Traffic 
World Chicago office. 


TRAFFIC MANAGEMENT—We can now accept 15 more students 
for extension study of our newly revised course using current class’ns, 
actual tariffs, etc. Covers rail, truck, air, express, f’wder, water, claims, 
demurrage transit, routes, etc. Practical problems, low tuition cost. 
College of Advanced Traffic, 12 E. Jackson Blvd., Chicago 4. 


TRAFFIC MANAGERS. Preferrably grain, flour experience. Per- 
manent employment with excellent promotional possibilities. Give de- 
tails in your reply. International Milling Company, Minneapolis 1, 
Minnesota. 


TRAFFIC SUPERVISOR—for industrial organization—must be fa- 
miliar with rates, routing, claims, etc.—fast growing concern with 
definite post-war possibilities. Ozalid Division of General Aniline and 
Film Corporation, Johnson City, New York. 


MANUFACTURERS, ATTENTION 


Chicago distributor with national connections interested 
in one additional line, local or national; now contacts 
shipping and mailing rooms. 


Write E. C. LEWIS, c/o TRAFFIC WORLD 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
$500 to $4250 each! 


Which of these cars could you use? 


40—Hopper, Triple, 50-Ton 

50—Hopper, Side-Discharge, 50-Ton 

80—Refrigerator, 40-Ft., 40-Ton 

16—Refrigerator, 36-Ft., 30-Ton 

75—Box, 40-Ft., 40-Ton 

10—Dump, Magor, Automatic, 30-Yd., 50-Ton; lift doors 
9—Dump, Western, Automatic, 30-Yd., 50-Ton; lift doors 
4—Dump, Western, 20-Yd., 40- and 50-Ton; steel floors 
1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton 
18—Dump, K & J, Automatic, 16-Yd., 40-Ton 

20—Flat, 40-Ft., 40- and 50-Ton 

70—Gondola All Steel, 40-Ft., 16 drop doors 
6—Gondola, 50-Ton, High-Side, Steel 

30—Tank, 8000-Gallon, 40- and 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 
All cars are priced to selll 
{RON & STEEL PRODUCTS, INC. 
40 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
“‘ANYTHING containing IRON or STEEL" 
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fendants have collected overcharges aggregating more than 
$22,000, in violation of sections 15, 16 and 17 of the shippir y 
act, 1916, on shipments of “basins, metal,” shipped in 19497 
1943 and 1944 from the port of New York to the port of Belem 
(Para), Brazil. a 

The complainant, describing itself as successor to all # 
rights, powers, etc., of the Rubber Reserve Co., another R. F. @ 
subsidiary, with respect to rubber procurement from outsig 
the continental United States, says that on January 1, 194 
the chairman of the Rivér Plate and Brazil Conference, 
which the defendants are members, “published and filed with 
the United States Maritime Commission its tariff No. 9 whereig, 
among other things, it established and published freight rate 
for the transportation of ‘basins, metal’ from the port of New 
York to the port of Belem (Para), in Brazil, of $16.50 for 
each 2,240 pounds, or 40 cubic feet, whichever is greater. . .} 
On several of the shipments, according to the complaint, charges 
were collected on the basis of $30.50 a long ton, or 40 cubic fegt: 
whichever was greater, or 76% cents a cubic foot, as provided: 
in tariff No. 9 of the River Plate and Brazil Conference fg 
commodities classified as “cargo not otherwise specified.” a 

On one shipment transported in a vessel of the 
Steamship Co. the Rubber Reserve Co. as consignee paig 
freight charges, including surcharge, on the basis of 61% cents 
a cubic foot, according to the complaint. On various other 
shipments the complainant paid charges on the basis of 4144 
cents a cubic foot, or a total of $8,473, including surcharge, ang 
as to these shipments the Booth Steamship Co. has rendereg 
bills for additional charges totaling $6,683.77, the R. D. C. ag 
serts in its complaint. It says the Lamport & Holt Line hj 
rendered bills for additional charges of $329.80 with respee 
to one shipment and $265.07 with respect to another, and : 
on other shipments the complainant or the Rubber Resery 
Co. as consignee paid ‘excess’ charges to the Lamport & Holt 
Line in the following amounts: $353.43, $5,859.00, $3,813.43) 
$2,471.18, $3,649.12, $1,709.04 and $4,143.14. 

The complainant asks issuance of a cease and desist order 
and reparation of $273.78 from the Booth Steamship Co. an@ 
$21,998.94 from the Lamport & Holt Line, and cancellation of 
balance due bills of $6,683.77 from the Booth Steamship Co. af 
$265.07 from the Lamport & Holt Line. : 
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U. N. R. R. A. OVERSEAS SHIPPING 


Admiral Land, War Shipping Administrator, has trang 
mitted to the Speaker of the House a report on arrangements 
completed with the United Nations Relief and Rehabilitation 
Administration and the Foreign Economics Administration, 
whereby the W. S. A. coordinates the forwarding and doe 
mentation of U. N. R. R. A. waterborne shipments from thé 
United States in the same manner and under the same pre 
cedure as provided for the forwarding of lend-lease shipments 
The report said that the movement was already under way aii 
was being handled entirely by private forwarding firms in a 
cordance with the provisions of public law_498, 77th Congress, 
amending the Merchant Marine act, 1936. : 

“The forwarders’ fees for handling these shipments aft 
paid out of United Nations Relief and Rehabilitation Admini¥ 
tration funds transferred to the War Shipping Administration 
through the Foreign Economic Administration,” said the 1 
port. “This procedure is similar to the situation under Les 
Lease where the fees are paid out of Foreign Economic Ag 
ministration funds transferred to the War Shipping Administt@ 
tion by the Foreign Economic Administration.” ig 

The report listed the following forwarders not previo 
reported as having been placed under contract, and the frei shit 
brokers appointed pursuant to general order 38 for the hand 
of lend-lease and U. N. R. R. A. shipments: 


Mohegan International Corporation; T. J. McGrath & Co.; Gee it 
F, Dogerty Co.; Penson & Co.; Tranship Inc.; International Paciit 
Coast Corporation; W. W. Battie & Co., Inc.; Harvey N. Bryant Coy 
W. A. DeLappe & Co.; A. Willard Ivers, Inc.; Munn & Jenkins, Ine 


J. F. Whitney & Co.; Tankers Co.; J. H. Winchester & Co, Inc.; 
W. K. Proom & Co. 


oe 


The report, covering the period from September 29, 19 A, 
to January 27, 1945, was accompanied by correspondence be 


tween the W. S. A. and the U. N. R. R. A. leading up to 
described arrangements. 





MERCHANDISE WAREHOUSING 


Space occupancy of 2,014 merchandise warehouse buildings 
reported by 705 companies in December, 1944, was 87 per cel 
as against 87.3 per cent in November, according to the Comm 
merce Department’s Bureau of the Census. It said the buil@ 
ings had a total of 52,702,965 square feet of occupiable sp 
intended for public warehousing of general merchandise, 
which 45,876,188 square feet were reported as occupied. 


+ 





handling 


.; George 
al Pacifi¢ 
-yant CO; 
cins, In@y 
Inc.; and 





ose oa I , 


H eee A ay, o ensues 
ett died tae eatin) eel et eee ae paca .stpinal Pe 
“a H H } |e me ee | j j ee nl eet errr rr te te re 
| me | see ee ee ee : 8 
@ i | ere = et I foe etre tt Peete ft 
ad el - | as | em = — nome | ee | a 


1° wise _ | 4 
“wei. Hage FSS i “ a ee aay 
bell i imi * ee en tis ey 
sone | 3 . 



















a big saving 


Your dollar distance to market shrinks tremendously when you 
ship by river. Example: Heavy machinery can be loadel 
fully assembled on barges at Pittsburgh and towed to any 
it’s a matter of dollars and—S@NS@ major gulf port over level, shockproof water highways a 
a saving of at least $5.00 a ton. Not only are such reduced 





costs an important marketing advantage but the use of private 
or public riverfront warehouses at key points will materially improve you 


delivery service . . . Union Barge offers you safe, efficient, economical acces 





to America’s inland trading centers as well as to Gulf and Great Lakes 
ports. Their modern equipment and complete traffic control system has put 
inland waterways transportation on a precision basis. Today, Union Bargt 
handles everything from matches to machinery. Write for the Union Bargt 


booklet. It may give you an idea that can be turned into cash. 
UNION BARGE LINE CORPORATION 


DRAVO BUILDING PITTSBURGH, 22, PA. 





